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1 AN ORDINANCE providing for King County's

2 paricipation in a regional transportation investment

3 district and providing for submittal to the qualified

4 electors, at a special election to be held in

5 conjunction with the general election on November

6 6,2007, of a proposition to authorize creation of the

7 regional transportation investment district and

8 approve a regional transportation investment plan,

9 including sources of revenue and a financing plan.

10

11 BE IT ORDAID BY THE COUNCIL OF KIG COUNTY:

12 SECTION 1. Findings.

13 A. On June 17, 2002, the council, by Motion 11452 ("Convening Motion"),

14 authorized the chair of the council to jointly convene a Regional Transportation

15 Investment District ("RTID") Plannng Committee with the chairs of the Snohomish and

16 Pierce county councils, pursuant to RCW 36.120.030(1), thereby electing to paricipate in

17 the RTID Planning Committee.
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18 B. The RTID Planning Committee through its executive board conducted public

19 "à¡.íi:t(5..ñiëèf~.t" âí~eD.sá
i " í"ll';""'~'~I"''''''''¡J ...
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1 rlO":I::.. noø;J132(1 participation in the iden
I

2

ublic and agency outreach efforts to assure active public

fication of the boundaries of a proposed RTID and in the

ended regional transportation investment plan ("Recommended

22 Plan"), as detailed in Resolution No. PC-2007-02 ofthe RTID Planning Committee (the

23 "Planng Committee Resolution").

24 C. In identifying potential transportation projects, the Planning Committee

25 through its executive board considered the requirements included in the definition of

26 "transportation project" under RCW 36.120.020(8), applied the factors set forth in

27 RCW 36.120.040(1), coordinated its activities pursuant to RCW 36.120.040(2),

28 considered performance criteria set forth in RCW 36.120.060 as well as the RTID

29 Guiding Priciples and, in identifying potential transportation projects that improve city

30 streets, county roads or highways, considered the specific requirements of

31 RCW 36.120.020(8)(c).

32 D. The Planning Committee through its executive board conducted public

33 meetings to encourage active public paricipation in the development of the

34 Recommended Plan, undertaking extensive public and agency outreach efforts during

35 August, September and October 2006 to prepare a draft Recommended Plan, including a

36 public hearng on October 13, 2006, a public comment period lasting until October 27,

37 2006, presentations to organizations and groups, articles in newsletters, joint Roads &

38 Transit open houses with Sound Transit, newspaper advertising and an updated website.
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39 E. The Planning Committee through its executive board consulted with local

40 jurisdictions and the Regional Transit Authority (Sound Transit) in developing proposed,

41 RTID boundaries in the three county area.

42 F. At the December 7,2006 joint meeting with the Sound Transit executive

43 committee, staff reported to the executive board of the Planning Committee the results of

44 the public involvement process, including an overview of comments received through

45 public outreach.

46 G. The draft Recommended Plan was updated to reflect this public and agency

47 input and was distributed for fuher public outreach and review in conjunction with

48 Sound TransitsST2 Draft Package.

49 H. The Planing Committee through its executive board conducted additional

50 public meetings to review the updated Recommended Plan and continued its extensive

51 public and agency outreach efforts, including additional presentations to organizations

52 and groups, articles in newsletters, joint Roads & Transit open houses with Sound

53 Transit, newspaper advertising and website informational postings.

54 1. The Planning Committee considered potential local, state and federal revenue

55 sources in developing the Recommended Plan, which leverages the proposed financial

56 contribution by RTID, assuming the agency is formed, so that the local, state and federal

57 and other revenue sources continue to fund major congestion relief and transportation

58 capacity improvement projects in each county in the proposed RTID.

59 J. The Plannng Commttee, with assistace from the Washington state

60 Deparment of Transportation, worked to develop cost forecasts for proposed
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61 transportation projects, integrating its project costing methodology with revenue forecasts

62 in developing the Recommended Plan.

63 K. As required by RCW 36.120.040(5), the Recommended Plan includes cost

64 estimates for each transportation project, including reasonable contingency costs, and

65 provides estimated project costs in constant dollars as well as year of expenditure dollars,

66 ranges of project costs reflecting levels of project design, identification of mitigation

67 costs, ranges of revenue forecasts and cash flow and bond analysis.

68 L. As required by RCW 36.120.040(5), the Recommended Plan also provides

69 that funds will be maximized to implement projects in the Recommended Plan, including

70 paying environmental and mitigation costs, and that administrative costs will be

71 minimized.

72 M. As required by RCW 36.120.045, the Recommended Plan includes a funding.

73 proposal for the state route number 520 bridge replacement and an HOV project that

74 assures full project fuding for seismic safety and corrdor connectivity on state route

75 number 520 between 1-5 and 1-405.

76 N. On June 1 i, 2007, the council received from the RTID Plannng Committee,

77 the Recommended Plan, Attachment A to this ordinance.

78 O. RCW 36.120.070 permits the county council, within ninety days of receipt of

79 a proposed "regional transportation investment plan" under RCW 36.120.040, to agree to

80 paricipate and submit to the voters of a proposed RTID a single ballot proposition that

81 approves formation of the RTID and approves the regional transportation investment plan

82 including the revenue sources necessary to finance the plan.
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83 P. The Metropolitan Transportation Plan, also referred to as Destination 2030,

84 adopted by the Puget Sound Regional Council ("PSRC") on April 
5, 2007, includes

85 substantially all ofthe projects in the Recommended Plan, and the plan-level

86 environmental documents prepared and issued by the PSRC under the state

87 Environmental Policy Act ("SEP A") for the Metropolitan Transportation Plan, including

88 but not limited to the final environmental impact statement (rtEIS"), on Destination 2030

89 dated May 10, 200 i and the EIS Addendum on Destination 2030 dated March 5, 2007,

90 substantially encompass the range of proposed plan-level actions, alternatives and

91 impacts for the Recommended Plan.

92 Q. The county's designated SEPA responsible offcial issued a notice and

93 statement of adoption on June 14,2007 adopting the PSRC EIS documents on the

94 MetropolitanTransprtation Plan and the associated 2005,2006 and 2007 addenda; and

95 the county has committed, as stated in the Planning Committee Resolution, the

96 Recommended Plan and the county's notice and statement of adoption, that appropriate

97 project-level environmental review under SEPA will be conducted by the appropriate

98 agencies for the projects in the plan.

99 . R. The county's comprehensive plan contemplates by reference the projects in the

100 Recommended Plan.

101 S. RCW 36.120.070 provides that the question of whether or not R TID shall be

102 created and whether or not the Recommended Plan shall be approved may be submitted

103 by paricipating counties to the qualified electors ofthe proposed RTID for their

104 ratification or rejection.
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105 T. RCW 36.120.070 requires participating counties to submit the proposition as a

106 single ballot proposition including Sound Transit's plan to support its system and

107 financing plan, or additional implementation phases thereof, developed under chapter

108 81.112 RCW to the voters at the November 2007 general election.

109 U. As authorized by RCW 36.120.070, the Planing Committee has drafted the

110 ballot proposition on behalf of the county legislative authorities. The ballot proposition is

III set forth in the Plannng Committee Resolution in substantially the form set forth in

112 section 4, chapter 509, Laws of2007.

113 V. It is in the best interests ofthe residents ofthe county that the county shall

114 participate and submit the Recommended Plan, including the proposed revenue sources

115 and RTID boundaries recommended in the Recommended Plan, to the voters at the

116 November 2007 election.

I 17 W. The Recommended Plan is a "regional transportation investment plan" as that

118 term is defined in RCW 36.120.020(7) and meets the requirements for a regional

1 19 trsportation plan set forth in chapter 36.120 RCW.

120 X. The boundares for the proposed RTID identified in the Recommended Plan

121 include at least all ofthe contiguous areas within Sound Transit's regional transit

122 authority serving the county, meeting the requirements set forth in RCW 36.120.030(1).

123 Y. The proposition authorized to be submitted tothe voters and described in this

124 ordinance has for its object the fuherance and accomplishment of a system of regional

125 trnsportation that constitutes a single purpse. The Recommended Plan and Sound

126 Transit's ST2 Package together identify transportation improvements consisting of road

127 and transit projects that form integral par of, and are naturally and necessarily related to,
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128 a single regional transporttion system, as part ofa comprehensive approach to

129 transportation investments to help reduce transportation congestion, increase road and

130 transit capacity, promote safety, facilitate mobility of freight and people and improve the

131 health, safety, and welfare.

132 SECTION 2. Election to participate; approval of recommended plan and

133 boundaries for submittal to voters; future modifcations.

134 The county elects to participate in the RTID and approves the RTID boundares

135 and Recommended Plan for submittal to the voters in the form of a single ballot

136 proposition that approves formation of the RTID, approves the RTID Recommended Plan

137 and ~pproves the revenue sources necessary to finance the plan. Upon approval ofthe

138 Recommended Plan by the voters (as approved, the "Plan"), the Plan may be modified

139 from time to time only as permitted by state law and Planing Committee Resolution PC-

140 2007-02.

141 SECTION 3. Call for special election. In accordance with RCW 29A.04.321, a

142 special election. to be held in conjunction with the general election is called for November

143 6,2007, to consider a proposition approving the creation ofRTID and approving the

144 Recommended Plan and the revenue sources set forth in the Recommended Plan. The

145 manager of the records, elections and licensing services division shall cause notice to be

146 given ofthis ordinance in accordance with the state constitution and general law and to

147 submit to the qualified electors of the proposed RTID within the county, at the special

148 county election, the proposition hereinafter set forth. The clerk of 
the council shall

i 49 certify that proposition to the manager of the records, elections and licensing services

7



Ordinance 15854

150 division, in the following form, as drafted by the Plannng Committee pursuant to RCW

151 36.120.070:

152 SOUN TRASIT (A REGIONAL TRASIT AUTHORITY)

153 AND
154 RTID (A REGIONAL TRASPORTATION INVSTMENT DISTRICT)

155 PROPOSITION #

156 REGIONAL ROADS AND TRASIT SYSTEM

157 To reduce transportation congestion, increase road and trnsit capacity,

i 58 promote safety, facilitate mobility, provide for an integrated regional

159 trasportation system, and improve the health, welfare, and safety of the

160 citizens of Washington, shall Sound Transit (a regional tranit authority)

161 implement a regional rail and transit system linkng Lynwood, Shoreline,

162 Northgate, Seattle, Bellevue, Redmond, SeaTac airport, Kent, Federal

163 Way and Tacoma as described in the Sound Transit 2 plan, financed by

i 64 the existing taxes approved by the voters in 1996 and an additional sales

165 and use tax of up to five-tenths of one percent imposed by Sound Transit,

166 all as provided in Resolution No. (2007-Inert number); and shall a

167 regional transporttion investment distrct (RTID) be formed and

168 authorized to implement and invest in improving the regional

169 tranportation system by replacing vulnerable bridges, improving safety,

170 and increasing capacity on state and local roads to fuher link major
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education, employment, and retail centers as described in Moving Forward

Together: A Blueprint for Progress - King Pierce Snohomish Counties,

financed by a sales and use tax of up to one-tenth of one percent and a

local motor vehicle excise tax of up to eight-tenths of one percent imposed

by RTID, all as provided in Resolution No. PC-2007-02; further provided

that the Sound Tranit taxes shall be imposed only within the boundares

of Sound Transit, and the RTID taxes shall be imposed only within the

boundares of the RTID?

YES 0.. .. .. .. .. .. .. .. .. ~ .. .. .. .. .. .. .. .. . ..

NO....................O

SECTION 4. Voter approvat As required by RCW 36.120.070, the electorate

considering the proposition will be the voters voting within the boundaries of the

proposed RTID. A simple majority of the total persons voting on the ballot proposition is

required for approvaL. The proposition shall not be considered approved unless both a

majority of the persons voting on the proposition residing in the proposed RTID vote in

favor of the proposition and a majority of the persons voting on the proposition residing

within the Sound Transit regional transit authority vote in favor of the proposition.

SECTION 5. Severabilty. If any provision of this ordinance shall for any

reason be held to be invalid, such invalidity shall not affect or invalidate any other

provision of this ordinance, but this ordinance shall be construed and enforced as if such

invalid provision had not been contained herein; provided, that any provision which shall
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192 for any reason be held to be invalid shall be deemed to be in effect to the extent permtted

193 by law.

194 SECTION 6. Ratifcation. The Convening Motion, the county's participation in

195 the RTID Planing Commttee and the certification of the proposition by the clerk ofthe

196 council in accordance with law before the election on November 6, 2007, and any other

197 act consistent with the authority and before the effective date ofthis ordinance are hereby

198 ratified and confirmed.

199

Ordinance 15854 was introduced on 6118/2007 and passed by the Metropolitan King
County Council on 6/25/2007, by the following vote:

Yes: 9 - Mr. Gossett, Ms. Patterson, Ms. Lambert, Mr. von Reichbauer, Mr.
Dun, Mr. Ferguon, Mr. Phillps, Ms. Hague and Mr. Constantine
No: 0
Excused: 0

KIG COUNY COUNCIL
KIG COUNY, WASHIGTON

A TIEST:
t~2:~~

::ft
n
C;D~ -t:-
'~ -0~. ::

Q4~
Ron Sims, County Executive

Anne Noris, Clerk of the Council

APPROVED th.. L day of ~ 2007.

Attachments A. Movig Forward Together: A Blueprint for ProgTess Kig, Pierce, Snohomish
Counties
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i. Introduction

The central Puget Sound region is on the verge of a great initiative. This
spring, the Regional Transportation Investment District (RTID) wil finish its
plan: the Blueprint for Progress. We've been coordinating our planning

wih Sound Transit's plans for their phase two, Sound Transit 2. Our joint Roads &
Transit plan when implemented will dramatically improve our highways, transit, and
safety, an.d benefit the way people and goods get around the region for generations
to come.

The Blueprint for Progress is our opportunity to do to do things better, on a scale

equal to the traffic problems we face.

-rr~~_~¡_~~m~:Y2:~~~!~~_!~.r) j~~9,_..t~~_..\..! ~n _. ...

Traffic. No other issue has vexed our region for so long. Our past failure to make
focused transportation investments is the single biggest threat to our economic
prosperity and quality of life.

We have a lot at stake. The central Puget Sound region is the fastest growing area
and economic hub for our state. The region is part of a global economy, home to
major seaports and employers, including: Boeing, Costco, The Gates Foundation,
Microsoft, Nordstrom, Paccar, Puget Sound Energy, REI, Russll Company, Star-
bucks, Washington Mutual (WaMu), and WeyerhaeuseL Our unique and attractive
landscpe of mountains, riers, lakes, and salt water make our region a destination
and nurture an environmental ethic. However, our desirability as a place to live and
Visit, our economic success and our population growth are causing the region to
struggle with serious transportation problems.

Extreme and prolonged traffc congestion and aging infrastructure threaten to over-
whelm our prosperity. More households than ever before have two workers, and
homes and businesses are more dispersed as a result of workers seeking afford-
able housing and the rise of new employment centers in mid-sized cities. Not sur-
prisingly, traffc congestion, travel times, travel unpredictabílity, and vehicle crashes
have increased.

Meanwhile, the population of the central Puget Sound region continues to grow
rapidly,. with nearly another 1 milion more people expected to be living in King.
Pierce, and Snohomish counties by 2030. Most will be our children and our
children's children. That is a 40 percent increase in just the next 23 years. Last
year alone, our population increased by 60,000 peple in Snohomish, King, and
Pierce counties-that's 5,00 more people each month. As that trend continues,
our already overburdened transpoation system will grind to a halt.

More than 40 years of underínvestment in our transpoation system has finally
caught up with us. Some of our aging infrastructure is dangerous; our roads are
overilowing with traffc. and the public wants more to be done now.
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Regiol Tranatioo Inestmet District
June 8. 2007

It's About Time

Our transportation crisis is the target of RTIO's Blueprint for Progress -a coordinated plan
to improve critical transportation corridors, improve safety, invest in transit -friendly improve-
ments and build new bridges that, wil reduce traffic backups and keep people and freight
moving in the most congested corridors in Snohomish, King and Pierce counties.

The Blueprint for Progress invests first in the most congested corridors across central
Puget Sound, such as 1-405 between Renton and Bellevue, which experiences up to 14
hours of traffic congestion a day. The Blueprint will make traffic flow better on 1-5 by con-
necting key roads and freeways: for example linkingSR 509 to 1-5 south of Sea-Tac Airport
and reducing the back-up on 1-5. The Blueprint will also improve heavily congested roads
such as SR 9 and US 2 that serve designated growth areas in Snohomish County.

Band-aids and quick fixes won't cut it anymore. We need to make substantial investments
in our most heavily-traveled corridors to make a real difference.

RTID is focusing on investments that do the most to reduce congestion and ease choke
points-both where they exist today and where they will be in the future. We are planning
to phase the construction to minimize disruptions. The project financing is being timed to
reduce costs and to leverage limited dollars.

We are coordinating the road improvements with Sound Transit's phase 2 (ST2) invest-
ments that will expand on the regional transit and light rail system currently being builL The
transit package wil include light rail extensions from Seatte north to South 164th Street!
Ash Way in Snohomish County, east to the Overtake Transit Center in Redmond and the
Microsoft campus and south to downtown Tacoma, along with more commuter rail and
express bus servce in all three counties. A number of our road investments are designed
to reduce bus and car conflcts and delays.

Light rail will dramaticaliY reduce the time it takes to get from Bellevue to Owest Field in
downtown Seatte-from 37 minutes on transit today to about 20 minutes. That's every
day, reliably and predictably.

The Blueprint and Sound Transit 2 combine to formthe Roads & Transilpackage. The
Roads & Transit package will present to voters the first unified program of investments in
highways, bridges,light": and commuter-rail, HOV lanes, park & ride lots, and express and
loc bus service in the central Puget Sound area. We are making sure all of them work

together for everon-whethe they dnve a car or truck or take transit.

We can do this and, fortunately, we are not starting from scratch. The Blueprint for Prog-
res builds on the investments in roads. bndge and freight and truck routes that were ap-
proved by the legislture in 2003 and 2005. the Nickel and the Transportation Partnership
Act (fPA) programs, and the voters upheld the TPA program when some tried to repeal it.
Sound Transit's program builds on the investments voters approved in phase one, Sound .
Move, 10 years ago.
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Moving Forard Togthe: A Bleptnt foe Progess

King. Pieræ. Snolh Conties

Qn!3._I3_~gign-_!_ Qn~Tr§n_~PQ~~_t!Q~_~~Cln____

We have made great strides since state legislation in 2002 allowed Sn0!iomish, King, and
Pierce counties to develop a regional transportation proposal. It is culminating with our
cooperation with Sound Transit and other transit~agencypartners in 2007 to develop an
integrated Roads & Transit package_

Getting here hasn't been easy or assured. The complexity and size of our transportation
problems are immense_ Despite this, the Blueprint for Progress reflects years of closecol-
Iaboration by local leaders to reach a common view on which transportation projects are
going to be built in the Puget Sound region-from Arlington to Lakewood-over the next
20 years.

RTID members-whether we are from urban, suburban or rural communities-are united
by a shared vision for the future: a regional transportation system that wors and supports
a vibrant economy with good jobs.

PLlbiiç_tt~lRS-_Sti_aR~_-lh~El9D____.__________._._ ________._______. .__._ __.______

The Blueprint for Progréss is the result of efforts by thousands of community leaders and
citizens from across central Puget Sound to reach agreement on the most significant re-
gional transportation investments since the freeway system was built fifty years ago_

RTID members listened to the public, local offcials and community leaders as we made
decisions on our transportation prioriies. People told us to get things done and to think
big - to focus on investments that do the most to reduce congestion, address dangerous
conditions and make a difference_

The RTID planning committee wil send the final Blueprint for Progress to the Snohomish,
King and Pierce county councils and executives for approval in June 2007 _ The approved
RTID plan will be combined with Sound Transit 2 as the Roads & Transit measure to be
placed on the ballot in November 2007.

!t§Tim~-to G~t MOv!!_______________.__._______

Many of us have üved through the explosive growth in our region. Imagine what our traffc
problems will be when another millon people come to the Puget Sound region in the next
20 yeas. The stakes couldn't be higher. The choice is simple: we can get moving on our
traffc problems, or we can do nothing and keep sittng in traffc. The Blueprint for Progress
is about gettng us moving_
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Regiol Transpoatio Invetmet Ditr
June 6.2007

II. Proposed Investment Strategy and Plan

Overview

The state legislature authorized the creation of reQionaltransportation investment,
districts in 2002. (See RCW 36.120) Major urban regions were given authority to -

, create investment districts because many of the state's transportation facilties have
failed to keep up with population growth and becuse the state cannot by itself fund in a
timely way necessary improvements on the state system.

Snohomish, Pierce and King counties convened the first meeting of the RTID planning
committee authorized by the state on June 19, 2002, to begin planning a regional transpor-
tation investment strategy. A vanety of factors have contributed to how the RTIO devel-
oped its investment strategy over time. The Puget Sound Regional Council (PSRC), Wash-
ington State Department of Transportation (WSOOl), and local government transportation
planners provided traffc flow and origin and destination travel information that were used to
help identify investments with the greatest congestion relief benefit. WSOOT staff analyzed
previous projects to factor in-funding from the 2003 Nickel and 2005 Transportatio~ Part-
nership Act (TPA) approved by the state.

The RTIO executive board considered ways to I~werage these state investments. Some
projects were removed from consideration as other funding beme available for construc-
tion. For example, the RTIO executive board previously considered funding the HOV lanes
on 1-5 in Pierce County; however, the state TPA is now funding that project. Other factors
for project selection included Sound Transit phase 2 planning, and successful votes in
2006 for the City of Seatte's Bridging the Gap and King County's Transit Now proposals.
In addition, public comments from the 2006 and 2007 public comment periOds have been
analyzed and included where possible.

The RTIO executive board worked with WSOOT and other project lead agencies to ensure
cost estimates are up to date. This plan uses cost update information from the fall of 2006,
reflecting the recent high construction costs due to world-wide demand for materials and
labor. The WSOOT web site, www.wsdoLgov, includes detailed informatíon on the cost up-
date assumplions and methos. The costs of projects have changed due to increases in
base costs, including rights-of-way purchase assumptions, commodity prices, and scope
changes; risk of project delay or olher major external events that could increase projet
costs; and inflation. RTIO used independent experts to review the initial investment strate-
gy and worked with WSOOT to ensure that all projects have a high probability of beng built
within the estimated cost.

The project scopes included in the onginal Blueprint for Progress have ben re-examined to
ensur~ the highest value project for the most cost -effcient investment. A project sequenc-
ing and staging plan is incuded with this plan in Appendix C.
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This investment strategy builds upon State goals and objectives regarding the operation of
an efficient statewide transportation system, including regional investment in state facilities_
Substitute Senate Bill 5412 amends RCW 47_01 to include the following policy goals:

Preservation: To maintain, presere, and extend the life and utility of priorities invest-
ments in transporation systems and services.

Safety: To provide for and improve the safety and security of transportation customers
and the transportation system.

Mobility: To improve predictable movement of goods and people throughout Washington
State.
Environment: To enhance Washington's quality of life through transportation investments

, that promote energy conservation, enhance healthy communities; and protect the envi-
ronment.

Stewardship: To continuously improve the quality, effectiveness. and efficiency of the
transporation system.

Furthermore, RCW 36.120 sets forth perormance criteria to be considered in selecting
transportation projects to improve corridor performance_ Relative to the state's policy
goals, RTID is aimed primarily at the mobility goal. RTlO's project selection and perfor-
mance criteria set by law are:

Reduce the level of congestion and improve safety (mobility and safety)

Improve travel time (mobility)

Improve air quality (environment)

Increase daily and pek period person and vehicle trip capacity (mobility)

Reduce peson and vehicle delay (mobility)

Improve freight mobility (mobility)

Make cost-effective investments (stewardship)

Additionally, RCW 36.120.020 identifes the following goals for traffic mitgation during con-
struction in affected corridors:

Reduce drive alone trips

Reduce delay per person and per unit of goods

Improve system perormance
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Regioal T'anspatio Intmel Oi'ÍC
Jun 8. 2007

Enyiran!Tent?1 RE=yi~V\.?-nqp()J.íçY'_Q.ir§ç!Í9-n"

The Pacific Northwest has a strong environmental ethic including protection.of natural
resources and endangered speces, reducing water and air pollution, preserving farm land
and open space, protecting neighborhoos, and leding an active and healthy lifestye.
The Blueprint for Progress includes investments that restore and protect habitat Invest-

ments also include sidewalks, bicycle lanes, bus-qnlylanes, HOV lanes. opportunities for
HOT lanes, traffic signals, bus stops and shelters, park and ride lots, bus purc~ases and
operational expenses for traffc mitigation provided solely for specific projects as outlined in
this plan. These may include transit seric hours; trip reduction incentives; nonmotorized
ine support; and ridematching services. This plan includes guiding principles to optimize
the regional transportation system and to coordinate with the State of Washington to en-
sure that state environmental goals are achieved.

The RTID planning committee reviewed the proposed investment stralegy for conformance
with the Puget Sound Regional Council's metropolitan transportation plan, Destrnation
2030, and they also reviewed the associated environmental documents that were provided
to them electronically and in hard copies. In addition, the planing committee also re-
viewed Sound Transit's Sound Transit 2 plan and its associated environmental documents.
RTID staff worked closel with staff from the PSRC and Sound Transit to coordinate
analysis and assumptions to develop an integrated transportation plan for the voters to
consider that is consistent with Destination 2030. Appropriate project-level environmental
reviews will be conducted by the proper agencies for the projects in the proposed Regional

, Transportation Investment District plan. The RTID investment plan includes highways of
statewide significance, arterials, local collectors, transit capital and service investments.
Destination 2030 explicitly references major regional projects and addresses more generally
investments at the arterial level as well as localized transit investments. Changes in facilities
associated with projects, and changes of projects that are referenced in Destination 2030
will not change the programmatic analysis associated with this plan.

Transportation and land-use planning have a direct relation to climate change. A .system-
wide approach is needed to account for and mitigate climate change impacts in the plan-
ning, design, construction and opeation of transportation projects in the region. On May 4,
2007, the RTID executive board took action to work with the Puget Sound Regional Coun-
cil to examine and address climate change policis and strategies as part of the required
update to Destination 2030.

Most of the RTID investments are transportation facilities currently owned by the State of
Washington. According to CTED and Deparment of Ecology, nearly 50% of greenhouse
gas emissions in Washington State come from the transportation setor. The governor and
state leglature have adopted goals to cut greenhouse gas emissions 50% below 199
levels by 2050. Recent actions by the state to met these goals include requiring new cas
an light trucks to reduce CO2 emissions by more than 30%. and a renewable fuel stan-

dard requiring 2% of transporation fuel sold to be biodiesel or ethaoL.

On top of these measues, the state has committed to reducing per capita vehicle miles
.traveled to support an environmentally sustainable transportation system. The State of
Washington and Puget Sound counties are national leaders in managing vehicle miles
traveled_ Efforts currently underay such as 6nking land use and transportation planning
wil need to be enhand to achieve climate chge goals. The measures may be as far-
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reaching as creating affordable housing near jobs; supporting transit-oriented development;
increasing alternatives to single-occupancy vehicle trips; and increasing the use of technol-
ogy and telecmmuting. The RTID recnizes that a comprehensive approach is needed
to combat climate change and supports the state commitment to reducing vehicle miles
traveled- Over the life of the investment plan, the RTtD will do this by using its fundin to
leverage commitments from partner agencies to seek opportunities to reduce vehicle miles
traveled- The transit components of the highway projects in the Blueprint are sequenced to
maxmize congestion relief and mobility and the construction mitigation funds are expressly
permitted to help shift modal choice. RTID wil also work with the lead agencies it funds
to encourage identification of opporunities to reduce vehicle miles traveled during design,
engineering, construction and opeations phases of the projects referenced in the plan_

A-nti~ati-nJJ_ÇJia~g~__u______.. __________.__.u________..____._______ u._. _._ " .__.u

The Blueprint identifies transportatiòn projects which, in conjunction with the transit propos-
al recommended by Sound Transit, represent cost-effective investments to reduce levels
of congestion, improve safety,'travel time or air quality, increase person and vehicle'trip
capacity, reduce person and vehicle delay and improve freight mobility within the proposed
RTID boundaries. The accompanying financial plan projects that the two revenue sources
identified in the' Blueprint will produce adequate revenues to construct the recommended
transportation projects over the projected construction schedule. The estimated costs of
the projects assume that certain facilities wil be built as part of these projects based on the
best engineering and cost projections currently available. iricluding the detailed projections
required under RCW 36.120.040(5).

The legislatio that authorizes the creation of RTID acknowledges that over the twenty-
year investment plan periOd for RTID, there are likely to be circumstances that may require
changes to the transportation projects and certainly modifications to the facilities being
considred to implement those projects. These circumstances could include unexpected

cost increases for materials, unforesee environmental conditions, the availability of new
tecologies or additional federaL state or locl funding and other factors that mayor may
not be foreseeable but are currently unknown.

. The legislation establishes limits on the ability of the RTID board to change the transpor-
tation projects contained in the voter-approved Blueprint while it also acknowledges the
likelihoo of changed circumstances. The legislation specifical~i addresses the authority
to change the transprtation projects and the sources of revenue and allows a change in

transporation projects or revenue source only if two or more paricipating counties adopt
a resolution to modify the plan and voters approve lheredefined plan. The RTID board is
also authorized to modify the plan to chnge transrtation projects within a conty with
bod and county voter approval, subject to maintaining overall equity among the parici-
paing counties. If the cost of a transportatio project exceeds its original cost estimate by
more. tha twenty percent, the RTID board may submit to voters a ballot measUre that re-
defines the scoe of the project, its schedule, or its costs or the counties mayelect to have
RTIO proceed with the project. The legislation thus assures voters that the RTID board
cannot substitute a new project for an approved project or abandon an approved project
withou reubmittng the issue to the voters.

pa 7



Regio TransatKi Invesmet Distric
Ju 8. 200 7

The legislation acknowledges that transportation projects may have many components and
many ways to achieve the mobility, capaciy, safety, and environmental goals of the ap-
proved projects. These components. as identified in the legislation, can include highway
approaches. high-occupancy vehicle lanes. f1yover ramps, park-and-ride lots, bus pullouts,
vans for vanpools, buses, signalization, ramp metering, operational expenses for traffic miti-
gation, and other system management improvements. The legislation requires that RTID
issue reports. at least annually, to indicate the status of project costs. project expenitures,
revenues and construction schedules. These repors may include progress toward meeting
the performance criteria established under the legislation.

The completion of the transportation projects recommended in the Blueprint will take over
twenty years. Each project must be designed and engineered. be subject to environmen-
tal review, be approved by the RTID board, be contracted for and constructed. Some of
the projects may not commence costruction for many years. Subject to the constraints
imposed by the legislation, RTID needs to resere to itself the ability to adjust to changing
or unforeseen coditions as it desins the projects and implements the Blueprint Thus.
the descriptions of the facilities to be constructed as part of the transportation projects may
be modified or replaced with other facilities to implement or improve the same transporta-
tion project Furthermore the sequence of constructing facilities or transpoation projects
likewise may be modified over time to accomplish the plan,' and thus reflect adaptation to
change conditions.

The RTID board wil adopt procedures for approving any modification or replacement of
a facility or change in sequencing, which will include a public notice procedure and op-
portunities for public comment. In addition, any modification or replacement of a facilty
or change in sequencing wil be included in the report requirement by the legislature un-
der RCW 36.120.140(4). Although facilities may be modified or replaced, or sequencing
changed, upon RTID board approval, in accordance with the boards adopted procedures,
any modifications of the plan to change a transportation project must be completed in
accordance with RCW 36.120.140(1) or (2), as applicable. If a transportation project cost
exceeds its original cost by more than twenty percent as identified in the plan, the board
may procee only in accordance with RCW 36.120.140(3).

The authorizing legislation and the Blueprint attempt to balance the need to define with
voter consent the projects to be undertaken and the practical need to implement the Blue~
print with some flexibility to best achieve its goals.

QlJi-nlonPljnç¡Pla-s_ . ',..

The RTID executive board refined a set of princíples to help frame theroads investments
that are in the Blueprint for Progress and will be in th regional Roads & Transit package.
These pnnciples combine RTID statutory requirements; principles from the original Blueprint
for Progress adopted on Janary 26, 2006; and revised principles adopted by the execu-
tive board on January 12, 2007. Principles were further expanded in making final invest-
ment deons ba on pubfic comment recived on the Jauary 26, 2007 draft Blue-
print.

The guiding pnnciples are listed below:

pa 8



Movin Forwar Togher: A 8lue¡Jint !o Progres
King, Piece, Snish Cotie

Build Off Existing Investments in Key Areas

Focus on corridors where the value of existing state and local investments can be
significantly increased by completing additional improvements in that corridor.

Focus on important time-sensitive corridor improvements that were not funded or
have not been adequately funded by state or local investments.

Recognize that there are shared cost responsibilities for the SR 520 Brige as de-
scribed in the SR 520 funding strategy in this plan.

Prioritize Regionallnvestments into Critical Corridors and Key Investments

Recognize that the region's needs exceed our ability to fund all projects at the same
time.

Make investments that further the purposes of the Puget Sound Regional Council's
metropolitan transportation plan, Destination 2030, to provide transportation mobility
and access. Ensure that projcts are included in Destination 2030 and are consistent
with associated environmental documents.

Focus on corridors and investments to reduce congestion and improve safety, improve
travel time, increase daily and pea person and vehicle trip capacity, reduce person
and trip delay, and improve air quality.

Improve freight mobility.

Utilize an implementation plan that provides incentives for re-investing cost savings,
effciencies, and subsequent matching funds to enhance the transportation benefits in
that corridor.

Optimize the regional transportation system by focusing on ways to increase mobility
within corridors and anticipate change

Use regional funding of state facilties to leverage system management that assures
reliable system performance. Reliable system performance is defined as an average
,travel speed of 45 miles per hour for half the weekdays on a corridor segment The
system performance is not reliable if average travel speed drops below 45 miles per
hour for an hour or more. This measurement may be improved over time to better as-
sess system penormance but not to acommodate reduced system performanc€-

Ensure reliable system performance by continuously evaluating design, engineering,
construction, and operations to make sure that investments accommodate technol-
ogy for active traffic management, tollng, intellgent transportation systems, and other
technologies that may emerge over the life of the investment plan.

If this evaluation determines that a corndor is unreliable,or is projected to become un-
relable, the RTID board will work with Washington State and its tolling authority, if nec-
esry to implement variable pricing, HOT laes, toRing, and other management tools

in the following Kig Conty corridors: SR 520, 1-90, 1-405, SR-167, SR-509. The
RTID wil work with the State or its tollng authority, ifnecessa, to implement prng
or tollng measures on highways of statewide significance if they' are necessary to fund
completion of projects defined in the plan or pay for essential improvements, and may
use such funds to retire debt early or rede the amounts for other revenue source.
In Snohomish and Piece counties. the RTIO board wiD wor with PSRC and WSOOT
to ensure tolling feasibility wor is accomplished comparable to that copleted to date
in King County.
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Build on the State of Washington SR 167 HOT lane pilot program. The State of Wash-
ington has recentfyUndertaken several tollng studies and has adopted legislative direc-
tion about the future of tollng. The Regionl Transportation Commission (RTC) found
~.. .there is a vital nee for ." tolls as a source of revenue and to manage demand. W In
2006-2007 the Legislative Evaluation and Accountabilty Program in its capital study
identified corridors in the region for future pricing strategies. During the 2007 legisla-
ture HB 1094 and SB 5412 also provide direction on future tolls and pricing.

Work with the State of Washington and its tolling authority to ensure. that when insti-
tuted, tolls within the RTID beefit the regional transportation system. Build on the pri-
orîtes identified in the United States Department of Transportation's national strategy
to reduce traffc congestion and the Urban Parnership Agreement, as well as other
current and future USQOT congestion relief programs. These prorities now include
technology tollng, transit, and telecommuting options.

Look to examples from other states that have adopted design guidelines for highways
that are more accommodating to emerging technologies, policy priorities, and unique
geographical constraints and conditions.

Ensure RTID-funded investments are constructed using the best practices for energy
savings and reduce emissions consistent with state policy. Encourage the purchase
of hybrid buses or other clean technolog. Consider the provision of services for plug-
in electric cars at park and ride lots.

Support integrated transportation and land use within the region by ensuring invest-

ments sere desgnated urbn growth areas with a mix of jobs and housing.

Create an hitegrated Regional Transportation Plan that Includes Both Roads and Transit
Together

Model integration after successful examples of combined road and transit packages
trom San Diego, Denver. and Vancouver, B.C.

Review projet phasing and staging to maximize reliability and certainty of the region's
transportation system while minimizing disruption during construction_

Plan for transit to assist in traffc flow as an eligible investment for RTID funding to pro-
vide construction traffc impact mitigation.

Demonstrate to our voters that we have a unified regional transportation plan that
makes sese and is affordable.

Kee the Roads 8. Transit Package Affordable

Ensure that investments are cost effective.

Umit revenue sources.

Reduce relnce on the sales tax and place primary reliance on the motor vehice ex-
cise tax (MV to provide the necssa funding.
Use bonding to the extent necessary to implement the Bluepint for Progres projects
on a timely basis.

Leverage federal, state, regional. and local funds to minimize financing costs_
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Ensure Project Delivery Accountability

Optimize investments by remaining flexible and using alternative contracting approach-
es for project delivery such as design-build.

Establish accountability mecanisms to encourage the State of Washington and other
transportation facility owners receiving regional funds to comply with project repoing
requirements to be set by the district. These measure will include but not be limited to
the following provisions in Chapter 47.01-012 (Section 6) RCW:

. Balance sYstem safety and convenience through all phases of a project to accom-
modate an users of the transportation system to safely, reliably and effciently provide
mobility to people and goods.

Develop strategies to gradually reduce the per capita vehicle miles traveled based on
consideration of a range of reduction methods.

Consider effciency tools including high-occupancy vehicle and high-occupancy toll
lanes, corridor specific and system-wide pricing strategies, active traffic management,
commute trip reduction, and other demand management tools.

Promote integrated multi-modal planning.

Encourage engineers and architects to design environmentally sustainable, context
sensitive transportation systems.

Leverage regional funds to achieve the greatest ecosystem benefits by coordinating
project level environmental mitigation.

Coordinate with the Puget Sound Regional Council- to achieve policy goals established
through Destination 2030 and updates to Destination 2030.

Commit to effcient project planning and delivery by coordinating with Sound Transit
from project planning though construction.

Establish system perormance metrics to be monitored in conjunction with project
sponsors, WSDOT, and PSRC to track system performance and to recommend plan
modifcations if necessary to achieve reliable system performance.

Work with PSRC and other agencies developing metrics for monitoring environmental
and public health impacts related to carbon emissions_

Provide Appropriate Oversight

Issue repos consistent with Chapter 36.120 RCW,' at least annually, to indicate the
status of project costs, project expenditures, revenues and construction schedules.
Thes rèports may include progress toward meeting the performance criteria estab-
lished under the legislation.

Adopt procedureS for approving any modification or replacement of a facility or change
in sequencig, which will include a public notice procedure and oppounities for public
comment.

Optimize the structure of issuing debt to increase project investments and decrease
debt seice and interest payments.
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Adopt procedures for allocating interest and finance savings to the transportation proj-
ects in this plan and to retire debt early_

Allow RTID revenue to be used to back bonds and other debt instruments that may
be issued by the state, federal govemment or other lead agencies iíi order to minimize
finance costs.

Estabfish financial policies consistent with best practices from the U.S. Government
Accountability Office (GAO) and the Washington State municipal finance offcers as-
sociation.

The RTID board will establish an oversight panel to provide independent expertise to
the RTID in monitoring plan compliance, contracts with project owners, system perfor-
mance, and the construction mitigation program_
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III. District Boundary

In both King and Pierce conties, the proposed RTID boundary line generally matches

,the boundaries of the existing Sound Transit district, except for a diferencè in state law
that requires the RTID boundary 10 include complete parcels of land. In Snohomish

County the RllD boundary is larger than the Sound Transit district in order to include key
road and highway corridors.

Snohomish County presented a diferent set of needs because the existing Sound Transit
(Cetral Puget Sound Regional Transit Authority or RTA) boundary only includes the south-
west urban growth areas (as far north as Everett) and does not include much of the norh-
ern and eastern portions of the conty where new designated growth areas are located.
The RTID boundary includes four major highways of statewide significance (1-5, State
Routes g and 522, and US 2); several critical road projects to the north, and local transit
services. Significant work was undertaken on how best to address the boundary ques-
tion. Ultimately, after consultation and legal analysis, it was determined that the best way to
proceed was to establish a boundary for the RTID that includes Sound Transit's boundary
in Kin and Pierce counties but that also includes additional areas in Snohomish County.

The following guidelines were used in developing the Snohomish County boundar pro-
posat

· Include projects within the 1-5 Snohomish Corridr Action Plan (SNOCAP). This includes
both the 1-5 and SR 9 corridors from the King County line to Arington.

· Include the adjoining urban growth areas (UGAs) along the SNOCAP corridor, i.e. 1-5 and ,
SR9.

· Consider existing transit servce areas or major routes within Snohomish Co~ty for
inclusion in the new boundary.

· Include the Tulalip Reservation within the new boundar due to recent and continuing
economic development expansion.

i'

!

I

Applying these guidelines resulted in a Snohomish County RTID area bounded by Kig
County to the south; Puget Sound to the west; SR 9 and assocted urban growth areas.
including Monroe to the east; and Arlington to the north. This boundary allows for a system
approach that includes both road and transit projects in the majority of Snohomish County.

The RllD exective board directed staff to take additional steps to establish a legally
defined boundary. RCW 36.120.040(1 iea) requires the RTID boundary line to be at least
contiguous with the Sound Transit area. and to include complete parcels of land. To meet
these requirements. staff worked with county auditors, county election offcials and state
officials to verify the legal location of the boundary lie. Appendix A to this reprt includes
the legal desiptions for the district bondary. Maps of the district are inclded here and in
APpendix A. il'

L
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iv. District Administration and Management
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It is the intent of the legislature as codified in 36_ 120.11 0 RCW that administrative and

overhead costs of RnD be minimized. For projects costing up to $50 millon, admin-
istrative and overhead costs may not exceed 3% of the total construction and design

project costs per yeaL For projects costing more than $50 million, administrative and
overhead costs may not exceed 3% of the first $50 millon in costs, plus an additional 0.1 %
of each additional dollar above $50 millon_ These limitations apply only to RTID and do not
limit the administration or expenditures of WSOOT.

RTlo may not acquire, hold, or dispose of real property provided under RCW
36.120_020(8). Except for limited purposes, RTlo may not own, operate, or maintain an
ongoing facility, road, or transporation system.

RTID may use the "design-build procedure" for its projects, in which RTID contracts with
another party for that party to both design and build the structures, facilities, and other
items specified in the contract.
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RTlo is also responsible for designating a person with experience in financial matters as
treasureL This person may be the treasurer of a county within the district. Such a treasurer
would have all of the powers. resposibilities, and duties the county treasurer has related to
investing surplus funds. RTID will require a bond with a surety company authorized to do
business in Washington, in an amount and under the terms and conditions RTlofinds wil
protect the district against loss. RTID shall pay the premium on the bond.

If the treasurer of RTIO is the treasurer of a county, all RTID funds must be deposited with
a county depository under the same restrictions, contracts, and security as provided for
county depositories. If the treasurer of the district is not the treasurer of a county. all funds
must be deposited in a bank or banks authorized to do business in Washington, covered
under the State's public deposit protection act and qualified for insured deposits under any
federal deposit insurance act as RTID designates by resolution. RTIO may provide and
require a reasonable bond of any other person handling monies or securities of the district.
but RTID must pay the premium on the bond.

In RCW 36.120.200. an account referred to as the Region3i Transportation Investment Dis-
trict account was created in the custody of the Washington State Treasurec State money,
if any, may be deposited into this account so that. it may be used in conjunction with RnD
money to fund transportation projects_ Additionally, RTID may deposit funds into thiS ac-
count for disbursement, as appropriate, on projects. There is no requirement for state
matching money in the creation of this account. All money deposited in this accunt will
be used for design, riht of way acquisition, caital acquisition, and constrution, or for the
payment of debt service assiated with thee activities for RnD projects. Only RTID may
authorize expeditures from the account. The account is subject to allotment procedures
under RCW 43.88. but appropriations are not reqired for expeditures.



Movin FOf Together A Blueprint toe Progres
King. Pieræ. Snhomsh Coties

RTID is authorized by RCW 36. 120. 130(3) to enter into agreements with another agency or
the State under which such other agency or the State would issue bonds and RTIO would
agree to pledge a poion of its revenues to the issuer of the bonds to pay its share of such
indebtedness. Under the right circumstances this could be advantageous to RTID taxpay-
ers by lowenng interest costs and transaction costs, for example when RTID is partnering
on a project with a county or the State with a higher credit rating. In short, RTIO revenues
could make more capital available for ¡he transportation improvement.

E~n_~~~~.Q'l~r~~n-t_.______.. __. _ ,__.

As a municipal corporation, RTID will be audited by the Washington State auditor under the
authority of RCW 43.09. Independent auditors may also be used at the discretion of the
RTID executive board. '

Financial Structure.._.________._n_______..__u. _____."_. .....~_._

The finançial statements of RTID will be maintained in accordance with methods prescribed
by the Washington State auditor under the authority of RCW 43.09 and the Office of Finan-
cial Management under RCW 43.88. RTID wil use the budgeting, accounting. and report-
ing systems (BARS) for special revenue type funds in the state of Washington as well as

, general accepted accounting principles (GAAP) established by the governmental account-
ing standards board (GASB).

The Regional Transportation Investment District account has been established as a non-ap-

propriated, allotted treasury trust account in accordance with RCW 36.120200. Special
revenue funds are accounted for by using the modified accrual basis of accounting. There-
fore, revenues are recognized when they become both measurable and available. Expen-
'ditures are recognized when the related liability is incurred. Funds are accounted for on a
current financial resources measurement focus. '

With the current financial resources measurement focus, generally only current assets and
current fiabilities are include on the governmental funds balalìce sheet. Operating state-
mentsfor these funds present inflows (i.e. revenues and other financing sources) and out-
ßows (t.e. expnditures and other financing uses) of expendable financial resources. As an
account within the Washington State Treasury, these balances and activities will be reported
in the State of Washington's comprehensive annual financial report (CAFR).

In addition to the Regional Transportation Investment District account, the RTIO treasurer
may establish a special account, into which may be paid district funds. The RTID treasurer
mày disburse district funds only on warrants issued by the district upon orders or voucers
approved by the district
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V Construction Mitigation

During the 2006 state legislative session the leislature approved and the gover-
, nor signe into law engrossed Substitute House BiD 2871 reqiring the RnD to

finance transportation construction mitigation projects, as defined and described
below:

Oprational expenses for traffc mitigation provided solely for transportation projet construc-
tion miiigation directly related to specific projects as outlined in the plan shall be included in
a regional transportation investment plan. Construction mitigation strategies may indude,
but are not limited to, funding for increased transit serice hours. trip reduction incentives,

nonmotorized mode support, and ridematching services. Prior10 construction of any project.
corridor mitgation plans must be developed in conjunction with the department and partner
transit agencies. including locl transit agencies and the regional transit authority serving the
counties, with the foJ/owing goals: PJ Reducing drive alone trips in affected corridors; (i reduc-

ing delay per person and delay pe unit of goods in affected coríÍdors; and (iitìimproving levels
of serice that improve system peormance for al/ transportation users in affected corridors_
The regional transportation commission established under section 2 of this act. or a succes-
sor regional governing entíy, shall review transit investments according to these performance
measures to determine whether to continue funding for successful and effective operations
after the construction period is completed.

,~itig~!ion prQgra~~_guirE:r:~!:l~___. _.__ ,-____.______._______________________________

The mitigation program must show a direct relationship to the construction projects: opera-
tional expenses for mitigation may be allowed only if they are directly related to projects in
the plan_ A variety of mitialion strategies are prescribed and permitted: mitigation strate-
giesmay include increased transit service hors, trip reduction incentives, no-motorized
mode support, and ride matching services. Mitigation strategies, however, are "not limited
to" these_

Mitigation plans must be collaborative: corridor mitigation plans must be developed prior
to construction, and in partnership with WSOT, Sound Transit, and other transit agencies '
including Community Transit, Everett Transit, King County Metro, and Pierce Transit.

Mitigation plans must have the following goals in each of the affected corndors:

· Reduce drive-alone trips

· Reduce delay pe person an pe unit of goos
· Improve service levels and system performance for all users.

ç.9f!s-tructjQn_rnl~gatiQ_ilklv~s_trn~nts __ ____ _____ __________________.____, ,_~________

This plan assumes speding $198 milion for consruction mitiation in yea of expdiure
dolars. The investment secion of this report includes an investment categor for construc-
tion mitigatior. Actual-nvestments will be selected closer in time to actual construction
activity.

Appendix 8 at the back of this report indudes greater detail on the assumptions being
used to formulate construction mitigation investments.
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Construction mitiqatíon allohnents in oroíect budaets and RTIO finance_____________.._____''._____________________ __L.___-_ ...._._._____~___.__._._.__.________.____________

There is no requirement for, and thus no plan for, a cerain percentage of RTID funds to be
allocated for mitigation. RTID estimates for mitigation have been determined at the corridor
level for planning purposes, and are included in the proposed RTIO budget for each county,
and not on a project-by-project basis. This wil allow flexibility in the program and an abil-
ity to optimize resources, as construction mitigation needs wil vary by corridor, and may
change as project scopes are resolved. and project construction schedules are deterined.

Project levaL mitl~t!9_r_lQr-_snvi-iQnmenlal i!!Q?_c-Is_______________________ __,,__ __ _

PSRC's environmental impact statement associated with Destination 2030 contains guide-
lines for environmental impact mitigation. Appropriate and required project-level environ-
mental mitigation related to projects contained within this plan win be conducted by the
approprite agencies. RTIO will seek ways to optimize project level mitigation to achieve
the greatest ecosystem benefis.

Corndors n~tr~~!~nR~tiga~o~_________________,_________u__________ ______._

The configuration of new corridors, such as SR 509 south of Sea- Tac Airport ands its con-
nection with 1-5, and the SR 167 extension in Pierce County, have no impact on traffic flow,
and do not require construction mitigation plans.

6.ft~r_~o~truG!LÇ?n is ~0I1£2!~te _____._...__________._____n____________

RTIO's 2006 legislation makes a provision for extension of transit mitigation services follow-
ing completion of transportation construction projects, as stated below:

The regional transportation commission established under section 2 of this act. or a succes-
sor regional governing entity; shall review transit investments according to these performance
measures to determine whether to continue funding for successful and effective operations
after the construction period is completed.

QuiçJin..rif!çiQlss fOf._çOn-sl!.~-GJi9a mlt!.9ligD.______.__,___________________.______

· Work with the Puget Sound Regional Concil, WSOOT Offce of T1'ansit Mobility and
stakeholders to develop a centralized construction mitigation program that leverages
RTID mitigation funds and the expertise of transit providers and users of the system.

· Use construction mitigation funds to optimize system penormance during construction
and to acheve longer-term mobility improvements.

'. Encourage flxibility and innovation in the development of construction mitigation tools to
be resnsive to real-time nees.

· Evaluate the cost and benefits of keeping HOV lanes open during construction in order
to maxmize traffic flow.

· Cordinate.construction sequencing to minimize disption and to take into account sys-
tem performance. Exmples Ùlclude coordinating investments with the City of Seattle,
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King County, and WSDOT to accommodate the Alaskan Way viaduct closure plans, co-
ordinating investments with Sound Transit and WSOOT to ensure cross-lake functionality
during replacement of the SR 520 bridge and building of light raìi across 1-90.

. Accelerate transit ínvestments to assist mobility during construction-

Coast..uction mitigation funds
County

King

Pierce

Snohomish

Total
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King, Pierc, Sn Coies

Vi. Targeted Corridor Investments

Invesbnent Totals bV County (totals numbers are rounded)
RnD Funding Share

Snohomish County Investments
King County Investments

Pierce Conty Investments

Total Investment

Ç~~ZiUDjEç~ns of,i2Q((!dQi:-,llLQLSÇtS 3Q9 (29J2l1~UD:1QLOVBi¡ll~1lS-..?iiÇLf~çWt ia,S__

Corridor-A corridor may be the subject of one or many transprtation projects_

transportation Projecl-A project may include one or more capital improvements to all or

a portion of a specified highway, street, bridge or road.

Capital Improvements-Capital improvements may result in new or repaired facilities.

Capital Facilities-Facilities may include new lanes, highway extensions, flyover ramps,
park and ride lots, bus pull-outs, vans, buses, signalization, ramp metering, and transporta-
tion system management improvements.

Bspr§S_siQgJ2i:Qi'2ç-tç.Q~tsjn-_2QQQJ:tQllars_?DJLY~QLQLex:R~riqit!:a._.___._._....

The RTID is required to present costs in both current year dollars and year-of-expeniture
dollars (YE). Current year dollars for purposes of this repor is 2006. Project cost esti-
mates were developed and refined over time with the final estimates for purposes of this
plan completed in 2006.

Year-of-expenditure dollar estimates include inflation assumptions for all components of the
projects and in addition estimates for risk factors and contingencies.

P.rQj~l-CQs-Last.irm~t~_PLQçil-S_Qnd.r~view.._.. .U_ _ "u'q m

This section describes the process and assumptions used in estimating and valdating
costs for the projects in this pla.

Lead agencies prepared cost estimates for the projects included in this plan. The RTIO
executve board hired US Cost in 2004 to review over 74 potëntial projects, including
those selected to be included in this plan_ US Cost was engaged to review the cost and
schedul estimates, including the cost estimaling methodoloies use to produæ these
estimates. and to provide an assessmenl of thes estimates in terms of the fikeliho that
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the projects will not overrun the estimate. The methods used by the lead agencies and
evaluated by US Cost included conventional cost estimating procedures, WSDors cost
estimate validation process (CVEP), cöst risk assessment (CRA), and schedule cost risk
evaluation (SCoRE) processes.

us Cost scored the 74 projects evaluated for a confidence level at the point in time when
the review took place. Scores ranged from insuficient data to assess, to low, fair, and
good. Ninety-one percent of the projects achieved a good or fair confidence rating.

Following US Cost's assessment, lead agencies updated their cost estimates and proce-
dures.

In 2006, worldwide matèrials and labor inflation reached record levels. WSDOTdetermíned
that the projects included in this plan should be reevaluated based on new cost data.

As a result, the RTID executive board worked with lead agencïes to re-scope projects to
achieve transportation mobility and access within a constrained budget

Described below is the proces used by lead agencies regarding cost assumptions. Lead
agencies include WSOOT, King, Pierce, and Snohomish counties, and city governments in
all three counties. These agencies have on record detailed information for project specific
cost estimates.

Base Design and Construction Costs
Throughout the nation, cÖf!modity prices have increased dramatically in the last two years.
Global competition, rising oil prices, the impacts of Hurricane Katrina, and an improving
economy have aU contributed to a shrp spike in prices WSDOT and its contractors pay for
key commoditis necessary to build roads and bridges.

In addition, as projects move furfher along in the desïgn process, project details are re-
fined, and in some cases thi~ leads to increased project costs. WSDOT provided the RTID
executive board with summary sheet listing the key elements responsible for increasing the
base costs of each project

Updated Risks
FOf each project. lead agencies assigned risk factors to the key project elements. An ex-
ample of this category would be the potential for increased environmental mitigation cost or
unforesen change in design standards for seismic safety.

Updated Inflation Rates '
The governor's exper review panel fored to review the Alskan Way viaduct and SR 520
projects caled for more rOPust inflation assumptins. WSOüT uses a forecast of inflation
developed by Global Insights, an economic forecasting firm, that reflects the spike in co-
modity prices and construction costs over the past cople of yeas and for the next one or
two years. However, the Global Insihts forecsts that such costs willevel out to a lower
rate of average inceases from this higher bas. WSOOT determined tht it wold be pru-
dent to have these cost estimates also incude an infltion ris factor. Therefore an adjust-
ment was made that assumes that in any given year there is a three out of four chance of
inflation exceeding the Global Insights number.
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By adding this inflation risk factor into the cost estimates, the WSDOT projects and the Sound
Transit projects are projected to be at roughly the same 3.5% rate of inflation per year. 1

Investment Choices
WSOOT and-lead agencies provided RTID executive board members with a range of invest-
ment choices taking the RTID contribution in the Bfueprint as a given and tried to match an
investment to that number. The project teams looked at the elements that would provide
the most significnt congestion relief, or the biggest safety benefits and estimated the cost
of each of these.

~~JQllll~_a.yarr19Gji.Jr.r~l t. ~S:~(~..çç!~s_t..-I~¡çtG~ _(2.Ç~QB - ~~Ç) 2 _?)

- Construction cost annual average inflation (King and Pierce counties): 3.5%

-Construction cost annual average inflation (Snohomish County): 2-3%

- Engineenng cost annual average inflation (King and Pierce counties): 3.5%

- Engineering cost annual average inflation (Snohomish County): 1.9%

· Right-of-way cost annual average inflation (all counties): 7.0%

pe!!or~~n-G~_ç!Ltsr!a-!.Qr_prQj~~Lsele~!.!oa ___.________..H

The RTID statute lists the following benefits to be evaluated in selecting transportation proj-
ects to be included in this plan:

· Reduced level of congestion and improved safety
· Improved travel time

- Improved air quality

· Increases in person and vehicle trip capacity
· Reductions in person and vehicle delay

- . Improved freight mobility

· Cost effectiveness

WSOT conducted the analyss using the best practices for transportation planning in this
regio. The PSRC regional model was the technical tool used to analye data related to
this plan. Staff from RTIO, WSOOT, Sound Transit, and PSRC met several times to review
underfing assumptions and to integrate system-modeling assumptions. The regional
mod~1 includes the following factors:

· Population and employment based on local and regional GMA plans

· All improvements tested together as a system

.' System peormace measured for King, Piece and Snohomish counties.

· Projects then ,tested individually

It sho also be noted tha thi¡e is a slht methoica differene between the ways i;ome of the WSOT inflation

estimes were dev. Mos projs ~ 1l ii factor approa. bu in othes, genal the les copl on, a
suroge mesure of aditioal coinency lunc wa ad to approximate the inflation ri
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· Performance improvement measured against 2028 baseline congestion.

The system analysis was based on RTID projects defined as of May 23,2007. Two future
scenarios were analyzed:

1. 2028 baseline including all state-funded projects, plus Sound Move.

2. 2028 baseline without state-funded projects, but stal including Sound Move.

Sound Transit 2 projects are included in 2028 system-level performance benefits.

The chart beow presents projected populations, employment, and trips per day from today
to 2028, the twenty-year investment period for this plan:

8.000.0.00

20.000.000
18.000.000
16.000.000
. 4.000.000
12.000.000
10.000.000

6.GOO.OOG

4.000.000
2.000.000

f'opvb(ion E rnp'ovcn'en1 TytpSIO~y

Scenario one
Scenario one compared the 2028 baseline against the RTID plan.

2028 baseline (including state-funded projects and Sound Move):
· Existing network plus local projects planned to be completed by 2028

· Funded state highway projects
· Sound Move is completed

· Other anticiated tranit investments to be completed by 2028.

2028 with the RTID plan implented:
Included in the Roads & Transi bLiilt scenario is the 2028 baselíne above, plus

· RTID proposal (as of May 23, 2007)

· 186 added lane miles

· 30 miles of HOV lanes

· 4 miles of transit (BAT) lanes

· 152 miles of geeral-purpose lanes
· Sound Transit 2 light rail construction (164th/Ash Way to Tacma Dome, and down-

town Seattle to Overtake).
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Improved system performance under scenario one
1 _8% additional system lan~ miles plus 50 miles of additional light rail would produce higher
speeds and reduce both travel time and overall delay, as shown below_

.T.,..~

Road capacity added under scenario one

Freeway general-purpose

Freeay HOV

Other general-purpose

7ransit lanes (BAT)

Total roads

Scenario two
Scenario one compared the 2028 baseline without state-funded projects against the 2028
Roads & Transit plan with state investments_

Improved system performance under scenano two
Including state investments arid Roads & 7ransit would adçl 2.8% of road system lane miles
plus 50 miles of additional light rait, producing higher speeds while travel time and total
delay would be signifcantly reduced (see chart below).

OL-Il~

0"-
o Iin.ulrip

_leU o.bi

Road capacity added under scenario two

Freeway general-purpose

Freeay HOV

Other general-purpose

Other HOV

Total roads
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Freight benefits
· Many proposed improvements are on major freight routes.

· System-wide, truck hours delay reduction is estimated at 10,900 hours/day.

· Translated to dollar value, this plan would save about $160 milion annually in freight
shipping costs.

Safety benefits
· 50 high-accident lotions in the three-county area will be addressed.

· 88 ceterine miles of high-accident corridors will be addressed.

· Three seismically vulnerable structures will be upgraded (SR 520, South Park bridge and
Spokane Street viaduct). .
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North Corridor
SDohoanish County:

10 projects

22 facilities
construction mitigation

1-5 Improvement Proiect

U.s. 2 Improvement Pro;ect

SR 99 Improvement Proiec

244th Street SW to SR 104recstruct interchnge

SR 9 Imorovement Project
lane. signals. intersection imrovements, turn lanes. safety

SR 522 Imorov~ment Proiect
Paradise Lake Road interchange widening

SR 524 Improvement Proiect

SR 531 Improvement Proiect

1-5/Smokey Point to SR 9 widening

39t Ave. SE/35th Ave. SE Improvement Proiect

Transit and Multi-modal Improvement Proiect

Constrction Mit(lation ProQram

Total Snohomish County Investments
(rounded numbers) ,
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Central/East and South Corridors
King County:

12 projects

construction mitigation

: :..~"'.. ;. .
.. _, v~~~ ~~

Seattle Mobility Proiect

1-5 Direct Access Proiect

, South Park BridQe Replacement Project

SR 520 Bridge and Hay Lane Proiect

1-90 Hay Lane Project

1-405 Bellevue to Renton Project

1-5/SR 509 Corridor Completion and Freiqht Im~
provement Pl"Oject

SR 167/1-405 Interchange HOY-to-HaY Direct
Connection Proiect

", ",:';/40&"d ,

SR 167 Green River Yallev Corridor ConQestion
Relief Project

:' J;$9
..;.....:re...

1-5/SR 18 Federal Way Conqestion Relief Project 120,/

, '12East Sammamish Plateau Access Project

SR 99 Transit Improvement ProÎect

Construction Mitigation

Total King County Investments
(rouded numbers)
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South Corridor
Pierce County:

Tacoma Mall Access Project

,- ...

I

5 projects
construction mitigation

SR 167 Tacoma to PuvalluD Proiect

'-5/SR 704/176th Corridor-Cross-Base Highway
Proiect

SR 410/SR 162 Congestion Relief Project

Non-motoñzed Investment Proiect

Construction Mitigation

Total Pierce County Investments
(rounded numbes)

f:

Funds rais in each county are invested in that county. Projects will be built between
2008.2027. Project sequencing assumptions are in Appendix C: Fìnancïal Plan.
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Snohomish County

Snohomish County is experiencing a high rate of growth and traffc congestion prob-
lems. Between 1990 and 2000; Snohomish County's population grew by 30.1 per-
cent-the fastest growth in the RTID tri-county area. Approximately 40 percent of

Snohomish County's 300,000 workers commute outside of the county ever day, with most
traveling to King County (34 percent). Approximately 20 percent of workers in Snohomish
County commute from other counties. ComuUng alternatives are critical to ensure that
the local work force can reliably get to work on time_

The Snomish County economy is forecasted to grow by 20 percent betwee 1998 and
2010, adding approximately 45,00 new jobs. Current projections show that most growth
is expted to occur in the southwest portion of th county (Everett, Lynnwood, and

Bothell.) All three are designated regional centers by the Puget Sound Regional CounciL. All
RTID funded projects serve areas where housing and comercial development growth is
allowed.

The proposed RTIO investments would continue to build on the current state-funded
investments by focusing significant improvements on key state highway corridors of SR
9, US 2, and key interchange improvements along 1-5. US 2 is one of two main corridor
across the Cascade Mountains. The other corrdor is 1-90. US 2 is accessed by SR 522 by
drivers coming from northeast King County.

Improvements on SR 522, 524 and 531 wil provide improved east-west connections. In
addition. three major arterial projects in Marysville, Bothell. and unincorporated Snohom-
ish Conty would be completed and additional funds would be invested in park & ride lots,
transit related intersection improvements, the Edmonds mult-modal ferry terminal and
capital purchases for Community Transit.

r-
i
f

i

I
i
i

i

¡

I

,
'--

pa 33



'Reion Traation Inmet Distric
June 8. 207

Snohosnish County RTID Funding Slaare:

1-5 Improvement ProÎect

1-5/128th Street (SR 96) SWISE reconstruct interchnge. phae 1

1-5 soth Everett interchange imrovements (Everett Mall Way - 100th St. SE
ph t HOV access)

1-5 soth Everett interche improvements (Everett Mall Way - l00th St. SE

phase 2 HOVac)
1-5/41 st Street interchange Soth BroadwaylSBI-5 on-ramp bñdge

1-5/116th Street NE interchange

1-5/88th Stret NE interchange

88th Street coidor improvements (Marsvle) widening

u.s. 2 Improvement Proiect

U.S. 2 Trestle: 1-5 to SR 204

Everett arteral access improvements at U.S. 2/1-5 interchange

Monroe bypaU.S. 2 phase 1 improvements
Contingency so to indude Monroe bypss/U.S. 2 improvements phase 2

Contingecy so to include U.S. 2/Bickord interch

SR 99 Improvement Proiect
244th Street &N to SR 104 recontruct interchange

SR 9 Improvement Proiect
lanes. signas. intersection improvements, tun lan. safety

SR 522 Improvement Projec

Paradise lake Road interchange and widening

SR 524 Improvement Proiet

SA 524, 24Ui Avene West to Roya Ane Road (vidnity SA 527) widenng

196th Street SW (SR 524) from 48th Avenue West to 37Ui Avenue West widening

SR 531 Improvement Proiect
1-5/Smokey Point to SR 9 wide

39h Ave. SE/35th Ave. SE Improvement Project

,39th Avenue SE from 228th Street SE to 240th Stree SE misng link

3935th Avene SE from 228th St. SE to Seatt Hi Road widening

Transit and Mult-modal Improvement Proiect

Edm Cros (SR 104) muti-mod termin. fen an transi
Bu and van fleet expansicn

Pa & ride facilie. noh coty
Park & rie falies. SA 9

Construction Mitigation Program

Total Snohomish County Investments (roued nums)
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1-5 Intproveanent Project
I-S/128th Street (SR 96) SW/SE Reconstruct Interc.hange,Phase i

RTiD Share ¡$ 2001

RTiD Share ($ YOEI

$113 mil/ion

$185 million

Lead Agency: WSDOT

Located in a rapidly growing residential and com-
mercial area just south of Everett in Snohomish
County, this busy interchange needs safety and traf-
fic flow improvements to meet the area's heavy traffic
needs_ Crews would replace the existing 1-5/128th
Street SW bridge and ramps with a sigle-point ur-
ban interchange, giving drivers smoother traffc flow
and improved safety on 128th Street (SR 96) and as
they get on and off 1-5.

The new interchange would help alleviate backups
onto 1-5 by increasing interchange capacity and flow.
Reducing these daily backups would also improve
safety. To improve pedestrian safety, crews woula
build sidewalks along 128th Street SW to meet up
with existing sidewalks at each end of the project.
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1-5 lnaprovenaent Project
1-5 South Everett Interchange lanproveanents
(Everett MallWay- 100th Street SE Phase 1 HOV Access)

RTIO Share ($ 2(0 $3 million

RTID Share ($ YOE) $3 million

lead Agencies: WSDOT, City of Everett

Phase I of this project involves the construction an
on-ramp to southbound 1-5 south of the SR 526/
SA 527/South Broadway intersection. This projec
would significtly reduce traffc congestion at the
existing SR 526/SR 527/South Broadway inter-
setion.
With completion of both phases of this project. ap-
proximately 23 percent of the traffic from' the SR
526/SR 527 Æverett Mall Way intersetion ,in the
afterno pea travel period would be removed.

whch would also reduce crashes at this loction
by abot 23 pecent.

Th South Everett interchange improvements are
also expeted to improve the opeation of the
northbound and westbound legs of the SR 526/
SA 527 Æverett Mall Way intersection by reducing
overall traffic delay by 50% and 60%, respectively.

Funding Partners: WSDOT, City of Everett



1-5 lD1proveanent Project
1-5 South Everett Interchange InaproveD1ents
(Everett Mall Way - lOOth St SE Phase 2 HOV Access)
RTiD Share t$ 200) $56 million

RTID Share ($ YOE) $71 milion

Lead Agencies: WSDOT, City of Everett

Phase II of this projet involves the construction of
acrossing (tunnel) under 1-5 at l00th St SE, with
HOV-only access to the 1-5 Soth Everett freeway
station. Connecting improvements wil also be

made to 100th Street SE, east and west of the
1-5 right-of-way, betwee SR 527 and 7th Avenue
SE. This project would significantly reduce traffc
congestion at the existing SR 526/SR 527/South
Broadway intersection.

With completion of both phases of this project,
apProximately 23 percent of the traffic from the SR
5261SR 527/Everett Mall Way intersection in the
afternoon peak travel period would be removed,
which would also reduce crashes at this location
by about 23 percent.

The South Everett interchange improvements are
also expected to improve the operation of the :.~-l
norhbound and westbound legs of the SR 526/
SR 527/EvereU Mall Way intersection by reduc-
ing overall traffc delay by 50% and 60%, respec-
tively.

The 1-5/100th Street undercrossing project would
also provide a safe place for peestrians and bicycles to cross the freeway, which the current 1-5/SR

526/SR527 interchange currently lacks. Some pedestrians are known to run across 1-5 near this
interchange, due to the lack of adequate pedestrian facilities.

Funding Partners: WSDOT, City of Everett
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1-5 I~provenient Project
1-5/415t Street Interchange
South BroadW'ay/southbound 1-5 on-raDlp bridge
R77D Share l$ 200

RnD Share l$ YOEJ

$6 million

$6 million

Lead Agency: City of Everett

This facilty involves the construction of arte-
rial improvements to support the new single-
pOint interchange at 1-5 and 41 st Street. This
facilty would reduce trafic congestion in the
area.

The RTIO funding for this loction would be
used to re-construct the substandard. one-
lane bridge over the Broadway on-ramp to
southbond Interstate 5 just south of the new
1-5/41st Street interchange_ This bridge con-
nects northbound traffic on South Broadway
with the northbound lanes of Broadway at
41 st Street.

Funding Partners: Cit of Everett
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lead Agency: Tulalip Tribes

The 116th Street NE interchange facility will replace the
existing diamond interchange with a single-point urban
interchage. Key faciliry elements include widening of
all interchange ramps to two lanes, with accommoda-
tion for future HOV bypss lanes and ramp metering;
construction of a wider bridge overpass; addition of bi-
cycle lanes and sidewalks across 1-5; and extension of
Quil Ceda Boulvard to connect to 34th Avenue NE and
improve interchange operations.

The facilty is being designed and constructed in fowr
phases:

· Phase 1 is currently under construction, and will
realign 34th Avenue NE to connect with Qui! Ceda
Boulevard further west from the interchange. This
phase wil be complete and open to traffc Spring
2007.

· Phase 2A will replace a major Gulvert under 116th Street NE, and widen 116th Street NE between
the southbound ramp terminals and Quil Ceda Boulevard. This phase will provide the additional
lanes west of the interchange and accommodate the temporary traffic cotrol stages of the inter-
change reconstruction.

· Phase 2B wil replace the existing bridge over 1-5 with a widened structure including bicycle lanes
and sidewalks. The new structure wil provide additional westbound and eastbound through lanes
and IefHurn storage for the existing diamond interchange.

· Phase 2C wil realign the existing ramps at the interchange from a diamond interdiange layout with
two signals into a single-point urban interdiange layout with one signaL. The realigned off -ramps

will include additional left and right turning lanes to provide adequate storage lengths for traffic
queues. Ramp metering and HOV bypass lane will be provided on the southbound on-ramp.

1-5 lD1proveanent Project
1-5/1 16th Street HE Interchange
RTiD Share ($ 2(0

RTiD Share ($ YO£

$25 million

$27 millon
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Ths facility will reduce cogestion at this busy interchange leading into Marville and the Tulalip
Tribes ReseNation. Other project benefits include:

· Queues onto 1-5 wil be eliminated on the northbound off-ramp, improving safety for 1-5 motor-
ists.

· Average vehicle delay at interchane ramp signa will be reduced from 252 seconds to 31 sec-
onds through 2030.

· Facility area intersections' level of seice (LOS) will improve from LOS ElF to D-or better through
2030.

Funding Parters Tulalip Tribes, WSDOT, Snohomish County, Cit of Marysville
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· Reduce northbound off-ramp queue lengths by
almost 600 feet, thus eliminating queues from
backing up ontó the 1-5 mainline and improving

safety.

· Reduce average vehicle delay at interchange ramp signals from 605 secods to 29 seconds
through 2030.

· rmprove level of service (LOS) at project intersections from LOS F to LOS C/O through 2030.

1-51D1proveD1ent Project
1-5188th Street NE Interchange
RnD Share ($ 20 $38 million

RnD Share ($ YOE) $4 milion

Lead Agency: Tulalip Tribes

Th 88th Street NE interchange facility would provide
major interchange improvements to the existing dia-
mond interchange, with one possibe option being a
single-point urban interchange. Key faciity elements
include providing additional lanes on the ramps with
accommodation for future HOV bypass lanes and
ramp metering; providing additional through lanes
and turn lanes on the bridge overpass on to 1-5;
addition of bicycle lanes and sidewalks across 1-5;
auxiliar lanes on 1-5 south, and continuity with the

88th St NE corridor facility east of the interchange to
improve interchange operations

These improvements would:
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Funding Partners: Tulalip Tribes, WSOOT, Snohomish County, City of Marysvile
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1-5 Iznp..overnent Project
88th Street Corridor bnproventents (Marysville) Widening
RTID Share ($ 200

RTID Share ($YOE)

$15 milion

$20 million

Lead Agency: City of Marysvile

The imrovement would widen the existing 2-lane
arterial corridor by expanding to a 5-lane roadway
section with curb, gutter, sidewalks, bicycle lanes

and landscape buffer through the Marysvile city
limits and unincorporated Snohomish County. The
improvement would revise the State Avenue inter-
section and install traffic signals at the 48th and 55th
Avenue intersections.

RTID funding would:

· Improve one of only two east-west routes within
Marsville that connec 1-5 to SR 9.

· Accommodate transit through the installation of
bus stops and shelters. .

· Improve traffc flow and capacity, and allow for
non-motorized transportation by widening the
roadway and installng sidewalks, bicycle lanes
and roadway ilumination.

· Improve safety by reducing the amount of cut-
through traffic in residential neighbo'rhoods, and
by installng a roadway ilumination system.
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Funding Parters: City of Marysvile. Snohomish County
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u.s. 2 lnaproveanent Project
U.s. 2 Trestle: 1-5 to SR 204
RnD Share ($ 200)

RnD share ($ YOE)

$281 mil/ion

$396 mil/ion

Lead Agency: WSOOT

The project would relieve congestion and improve
safety at one of the worst chokepoints in Snohomish
County. The US 2 Trestle is the major access point
to 1-5 and Everett for residents in the designated ur-
ban growth areas of Lake Stevens, Snohomish, and
Monroe.

RTf 0 funding would:

· Modify the US 2/SR 204 interchange to add ca-
pacity to all on and off-ramps.

· Improve westbound mobility.

· Improve Everett arerial access at 1-5/US 2 to in-
crease mobility in downtown Everett for general
use and transit access.

This project would complement improvements' al-
ready scheduled for the on- and off-ramps that con-
nect US 2 to 1-5, and would reduce traffc congestion
and improve safety for users from 1-5 and US 2.
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Moving Foar Togth; A Blinl for Pres
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u.s. 2 lnaprovenient Project
Everett Arter,ial Access lnaprovenaents at U.S. 211-5 Interchange
RTID Share 1$ 200

RTID Share 1$ YOE

$25 million

$32 million

Lead Agencies: WSDOT. City of Everett

This facility would improve Everett arterial access at
1-5/US 2, to increase mobilty in downtown Everett
for general use and transit access. This will reduce
traffic congestion and improve safety for users from
1-5 and US 2.

Speifically, the RTID funding would provide access
improvements betwee the downtown Everett are-
rial street system, 1-5, and US 2. These arerial ac-
cess improvements, which would enhance the im-
provements to the 1-5/US 2 interchange currently
being constructed under the WSDOT Everett 1-5
HOV project, include improved arterial connections
to 1-5 on- and off-ramps, an arerial couplet parallel
to 1-5, various traffc signal improvements, revised
channefization, and traffc control measures.

Funding Partners: WSDOT, City of Everett
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u.s. 21D1p..oveD1ent P..oject
Monroe Bvpass/VS 2 Pbase i Iznproveznents

RnD funding would:

· Build a two-lane limited access highway that ter-
minates in a roundabout to the north of the Kelsey
Shopping center.

· Collect trips generated in the residential area north of Monroe and direct them to SR 522 or west-
bound US 2.

RTiD Share ($ 20

RTiD Share ($ YOE)

$44 million

$49 million

Lead Agency: WSDOT

US 2 is one of only two year-round east-west links
across the Cascade Mountains. In additio to the
Burlington Norhern Santa Fe rail line, US 2 is a ma-
jor transportation corridor for all east -west container
shipments to and from the ports of Tacoma and Se-
attle.

Th city of Monroe is one of the fastest growing cit-
ies along US 2. Over the past 15 years its popula-
tio almost Quadrupled from just over 4,200 people

in 1990 to almost 16,000 in 2005. As a result ofthis
population surge, average daily traffc through the
city has almost double. In 1990,21,400 vehicles
'traveled on this stretch of US 2 each day. Now, over
40,000 vehicles use this section of US 2 each day.
Recreational traffc on weekends also contributes to
congestion. Between Januaiy 1999 and October

2006, 1,247 collsions occurred on US 2 within the
Monroe city limits, including five fatalities.

;
_A__'~___¡

A
N

,./
,:
,
);-

-di
1Xj

~l

ft
!
¡

L
!

-~'\

'-'~-'..

\........ :......r

~ 'O.!S 1
-: ¡ 2~~

.

· Build a roundabout connecting to Kelsey Street and Chain Lake Road.

This facility would allevate the chokepoint on US 2 at SR 522 by diverting traffic from US 2 to (Phase
I of) the bypass and local street connections.

Funding Partner: City of Monroe
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SR 99 lD1proveD1ent Project
244th Street SW to S8 104 Reconstruct Interchange
RTID Share l$ 2(0)

RTiD Share l$ YO£)

$40 milion

$64 million

Lead Agency: WSDOT

SR 104 is the major east -west access from 1-5 to
the Edmonds ferry terminal and Kingston. SR 99 is
the north-south corridor known as Aurora Avenue in
Seatte. SR 99 is a major retail and business corridor
and before construction of 1-5, it was the state's ma-
jor north-south corridor- This location experiences a
high rate of crashes.

This intersection is one of the remaining chokepoints
on SR 99.
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RTID funding would:

· Widen the SR 99 bridge over SR 104 from four
lanes to seven lanes, with three lanes in each di-
rection.

· Provide signal improvements at SA 104 and 256th
Street, which serves as the westbond connector
from SR 99 to SR 104.

· Buil a center median_

· Add sidewalks.

· Connect the City of Shoreline's SR 99 widening
with the previously constructed widening of SR
99 in Edmonds.

· Reduce traffc congestion and. collsions.
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5R 9 Iniprovenient Project '.
Lanes, signals, intersection bnprovenients, turn lanes, safety

Lead Agency: WSDOT

SR 9 extends from just north of Woodinville to the
Candian border a distance of about 100 miles. SR
9 largely parallels 1.5. Lake Stevens is located along
SR 9 and was incorporated as a city in 1960. This
area of rapid population growth in Snohomish Coun'
ty and is served by Community Transit

Investments in the SR 9 corridor wil meld road and
tranit solutions. This project expands SR 9 'from

two to five lanes for about 14 miles, and improves
intersetions with turn lanes and signals to increase

caacity and achieve current safety standards.
RTID funding would:

· Widen SR 9 from 176th Street to SR 92 (vicinity),
to four and five lanes with access control.

· Build a new bridge over the Snohomish River.

· Make intersection improvements to facilitate tran-
sit and general mobility.

· Build park & ride lots (see related transit and multi-
modal improvement project).

This facility would improve the alternate route to 1-5
by widening SR 9 from 176th Street SE to SR 92 to four/five lanes with access control. In addition to
widening the existing highway from two lanes, vañous pubfic road intersectis would be improved
to match the new highway.

RT/D Share ($ 2(06)

RT/D Share ($ YOEl

$304 million

$486 mifHon
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SR 522 IDlproveaneat Project
Paradise Lake Road Interchange and Widening
RTID Share ($ 200

RTID Share ($ YOE

$127 mil/ion

$143 mil/ion

Lead Agency: WSDOT

SR 522 is a major access point from 1-405 and vicin-
ity to US 2 (one of only two year-round routes over
the Cascade Mountains to eastern Washington). It
is also the location for the University of Washington's
Bothell campus. This corridor was considered by
Reader's Digest magazine to be one of the least safe
routes in the United States. WSDOT completed the
widening of, SR 522 from SR 9 to Paradise Lake
Road widening in 2002. This improvement signifi-
cantly enhanced safety_ During the two years before
construction began (1995-96). an average 40 CGlli-
sions per year ocærred on this three-mile stretch of
highway. Sixteen of these cause injuries. During the
tw years after construction was complete (2003-
04) an average 23 collisins per year ocurred, with
11 causing injuies. Fatal collsions were eliminated..
However, the intersetion at SR, 522 and Paradise
Lake Road remains a botteneck and accident loca-
tion. This project wil complete the widening of SR
522 to four lanes from 1-405 to US 2. .

\\

~ì ..It, .-
fb~. N
..?:~J

9 t tWJ
-'-jl "~~",

! '--"-_(;i/,, ~:v~
. f ~4'~~L--. _ Hl.~~!\ St Sf:,/ ¿II \~~:~~\. _

'i- " ¡.';._~-_-""
.!r i-~ \~~;;t"-(:-'",. ~ ~,-.._~ --..¡

. ......-;~:~~.-,:'. \.....,~~~___r\ ~

"-_.._-..

-..::,
-,

l
-.,

..~%-

-:. d'
q,~'t~!)~\'(i .

~.?
?'.~ ~.."'.p

'..., ~

RTIO funding would:

· Build a new interchange at the existing Paradise
Lake Road intersection in Maltby.

· Complete four-lane, median divided highway.

· Eliminate existing signalized intersection and resulting stop and go traffic.

· Build on and off-ramps.

· Construct detention ponds to capture and clean highway runoff.

· Alleviate bottenecks.

=' ;¡5 t..,. 2~s.

· Reduce collisions_

· Improve driver safety.
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5R 524 lanprove:lent Project
SR 5247 24th Avenue West to Royal Anne Road (vicinity SR 527) Widening
RTiD Share ($ 200

RTiD Share ($ YO£

$94 mil1ion

$111 miJlon

Lead Agency: Snohomish County

State Route 524 is also known as 1 96th Street SW in
Lynnwood, Filbert Road east of 1-5, or Maltby Road
east of Thrashers Corner. 'I runs about 15 miles from
Edmonds in the west to Bothell in the east It passes
south of the Alderwood Mall west of 1-5, and ends
at SR 522.

The RTIO-funded facility would widen SR 524 be-
tween 24th Ave W. in Lynnwood and Royal Anne
Road (near SR 527) in Bothell, in two phases. The
easternmost portion of the route would be widened
firs t.

RTIO funding would:

· Widen the existing two-lane road to four and five
lanes through most of the corridor.

· Add a center-turn lane_

· Add sidewalks.

· Add bicycle lanes.

· Add new traffic signals at some intersections.

· Construct replacement bñdges at the North Creek
and Swamp Creek crossings_
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Ki. Piece. Sn Cotie

SR 524 lnaprovenae:nt Project
t 96th Street SW (SR 524) Iro:l 48th Avenue W_ to 37th Avenue W_ Widening
RTiD Share ($ 2006)

RTiD Share ($ YO£

$10 mil/ion

$12 milion

lead Agency: City of lynnwood

This location is the major access point from 1-5 to
downtown Lynnwood. Lynnwood is evolving from a
suburban town to an urban center. It is one of three
designated urban centers in Snohomish Cöunty.
Lynnwood recently opened a convention center and
is builing a high-density urban core. Sound Transit

2 is planning light rail to extend from Seatte to Lyn-
nwood. Sound Transit currently operates a transit
center and park & ride lot located nea 44th Avenue
West

'-s .;
"

RTf 0 funding would:

· Widen 196th Street SW from 5 lanes to 7 lanes.
from 48th Avenue West to 37th Avenue West

· Construct a new northbound lane on 44th Avenue
West from 200th Street SW to 196th Street SW

· Add capacity for traffic exiting 1-5.

· Improve access to the Sound Transit park & ride
lot.

(J tJ.5 1 :?MH~'$.. .~
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~R 53 i lnaproveanent Project
I-S/Sanokey Point to SR 9 Widening
RnD Share ($ 2006) $55 millíon

RnD share ($ YOE $68 million

lead Agency: WSDOT

SR 531 is located in the vicinity of the Smokey Point
exit from 1-5 near Marysville and ArlingtonThe area of
the proposed improvement is from 43rd Avenue NE
(east of 1-5) to SR 9. Locally. SR 531 is also known
as 172nd Street NE The section between 43rd and
67th Avenues is a commercial and light -industrial'
area close to the Arlington Airport, and the portion
from 67th east to SA 9 is primarily residentiaL

RnD funding would:

· Widen the state f:ighway to be two lanes in each ""
direction with a two-way left -turn lane in the sig- ",

nalied areas, with the possibility of roundabuts
in lieu of signals between 43d and 67th Avenues.

· Add pedestrian facilities.

· Add bicyde lanes.

· Add landscaped planters.

· Relieve chokepoints.

· Improve safety and capacity.
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This facility would alleviate chOKepoints between SR
9 and 1-5 by widening 2.65 miles of SR 531 from two
lanes to four lanes. In addition to widening the existing highway, all public road intersections would
be upgraded to match the new highway.

Funding Partners: City of Arlington. private development, future annexation
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Movi FOfar Togethe A Bluepint foe Progess
Ki. Pierce, Snomis Coti

39th Ave. SE/3Sth llve. SE Inprovenaent Project
39th Avenue SE fron. 228th Street SE to 240th Street SE Missing Link
RTID Share ($ 2006)

RTID Share ($ YOE

$30 million

$36 millon

lead Agencies: Snohomish County, City of Bothell

This facility; stage 1 of the overall project, wil com-
plete a vital missing link in the north-south 39th Av-
enue SE arerial corridor from the vicinity of 228th
Street SE to 240th Street SE. The project will con-
struct a new county and city arteriaL. The project will
improve capacity and improve pedestrian, bicycle.
and vehicle safety.

The overall project, when completed. wil result in a
continuous north-south local arterial from Mill Creek
and South Everett to Wooinvile that wil comple-
ment the 1-405 and SR 9 proposed improvements
by providing an alternative route for local traffc.
This will reduce congestion on these state highways
as well as SR 527, reduce traffc on nearby north-
south residential streets, and put traffic on an arterial
designed for the appropriate volumes and speeds,
thereby reducing congestion and enhancing safety
in the local area.

Lr-

RTID funding would:

· Complete the final design.

· Assst in the right-of-way acquisition.

· Complete the construction of the project.
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Stage 1

Funding Partners: Snohomish County; City of Bothell, Transportation Improvement Board
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39th Ave. SE/35th Ave. SE hnprove:aent Project
39th/35th iiv~:nue SE froan 228th Street SE to Seattle Hill Road Widening
RTfD Share ($ 20)

RTfD Share ($ YOE)

$49 milion

$74 million

Lead Agency: Snohomish County

This facility. stage 2 of the overall project, will widen
the existing coridor to improve capacty and con-
struct curb, gutter, sidewalks and bicycle lanes.
This facility will improve capacity by adding a two-
way left-urn lane, and wil also improve pedestrian.
and bicycle safety_

The overall project, when completed, wil resut in a
continuous north-south lo arterial from Mill Creek
an South Everett to' Woodinvile that will comple-
ment the 1-405 and SR 9 proposed improvements
by providing an alternative route for local traffc.
This wil reduce congestion on these state high-
ways as well as SR 527, reduce traffic on nearby
norh-south residential streets, and put traffc on an
arterial designed for the appropriate volumes and
speeds, thereby reducing congestion and enhanc-
ing safety in the locl area.

/-~

"
\.

RTID funding would:

· Complete the final design.

· Asist in the right-ot-way acquisition.

· Complete the construction of the project.

.li,. ..

1-'

iI 0:5 j Zt't~es-.
Stage 2

Funding Parters: Snohomish County, Transporttion Improvement Board
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Moving F()ard Togther: A Bluein lo Progress

Ki, Piece, Snosh Cotie

Transit & Multi:aodallanprove:aent Project
Ednaonds Crossing (Sa i 04) Multi-anodal Teiuninal, Ferry and Transit
RTID Share l$ 200)

RnD Share l$ YOE)

$122 million

$137 million

lead Agencies: Washington State Ferres, City of Edmonds

Edmonds Crossing is a regional multi-modal facility intended to
accommodate future growth in travel along the State Route (SR)
104 corridor whidi includes the Edmonds/Kingston ferry route.
while providing a long-term solution to current operational and
safety conflicts between ferry, passenger and commuter rail,
carpooVautomobile, bus. and pedestrian traffic. The Federal

, Highway Administration, Federal Transit Administration. Wash-
ington State Department of Transportation (including Washing-

- ton State Ferries). and City of Edmonds propose to develop a
multi-modal center that would integrate ferry, commuter and
intercity rail, and transit serices into a single complex.

Facility Components

· A new ferr terminal that meets the operational requirements
for forecasted ferr ridership through 2030, by providing ad-
equate on-site vehicle storage that would virtually eliminate
queuing along State Route 104, thus improving arterial oper-
ations, eliminating street congestion, and improving on-time
efficiency.

· A train station designed to provide for intercity (Amtrak) passenger and commuter rail (Soundr) servce
while providing amenities for passenger comfort a~d convenience.

. A transit center that meets locl bus and regional transit system requirements while providing an op-

portunity to connect the downtown busines centers with the multi-modal terminal through the use of
a local circulator seNice.

· Flexibility to operate the facility to respond to changing travel demands for transportation providers in
the future.

· Facilities for accommodating both vehicular commuters and walk-on passengers of the available trans-
portation moes (ping, drop-off and waiting areas).

· Safety features including grade separation of train traffc from other mos of travel, designated vehicle

parking and holding areas, and safer more convenient waiting for bus, train and ferr ridrs.

This facility addresses environmental concerns by:

· Removing over-the-water struCtures made of creosote-treated timbe and building new structures
made of concrete and steel, thus eliminating marie contamination from creosote-treated timber.

· Making environmental enhanements such as repanting eel-grass. day-/ighting crees. treatig stor

water, replacing undersized culverts. removing an old tanker doC" and coordinating wih Unoc for
the cleaup of the tank farm prope.

Funding Parers: Federal Highway Administration, Federal Transit Administaton, Washing-
ton State Department of Transporttion, Sound Transit (Phase 2), Communit Transit, City of
Edmonds
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Transit & MultiD1odal lD1proveD1ent Project
Pa..k & Ride Facilities, No..th County and SR 9
R77D Share ($ 20)

R77D Share ($ YQE

$20 mífion

$27 millon

fl

'j :, SJ.iitceo_1r

Lead Agency: Community Transit

Comunity Transit will supply the transit compo-
. net for the Snohomish County RTID area outside
of the Sond Transi boundary. (See map for loca-
tions. )

Four new park & ride lots are proposed to serve
the increasing demand for transit service being
generated by the rapid deveopment in Snohomish
County: two in the Marysvile/ Ar1ington portion of
Snohomis County, and two in the southern por-
tion of the SR 9 corriclor. Specific loations are:

· Smey Point Par & Ride (Smokey Point Bou-
levard and 169th Street): 374 stalls

· Cear and Grove Park & Ride in Marysville (Ce-
dar Avenue and Grove Street): 226 stalls

.. Cathcart Park & Ride Cin the vicinity of Cathcart
Way and SR 9): 200 stalls

· SR-524 Park & Ride Qn the vicinity of SR 524
and SR 9): 200 stalls

(f' '"
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Funding Parters: FTA, Community Transit

Transit & MultiD1f;dal lD1proveanent Project
Bus and Van Fleet l,xpansion

R77D Share ($ 2006)

RTID Share ($ YO£

$12 milion

$15 million

Lead Agency: Community Transit

In addition to pa & ride lots and transit-related infrastructure improvements. RTiD money is planned
for purchase of additionci buses and vans for use in the RTID areas of Snohomish County as part of
the overaR transporation improvement package. Community Transit would deply buses and vans
to spfi routes and situations as transit mar:ets develop: takng into account the density of land

use, propsed development, and transt -related ìnfr~structure. The fleet expansion would allow for
the provision of addiional transit servce in Snohomish County, particular along SR 9 and US 2.

Funding Parter: Community Transit
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Project D~-S..rjtiQD-sJl County

-----l
i
I

I

King County

I~ing County's pbpulation of 1,793.600 makes it the 

14th largest county in the
United States, according to the U.S. Census Bureau (July 2005 estimate). King
County is home to nine of the top 15 largest cites in the state. Heavily congested

roads are Ihe result of population growth, neVI urban centers an new travel patterns. At
the same lime, King County and the region's economy depends on a number of large and
expnding employment centers as well as the Port of Seatte and the larg~ warehousing,
distribution and manufacturing district in the Green River Valley cities area. Severe traffc
congetion problems hamper commuters and freight mobility.

In addition, some of our most critical transpoiation infrastructure is unsafe and needs to be
repaired. Proposed investments in King County are targeted at six main corridors: 1~5. 1-
405, SR 167, SR 520, SR 509, and SR 99- The investments wil help improve traffc flow
throughout the region and addres critical safety concerns.
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Moving Forward Together A Blueinlor Progres

K' iecce. Sno Coties

King County RTID Funding Share:

Seattle Mobility Project. SR 99 to 1-5

1-5 approac, Mercer Street widening

Lander Street improvements

1~5/Spo Street viaduct

1-5 Direct Access Project

South Park BridQe RePlacement Project

SR 520 BridQe and HOV Lane Project

Bridge repcement, coections to 1-5, connections to 1-405. mitigation integral to
and inseable from the project, non-motorized improvements

1-90 HOV Lane Project
HOV lanes

co/ir,gency scope /-90 congetion relief

1-405 Bellevue to Renton Project

SR 520 to Bellev, 1-90 to downtown Belleve. SR 169 (Maple Valley Highway) to

1-90. no-mtorìzed and transit imovemts

I-51 SR 509 Corrdor Completion and FreiQht Improvement Project
SR 509. '-5 improvements

SR 167/1-405 Interchange HOV to ':0V Direct Connection Project

SR 167 Green River Vallev Corridor ConQestion Relief Project

1-5/SR 18 Federal Wav Congestion Relief Proiect

East Sammamish Plateau Access Project
244th Avenue SE widening

SR 99 Transit Improvement Proiect
Shrelne bus rapid transit improvements

Construction Mitigation ProQrm

Total King County Investments (roued numbers)
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Seattle Mobility Project, SR 99 to 1-5
RTiD Share /$ 2006) $289 milion

RTiD Share /$ YO£ $323 milion

1-5 Approach, Mercer Street Widening
Lead Agency: City of Seatte

Mercer Street is the major corridor linking 1-5 to SR
99, or Aurora Avenue, and the Seatte Center. The
corridor helps carry the 12 milion visitors a year go-
ing to the Sette Center and supports the region's

emeging biotechnology center. Over the next two
decdes, the number of jobs in this area is expect-
éd to increase by 8,000 to 10,000.

This portion of Mercer Street is one of the most
conested in Seattle, with backups ontQ 1-5 due
to numerous turns and the chokepoint at Fairvew
Avenue-Valley Street. Increases in employment and
travel are expectéd to continue in coing years, put-
ting more traffc pressure on an already-congested
area.

RltD funding would:

. Keep motorists moving. Widen Mercer Street

from 1-5 to Dexter Avenue, converting Mercer from
one-way to two-way, with three lanes eastbound 0
and three lanes westbound, on-street parking
and lefHum lanes.

A
N

'O.2S ~.5

f.
i

. Add new connections. Reconnect two urban cen-

ters by extending two-way Merce across Aurora and buildng up to two additional crossings.

. Improve freight movement. Decrease the number of turns from 1-5 to Westlake Avenue N. from
thee to one, and create an easy-to-navigate street grid.

. Remove barries. 8iminate turn restrictions and add bicycle lanes and sidewalks.

. Provide congestin relef during major construction. A Mercer two-way corridor would enhance

access to alternative routes for traffic when the Alaskan Way Viaduct replacement is under con-
struction. .

Funding Partner: City of Seatte
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Seattle Mobility Project, SR 99 to 1-5
RTID Share l$ 200 $289 mil/on

RTID Share l$ YO£ $323 million

Lander Street lnaproveanents
lead Agency: City of Seattle

The South Lander Street overpass is a companion
facility to the South Spokane Street viaduct facility,
as well as an alterative toSR 519-a corridor heav-
ily used by stadium-goers and trucks. Building a link
over the BNSF railroad tracks would reconnect a
part of one of our most imporant industrial areas,
the Ouwamish Manufacturing and Industrial Genter
(OMIG). The OMIC is a major employment hub that
provides around 68,000 jobs.

South Lander Street and the BNSF rail line currently
intersect, creating significant vehicle and peestrian
delay. By 2030, delays at this loction are expected
to double due to substantial increases in freight and
passenger rail traffic.

..
N

"
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RllO funding would:

· Improve safety. The overpass would separate
trains from vehicles and pedestrians.

· Keep commuters, transit and freight moving.
Reduce traffc delays caused by train crossings.

· Make it easier to drive- Enhance circulation
around the future Unk light rail station, the Port of Seatte, stadium district and OMIG.

· Provie transportation options. Provide a grade-separated connection to the SoDa busway
to create a continuous transit connection between West Seatte, the Lander Link station, and
downtown Sette.

· Provide congestion relief during major construction. The South Lander overpass would enhance
access to alternative routes for traffc when the Alaskan Way Viaduct replacement is under con-
struction.

Funding Partner: City of Seattle
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Seattle Mobility P..ojèct7SR 99 to 1-5
Rl1D Share ($ 2(06) $289 million

RnD Share ($ YOE) $323 milion

1-5fSpokane Street Viaduct
lead Agency: City of Seatte

The S. Spokane Street viaduct is a critcal connec-
tion linking 1-5 to Port' of Seatte terminals, busi-
nesses along the Duamish River, and West Seattle
to 1-5. 1-90 and SR 99. This corrdor is important to
the region's economic success. The Port of Seattle
is one, of the largest in the country, and provides
195,000 jobs throughout the region.

The structure has several deficiencies, including nar-
row laes, no permanent barrier between lanes. no
safety shoulders and substandard off-ramps creat-
ing a significant chokepoint. resulting in high levels
of congestion.

RTIO funding would:

~
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· Keep buses moving. Extend a lane between First
and Fourth S. avenues for transit.

· Make it easier to drive. Widen the structure, ex-
pand lanes and construct a new westbound on-
and off-ramp at Rrst Avenue South, allowing more
time for 1-5 drivers to merge right.

· Add options to dnvng. Build a new eastbound
off-ramp at Fourth Avenue South to provie a potential continuous transit connection betwee
West Seatte afld the Seatte central busines district. Rebuild the lower road and add a sidewalk
and bike path alon the north side. connecting the SoOo busway to the East Marginal Way traiL.

· Keep freight moving. The state Freight Mobility Strategic Investment Board and the FAST Corridor
parnership recognize the project as a high priority for regional and statewide freight movement.

· Provide congestion relief during major construction. An improved corrir would enhance access
to alternative routes for traffic when the Alaskan Way Viaduct replacement is under construction.

Funding Partner: City of Seattle

pae 60



1-5 Direct Access Project
RTiD Share ($ 2(0)

RTiD Share ($ YOE)

$83 million

$114 milion

Lead Agency: WSDOT

The SoOo busway, operating in the right-of-way
that would be Fifth Avenue South, begins at the
south portal of the downtown Seatte transit tun-
nel at South Dearborn Street. and continues south
to Spokane Street. Express buses traveling on 1-5
between south King County, Pierce County, south-
east, Seatte, and downtown Seatte use this tran-
sit-exclusive right-of-way. Buses enter or exit 1-5 at
Spokane Street, and must weave through several
lanes of traffc in each direction of travel to enter or
exit 1-5. King County Metro and Sound Transit buses
operate at this location, and approximately 10.000
daily riders will benefit from this improvement. This
project has been identified as a needed mitigation to
the transportation impacts that would be caused by
the Alaska Way Viaduct replacement construction.
Ideally, the 1-5 components of this project should be
completed on or before the start date for the viaduct
replacement.

RTiO funding would:

· Construct an HOV direct access ramp from the
northbound 1-5 HOV lane to South Industrial Way.

· ünk 1-5 to the existing SoOO busway via a busway extension between South Spokane Street and
Soth Industrial Way. This extension would improve speed and reliability for express buses operat-
ing northbound to downtown SetUe.

· Eliminate weaving conflicts between transitiHOVand northbound 1-5 general-purpose traffc at the
exit approach.

· Provide congestion relief during major construction. The Industrial Way ~(ansit ramp woud
enhance transit access while the central waterfront portion of the Alaskan Way Viaduct replace-
ment is under construction.
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South Pa~k Bridge Replacenaent Project

RTiD Share ($ 2006)

RTID Share ($ YOE)

$99 million

$110 million

\--l" \~~.j'~..j.
" ,

..~~.:..\ ~

\

;' ".......':z:~.

,

t

¡ -\~~~,.:~l:.'
,~tllr. ß,...S~1t"a'~St .';T.:'ß tlt; ~~. ..----.-..~ M_~'_ ---_:.;.:'~ t"K , .... .

The bridge sufciency rating is 4, one of the low- ¡ j\

est ratings of any major structure in the region. / / \ '\

This project has been identified as a necessary " ~
mitigation to transportation impacts that woud \. \ " 0 '
be caused by replacement of the Alaska Way , . \
viaduct. Ideally, this project should be completed '~
on. or befor the cotrlio st dal lo"he .' L , ".:. "". ,~\ .
viaduct replacement. ....,_.w.__"___~;,._ ., :1,._,__
The bridge has major structural deficiencies; it is very vulnerable and could sufer structural failure
even in a moderate earthquake. It will be closed by the yea 2010 if funäing has not been secured
for its replacement, Replacement of the South Park bridge is crticl to the future smooth functioning
of the 1-5/SR 509 coridor project improvements and the First Avenue South bridge.

Lead Agency: King County

The South Park bridge is located immediately
west of Boeng Field. the King County Airport.
The 77-year-old bridge crosses the ouwamish
Wateray, connecting East Marginal Way and

16th Avenue South in Seatte with 14th Avenue
South in unincorporated King County, in the area
knwn as South Park. The bridge provides ac-
cess to White Center West Seatte, Georgetown,
and Boulevard Park. More than 20,000 vehicles
a day use the bridge. Traffc counts show that
14% of the trips are truck traffc. The bridge is
locted on a prncipal freight corridor linking
downtown Seattl, the Por of Seatte, and the
manufacturing and industrial centers in the ou-
wamish River valley. '
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RTlo funding would:

· Replace the bridge with a new parallel bascule drawbridge, which keeps traffic flowing throughout
the project

· Add capacity and meet current standads.

· Improve cacity by widening substandard lanes and providing a protected, separate bicycle
a~d pedestria facility.

· presrve an impoant freight çorridor across the ouwamish River.

Funding Partners: King County, City of Seatte, Cit of Tukwila, and federal funds
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King. Pieræ. Snis Coie

SR 520 Bridge and HOV Lane Project
Bridge replacena'ent7 znitigation integral to and inseparable frozn the
project7 connections to I-57 non-znotorized ïznproveznents7 connections
to 1-405
RTiD Share ($ 20

RTID Share ($ rOE)

Other

$9 72 million

$1,139 million

$700 - $1.200 millon tolls

lead Agency: WSOOT

The purpose of this project is to improve mobility for
,people and goods across Lake Washington within
the SR 520 corridor from 1-405 to 1-5 in a manner
that is safe, reliable and cost effective while avoid-
ing, minimizng, and/or mitigating impacts on af-
fected neighborhoods and the environment The
SR 520 Bridge faces danger from earthquakes and
windstorms and needs to be replaced. In addition,
the capacity of the corridor needs to' be increased
with the addition of HOV lanes and provision of po-
toons sized to allow for future high-capacity transit in
the corridor: Governor Gregoire expressed her find-
ings in support of a six -lane altemative in her report
issued on SR 520 Bridge released, December 15,
2006. The six-lane altemative would accommoate
120.00 vehicle trips by 2030.

.Å

RTID funding would:

· Expand lane capacity from 4 lanes to 6 lanes by
adding one HOV lane in each direction.

· Ad safety shoulders.
· Add a bicycle lane and pedestrian walkway.

· Provide pontoon support adequate for future high-capacty transit on the bridge.

Financial plans for SR 520 include tolling. Future tolfng in the corridor, which will be set by the State
of Washington, wil be coparable to tolls on the Tacoma Narrows bridge, reinvested in the corridor,
and manage to ensure reliable system peorance.
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1-90 HOV Lane Project
BOV lanes

RnD Share ($ 200

RnD Share ($ YOE

$25 milion

$35 millon

Lead Agency: WSDOT

Th 1.90 corrdor faces growing population and in-
creased. traffc congestion. The project would pro-
vide reriable transit and high-occupancy vehicle
(HOV) operations between Bellevue and Seattle by
reconfiguñng the 1-90 roadway to add new HOV
laes to the outer roadway lan. and adding new
(and modifying) existing HOV direct accss ramps.

RTiD funding would aUow for completion of the new
HOV lanes on 1-90 between Seattle and Bellevu.
RTID funding would supplement current funding from
Sound Transit, WSDOT, and other funding sources
to complete the new outer roadway HOV lanes. en-
abling 24-hor/day HOV operations between Bellev-
ue and SeaWe. This project would improve roadwy
and transit capacity durig both pea and non-peak
travel periods. The project would be a first step in
the ultmate configuration of 1-90 with high-capacity

transit (light rail) in the center roadway.

To date, WSDOT and Sound Transit have budgeted

approximately $98.6 milion for this project. RTID
funding woUld complete the project.

RTID funding would:

. Extend eastbound and westbound HOV las from Rainier Avenue to Bellevue Way.

. Construct a new 80th Avenue SE HOV ramp from westbund HOV lane.

. Reconstruct the existing 80th Avenue'SE HOV ramp so that HOVItransit users have access to the
new eastbound HOV lane.

. Build new direct acess to 77th Avenue SE HOV ramp from the new eastbound 1-90 HOV lane.

. . Modify Bellee Way HOV direct acces ramps to provi for 24-hour per day operation in both
thewestbound and eastbound direction.

Costrction of proposed additional tralfc congestion relief facilities on the east side of the 1-90
bndge would proced as funding permits.

Funding Parters: Sound Transit, WSOT
;.
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Momg Forard Togthe: A 8lueint lor Progres
Kin. Piece. Snoish Conties

1-405 Bellevue to Renton Prject
SR 520 to Bellevue, 1-90 to do~nto~n Bellevue, 5R 169 (Maple Vallev
High~av) to 1-90, non-anotorized and transit iniprovenients
RTID Share ($ 20()

RTID Share ($YOE)

$904 miflon

$1,283 milion

Lead Agency: WSOOT

l1 1-405 codor prOjects primary purpose is to construct a seris
of facilities in stages to relieve traffic congestion. This corridor exp-
riences gridlock more than 50. pecent of the day. Relievng traffc
congestion along 1-405 would signifcatl reduce congestion-related

crashes and improve traffc safety. Construction of the propose fa-
cifitie will proc as funding pets_ State funds will complemet
those provided by RTlD.

The RTID investmets are targeted to improve the most congest-.
section of highway in the state. With completion of the '-405 project
desribed beow, traffc congestion beeen Renton and 1-90 would

be reduced by more th nin hours per day.
Construtio of key facilitie fisted would add new caacity to ac-
modate an additiol 40,00 vehicl pe day on 1-405. The 1-405 RTID

projet woufdalso cot with existing and planned improvements
on SR 167 and SR 512, to create a 62-mil eastem altemative to 1-5.

Thes imoveents incude elts nec to establi the infr-
strture for bus rap transit (BRT)on 1-405 an Ite nom poon of
the SR 167 cori Th corror iiprovements from Renton to 8eDev-

ue would faaTitate and ma inude expretoU (HOT) lanes, pedi Ite
ouco of the states hih-oupari toll (HOT) lane pilot progam.

RnD funding would:

SR-520 to Bellevue
· Build an elevated ramp that separates traffic (a "braided ramp") on southbound 1-405 between SR 520

and NE 8th Street in Bellevue. This complements state funding for the braided ramps in the northbound
direction.

. Eliminate the conflct between vehices and the congestion created by weaving traffc on 1-405 exiting to
NE 8th Street and vehicles coming from SR 520 that are merging south onto '-405.

. Connect with the NE 10th Street bridge across 1-405.

'-90 to Downtown Bellevue
· Costruc an additional fane in th nohbond and southboun directions to complement laes beng added

wih state funds, and faciltate possbl future exprestaU lan.

SR 169 (Maple Valley H"ighway) in Renton to 1-90

This sectio wil be consted in tw stages. Stage 1 wil be costruted to accxmodate stage 2 an will be
consistent with Ite 1-45 Coid Progam Rna Envionenal im Statemt.
Stage 1: Build one lan in each directi from SR 169 to 1-90.

Stae 2: Build an additio la in ea diretion from SR 169 in Renton to 1-90.

Buil mo prs coent wi th 1-5 mater pl or oth prs tht prvi equa or greater beefit
1-405 bicycle, peestnan an tranit improvements:

. Suild bicycl and pedesrian faclitie on Burlngton Norter Sata Fe ngt -of -way between the 44th Street

interchng and the Wdburton tunnel near SE 8th Stee in Belevu.

. Build a tranV direct acc ram at Nort 8th Stree in Renton wih funding provied by partne.

Funding Parters: Sound Transit. WSDOT
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1-5/5ft 509 Co....ido.. Coanpletion and F..eight
lanp..oveanent P..oject
sa 50971-5 i:aproveanents

RHO Share ($ 2(0)

RHO Share ($ YOE

$798 mi/J;on

$1,051 million

Lead Agency: WSDOT

Under this project, SR 509 would become a western alternative corridor to 1-5 for freight, transit, and
general-purpose traffic. The existing SR 509 free-
way currently terminates on the southwest side of
Settle-Tacoma International Airpo. RTID funding
would extend SR 509 as a limited-access freeway
from South 188th Street nea Burien and SeTac to
Interstate 5 in the vicinity of South 210th Street in
Des Moines, approximately 2.5 miles.

Th new route would directly link 1-5 and SR 509 in
soth King Conty, relieving congestion and improv- ;. ~
ing freight mobilty. Computer models show that a :. '~.',
significant portion of truck and other freight-related ',' ti;
traffc destined for the Port of Seattle's facifties in the
Ouwamish area an at Se-Tac airport would use
the new SR 509 alignment, relieving 1-:5 of consider-
able freight -related traffc and congestion.

RTID funding would:

· Build a four-lane road between South 21 Oth Street
and South 188th Street in Sea Taè and Burien.

· Construct a major new 1-5/SR 509 interhange.

· Add collector/distributor lanes to 1-5 from South
210th Street to SR 516.

· Improve the 1-5/SR 516 interchange, including a new connection to South 228th Street.

· Add general-purpose lanes to 1-5 from SR 516 (Kent -Des Moines Road) to South 320th Street.

· Provide direct access to Sea- Tac Airport at South 200th Street.

· Contrct a new connectio to the SeaTac business district at 24th/28th Avenue South.
· Build frontage roads for easier acæss to the Green River valley cities, and warehouse and distribu-

tion center's. .

· Extend Des Moines Creek Trail to the south.

· Provide sidewalks in targeted loctios.

Funding Parners: WSDOT. Port of Seatte. federal and local funding
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Moin Forard Togther: A 8luepr;n fo Progress
King. Pieræ, Snoho Couties

SR 167/1-405 Interchange HOV-to-HOV Direct
Connection Project
RTiO Share ($ 2006)

RTiO Share ($ YOE)

$316 mmion

$403 million

Lead Agency: WSDOT

The 1-405/SR 167 interchange is one of the most
heavily congested interchanges in the state of

Washington. Traffc analysis shows that this project
significantly reduces person hours of delay that is
currentl experienced by motorists both at the inter.
change and throughout the SR 167 corrido and the
southern portion of 1-405.

Improvements on SR 167 in King County would pro-
vide commuters better acces to affordable housing
and employment centers, and would expand freight
mobility to the Green River Valley cities' warehousing
and distribution center. These investments would
build upon state funded investments in the corridor_

RTID funding would:

· Provide a direct HOV-to-HOV connection be-

tween SR 167 and 1-405.

· 8iminatethe exiting weave for both northbound

and southbound traffic.

· Provide a direct connection between 1-405 HOV
and SR 167 proposed HOT lanes.

!.~
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SR 167 G..een Rive..Valley Co....ido..
Congestion Relief P..oject
RTiD Share ($2006)

RTiD Share ($ YOE)

$391 milion

$650 millon

Lead Agency: WSDOT

State Route 167 connects with 1-405 at Renton on
the north and SR 512 in Pierce County on the south_
Alg with 1-405, it provides a 62-mile alternative to
1-5, and is a primary freight COrrdOL SR 167 serves
one of the fastest -growing areas of King Conty,
and experiences more than six hours of congestion
a day. This project wil provide commuters' better

access to affordable housing an employment cen-
ters, and would improve freight mobility to the Green
River Valley cities warehousing and distribution cen-
teL The purpose of the improvement program is to
fix chokepoints and bottlenecs, in order to ease
congestion and increase safety.

These investments are complemented and improved
by the HOV-to-HOV connection at the SR 167 and
1-405 interchange_

~.. ,_ Â.
---\N'-

i~'~---T--'

RTID funding would:

From 8th Street East in Pierce County to 15th SW
in Auburn (near the Super Mall)

· Add one northbound HOV /HOT lane for 3 miles
between Pacific and Auburn, completing the
HOV/HOT lane system on SR 167 in King County.

· Provide additional cacity for transit and vanpols.

· Provide a more reliable trip for paying single-occupant vehicles in the HOV lane if HOT (high-oc-
cupancy toll) lanes are implemented.

From SE 180th in Renton/Kent to South 277th Street in KenV Auburn:

· Add one southbound lane to increase capacity and reduce delays.

· Provide more space to get on and off the freeway_

.. Reduce sideswipe and rear-end coflsions caused by merging and exiting traffc.

The southbound lan would be constructed in stages.
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1-5/5R 18 Federal Way Congestion Relief
Project
RTiD Share IS 200)

RnD Share IS YOE)

$89 million

$120 millon

lead Agency: WSDOT

This interchange is a high crash location and experi-
ences traffic congestion at the cloverleaf as drivers
navigate among 1-5, SR 18, SR 161 and access to
the city of Federal Way. The projet will eliminate the
loop ramps and eliminate the current weave situa-
tion caused by closely spaced on- and off-ramps on
1-5 and SR 18. The loop ramps would be replaced
with flyover ramps that are safer; they would also
increase the capacity of 1-5 and SR 18. Traffic con-
gestion would lessen and safety would ìmprovein all
directions as a result

o,~ 0,25 0 '- "U.S ~Mt!C$
,

RTID funding would:

· Construct a collector/distributor roadway that
provides both a southbound 1-5 and a westbound
SR 18 direct connection to SR 161.

· Rebuild the southbound 1-5 ramp to eastboun
SA 18.

" · Construct auxiliary lanes on 1-5 to improve merg-

ing and exiting from the freeway.

· Rebuild several ramps at the 1-5/SR 18 and SR
18/eyerhaeuser Way interdianges to improve
safety and capacity.

· If funding allows, rebuild the ER 161 bridge crossing over 1-5.

Funding Partners: FHWA. WSDOT. local jurisdictions
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East $aD1D1aD1ish Plateau Access Project
244th Avenue SE Widening
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RnD Share ($ 200)

RTiD Share ($ YOE)

$10 million

$12 million

Lead Agency: City of Sammamish

This project would construct the northern missing
link and retrofit existing portions of roadway to com-
plete a three-lane (one lane in each direction, plus
turn lane) minor arterial, providing much-needed ad-
ditional capacity and congestion relief on the north
end of the Samamish plateau. This project would
indude curbs, gutters, sidewals, bicycle lanes,
street lighting, storm drainage, and landscaping.

This projet would be a cost-effective means of ad-
dresng severe congestion and access constraints
on the north end of the Sammamish plateau, ac-
cording to the Sammamish Plateau Area Corridor
study, involving Issquah, Redmond, Sammamish,
King County and WSDOT Alternatives (widening
Sahal Way or East Lake Sammamish Parkay)
have been determined to be ,far more costly. The
2020 traffc volume for this corridor, based on Sam-
mamish's projected future growth would be around
15,00 vehicles on an average weekday (AWDl),i
which is a significant increase over the current 9,300 )
AWDT This project also provides seconda access
for emergency vehicles to a fast -growing area within
the urban growth boundary. In addition, safety for
pedestrians and bicyclists would be improved_

_.~
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Kig, Pie. Snis Cot;"

5R 99 T..ansit Inip..oveznent Project
Bus Rapid Transit hnprovenients, Shoreline

RTID Share ($ 200

RTID Share ($ YO£)

$37 million

$40 mi/fon

Lead Agency: City of Shoreline

This project provides a major capital component of
the arterial bus rapid tranit (BRT) system envisioned
for this corridor. RTID funding would complete ar-
terial business access transit (BAl) lanes. increase
transit speed an reliability, and improve safety for all
modes in Shoreline between N. 165th and N. 205th
streets.

Â
N o tL:: 2ftf;i-es

RTID funding would:

· Provide bus enhancements inclding sidewalks,
curbs and. gutter, pedestrian lighting and NJA
compriant bus zone additions.

· Add proposed new traffc signals and pedes-
trian crossings at North 182nd and North 195th
Streets.

· Connect the widening projects for SR 99 by the
Cities of Shoreline and Edmonds with the Sno-
homish County RTtD project to widen the SR 99
bridge over SR 104.

· Allow for continuous transit lanes on SR 99 in
South Snohomish and North King Counties.

· Provide congestion relief during major construc-
tio. The SR 99 North improvements would enhance transit access to alternative routes when
the Alskan Way Viaduct replacement is under construction.

This project cOplments similar investments being made in Snohomish County by RTlD and Com-

munity Transit. and by King County and the City of Seatte in King County.

Funding Parters: WSDOT, FHWA, City of Shoreline, and King County
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Pierce County

Agrowing transportation infrastructure is Pierce County's economic engine. In fact,
the number of Pierce County jobs in the Transportation and Public Utilities sector

, has grown 124 percent since 1990. The economic well-being of Pierce County is
inextricably linked wih its freeways, rail systems, and maritime traffc that serve as sources
for job growth, commercial traffc, and a quality of life residents have come to know and
love.

The job growth and quality of life accounts for why Pierce County is expected to grow by
more than 200,000 people by 2020. 11 is important that the transportation infrastructure
grows with it. The investments in the RTID package will help Pierce Conty build the high-
way to its future, creating more than 80,000 new jobs through one project alone.

The Port of Tacoma is a major source of jobs in Pierce County. It is the second-largest port
in the stata and the seventh-largest containe port in North America. A study released in
July 2005 highlighted the port's economic impact at both thE: local and state leveL. More
than 43,00 jobs in Pierce County are related to the Port of Tacoma's activities. Port-related
jobs generate $637 millon in annual wages in Pierce County. The port, and jobs, will grow
exponentially over the next several years if the transportation infrastructure can keep pace_

With almost 30 percent of Pierce Conty's residents commuting to jobs in King County,
there is excitement about creating new jobs that wil stay in Pierce. In 2005, the mean
travel time to work for a Pierce County resident was 28.4 minutes, 3 minutes longer than
the statewide mean. There is hope that new jobs and a more effcient transportation infra-
structure in Pierce County will reduce commute times and congestion for residents.

'"

The proposed RTIO investments sek to link Pierce County's jobs to highways, so workers
and goods have freedom of movement throughout the region. As more jobs are created in
Pierce County, these corridor investments wil help implement the county's growth manage-
ment plan and fewer people will have to commute to King County for good jobs.

Pierce County's proposed investments address key corridors for economic development
and sustainability and truly wil be the blood lines to the heart of Pierce County's growing
economic prospeity. .1
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Pierce County

SR 167 Tacoma to Puvallup Project

1-5/SR 704/176th Corndor-Cross-Base HiQhwav Project

Tacoma Mall Access Project

SR 410/SR 162 ConQestion Relief Proiect

Non-motonzed Investment Project

Construction Mitigation

Total Pierce County Investments (rounded numbes)
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King. Piece, Snomi Coie

SR 167 Taconaa to Puyallup Project

RTiD Share ($ 2006)

RTiD share ($ YOEJ

$1,004 million

$1 ,590 milion

lead Agency: WSDOT

From Renton in King Conty to Puyallup in Pierce County, SR
167 operates as a limited-access freeay, a vital north.south '-
commuter and freight corndor and alternative route to 1.5. Be.
tween Puyallup and SR 509 at the Port of Tacoma, SR 167
becomes a signalized urban arterial of slow. moving traffic.

This key project in Pierce County would build the remaining six-
mile portion of SR 167, connecting SR 509 in Tacoma to the
existing SR 167 at Puyallup. This connection would allow direct
access from Tacoma to SR 167 as an alternative route to 1-5
for those traveling to destinations in east King County. It would
improve freight mobility and access from the Port of Tacoma to "~__'_'
the Green River valley warehousing, distribution and manufac-
turing center:

The funding plan anticipates a contribution' of approximately
$40 millon from the Port of Tacoma through use of fil, early
land acquisition, and other actions by the por.

The proposed RTIO investment would be a first phase of the over-
all SR 167 corridor completion and extension plan. Traffic analysis
would be perormed to pnoritize the sequenCing of construction.

RTIO funding would:

. Acquire the majonty of the neeed right-af.way. (Note: So
remaining parcels along 1-5 have e?(sting busnesses. Propert aCQuisition of thse parcels would not take place until

the later phases of costruction have been funded and are ready to be costructed.)

· Construct an on-ramp connecting 1.5 and SR 167 at Fife. (WSDOT would conduct a traffc study to determine
the most benfiial ramp investment that COldd be built with availble RTlD funding, including. but not liniited to, a
ramp from northbound 1.5 to northbound 167 or a ramp from southbound 167 to norhbod t-5.)

. Construct one lane in each direction from 54th Avenue East to Valley Avenue East, and two lanes in each

direction from Valley Avenue East to SR 161, North Meridian Avenue East. ,

· Construct a second lane southbound on SR 167 from the Valley Avenue interchange to 1-5.

· Costruct a direct connect ¡amp from SR 509, Soth Frontage Road, to northbound SR 167.

· Construct an interchange at 54th Avenue East in Fife.

. Construct the first half of a complete interchange at Valley Avenue East with access to northbound SR
167 and an exit from southbound SR 167.

· Modif the existing SR 161 interchange into an interim configuration to provide for movement in four direc-
tions. The current interchange only allows movement in two directions.

· Partially restore Hylebos Creek and Surprise lake drain, and construt storm water facilities to improve
storm water collection and treatment.

; E:! ì ~

i:~~-;H t':f-lz" _ .. .. ~~:

In addition to freight benefits, this project would include a separated bicycle lane along the right-of -way between
SR 99 and 54th Avenue. Propy acquisition for MO park & ride lots is also expected in the first pha.

When additional funding beomes availabe, it would be used to accelerate the construction timetable and to
complete th entie scope of this project.

Funding Partner: Port of Tacoma
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I-515ft 704/176th Corridor-Cross-Base
Highway Project
RnD Share ($ 20

RTlD Share ($ YO£

$246 million

$427 million

Lead Agency: WSDOT

RTID funding for this corridor is subject to the following requirements:

1. $5 millon for environmental enhancements

2. $5 milion for environmental or other mitigation

3. $30 millon is dedicated to the SR 704 corror
4. $60 milion is available for the SR 704 or 176th St. E. corridor contingent on a mediation with

affected government, business and environmental parties.

5. Th funding in paragraphs 1, 2, and 3 is not contingent on successful mediatio but may not
be expended until after completion of the mediation. If the mediation is successful, the funding
in paragraph 4 will be used for the agree upon solution. If the mediation is not succssful, the
funding in paragraph 4 shall be used in the 176th St. corridor or in other arerial improvements in
South Pierce County of comparabe functional benèfit.

Mediation is open to all transpoation and environmental impact isues. This includes,but is
not limited to seeking a soltion for the mobility of goods and people in the South Pierce east-
west corridor and pñoity consideation of preventing impacts to the Oak Prairie habitat. Costs
of mediation and tecnical and fact-seeng analyses to be funded under RTID. The funding in

paragraph 4 may not be expended until after completion of the mediation.

6. Mediation would not begin u~til January 5, 2009.

· Mediation parties to include:

Military base representatives
Washington State Department of Transportation
Pierce County
Spanaway/Parkland community
Washington Environmental Council
Transportation Choices Coalition
Futurew;se
Tahoma Audubon Society
Eq()estran community and Hunt Club

Retired military communlty
Frederickson Industrial Group
C¡tyóf Lakewood

During the mediation all parties to current or future litigation who paricipte in the mediation shall
agr not to litigate before and during the mediation procss and the leal rights of all standing

. parie sha be preserved.'A11 paies resrve their legal rights in the event that meation agree-
ment is not successfuL. . .
The Recrd of Decsion remains in its current status until the end of th mediati procs_ If the

mediation is successful, then the Record of Decision wiD.be modified as necessa to implement
the mediation agreeent. If the mediation is not succful, then the Record of Den retains its
status. The RTID exective board is directed to develop a plan to impleent these provisions,
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This project would improve access from 1-5 to Frederickson manufacturing facifities.

RTID funding would:

· Reduce congestion and delay on 1-5, SR 512, SR 7, Spanaway Loop Road, and 176th Street.

· Rebuild the 1-5 Thorne Lane interchange.

· Grade-separate the existing rail line near the Thorne Lane interchange.

· Provide for secure troop acces between Fort Lewis and McChord Air Force Base, and reduce
congestion on 1-5 attributable to military operations.

· Link SR 7 to Interstate 5. Provide east-west conector from '1-5 to Frederickson area.
· Accommodate future transit seivice.

This project will meet and exæe the latest environmental standards, incl~ding:

· Developing a substantial habitat to preserve and enhance plant fife and wildlife.

· Providing modern facilities designed to enhance and filter storm water runoff from the roadways.

· Meeting or exceeding locl and state requirements regarding erosion arid sediment control,
biofi/tration swales, groundwater protection, pretreatment basins, pollutant control and stormier
treatment.

· Protecting the Central Pierce County sole-source aquifer.

· Providing barriers to reduce traffc noise on adjacent lands.

· Bridging wetlands to minimize harm.

· Providing wildlife cqrridor passages for continued movement öf wildlife within habitat zones.
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Tacoana Mall Access Project

RT/D Share ($ 2006)

RT/D Share ($ YOE)

$12 million

$17 million

lead Agency: WSDOT

There is currently no direct access from (-5 to the
Tacoma Mall and the transit station at this location.
Lack of a direct freeway connection cotributes to

traffic congestion on nearby streets and arterials, as
well as Queuing on I-S.

Currently, the 38th StreeUSteele Street intersection
operates at level of service OF" during the evening
peak period. It is not unusual for westbound traffc
Queues to extend back to the 1-5 interchange. over
a Quarter-mile east of this intersection. Traffc waiting
for the 38th/Steele Street signal blocks traffc exit-
ing from southbound 1-5. making weaving diffcult
for traffc wishing to access the Tacoma Mall retail
area.

Ths project completely alters the way southbound
1~5 traffc wil acces Tacoma Mall Boulevard, there-
by eliminating a seious Chokepoint at the 38th
StreeUSteele Street intersection. A ramp would be
constructed from the southbound 1-5 collector/dis-
tributor lane, crossing over the existing 38th Street
on-ramp, and intersecting Tacoma Mall Boulevard.
The ramp woLild widen from one to two lanes ap-
proaching Tacoma Mall Boulevard and the transit station tò provide more efficient traffic flow at the
intersection, which would be signalized_

RTlO funding would complete the facility_
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8R 410/SR 162 Congestion Relief Project

RTiD Share ($ 2006)

RTiD Share ($ YOE)

$58 million

$121 millon

lead Agency: WSDOT

This corridor is an important connector for residents
of eastern Pierce County. With recent population

and traffic growth in East Pierce County, including
the Sumner and Bonney Lake area, the corridor
is frequently congested. The proposed project will
focus on the most congested portion of the corri-
dor within the urban growth boundary: it would fix
a chokepoint by reconstructing the existing SR 410
and SR 162 interchange, and provide congestion
relief by adding lanes to SR 162 from the SR 410
interchange to the Puyallup River bridge.

It would also make improvements to the Traffic Av-
enue/Main SL interchange with SR 410. Sidewalks
would be provided from SR 410 to the Puyallup
River.

RTID funding would:

· Reconstruct the SR 410/SR 162 interchange.

· Widen SR 162 to five lanes with curbs and side-
walks from SR 410 to the Puyallup River bridge

(urban growth boundary).
· Modify the SR 41 OlTraffic Avenue interchange

RTID's investment wil be matched by local contributions.
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Non-Motorized Investnaents
RnD Share ($ 200)

RTJO Share ($ YO£)

$23 miflon

$35 mi1Jon

Lead Agencies: WSDOT. Pierce County

This projet will fund the design and construction of non-motoried enhancements to the RTID proj-
ects. Examples of possible projects include design and integration of bicycle and peestrian trails
into existing RTID project corridors. such as the Milton Interurban Trail adjacent to SR 167, and other
corrdors affected by RTID projects.

Pierce County wîl supplement this amount by $15 milion (YaEl for a total of $50 millon (YOEl-

HllD funding would:

. Design and construct non-motorized enhancements to RTID projects. including pedestrian and
bicle facilities.

Funding Partners: Pierce County

L.
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VII. Revenue Forecasts and Project
Funding
S!d!!m~!:_,_,_________m___'________..____..,__________________..__..'___.... _.. _",_,_ _ ....,h_..m__'___,____..,

This investment plan assumes RTID investments of $6_9 billon in 2006 dollars, over

a 20-year period beginning July 2008_ Costs and revenues were estimated in 2006
and are prested in both 2006 and year-of-expenditure dollars. The assumption

for the year-of-expenditure program investment cost is $9.5 bilion.

Two revenue sources are proposed: a 0.1 percent sales tax and a 0.8 percent motor ve-
hicle excise tax (MVE based on vehicle values and a depreciation schedule set by new
state law that is closer to "Blue Booktt value. In 2006 dollars, these tax sources generate
$4.7 bilion in revenue over the investment perod. In nominal dollars, these sources yield
$7.5 billon. The diference between program investments and estimated revenue is due to
borrowing. Bonding some of the revenue results in acelerating projects and leveraging
funds.

Flnançial,AssummKms an(LMethod_.__________m_~_________

This long-term financial pJan includes refinements based on a review performed by an ex-
'pert review team in June 2004 and also by a group of financial expers in April 2007.

The plan is maintained on a cash basis. It states and projects all sources and uses of funds
for the 20-year investment period, from 2008 to 2027, and the subseuent debt service
payments. The plan represents the revenue forecast. financial plan, debt amortization
schedules and expenditures for this period. The plan incorporates the 20-year investment
plan described in this report for projects addressing highway corridor ne8ds in RTID district
within King, Pierce, and Snohomish counties.

FungjmLSourc~s__._____________._______________h_______._______________.______

The RTID planning committee is recommending using two revenue source from the array
of revenue option provided by law. The RTID financial plan incorpoates a regional sales
and use tax of 0.1 % (RCW 82.14.430(1)J and a motor vehicfe excise tax (MVET of 0.8%

(RCW 82.14.430(2)).

RCW 36.120.05 section (9) prOvides that the regional transportation plan must identify the
facilties that may be tolled. However, the State transportation commission is designated
under state law as the current authority to impose toRs, set tolling rates, and collect tolls,
therefore this plan includes identification of facilities that may be tolled in the future and poli-
cies for coordinating with the state to represent the region's interests when and if toUs are
imposed by the state.
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Ini--emftQtatiQnßlJçtr-QllectiQn_QtI~_~s._______________._________.__._____ "nO, _,'.._

The RTiD finandal plan assumes all taxes will be implemented beginning in July 2008 with
the first actual collections occurring in September 2008. However, there is the possibil-
ity that the sales and use tax could be implemented as early as April 2008 and the motor
vehide exdse tax collections could be received as early as July 2008.

The RTID financial plan assumes collection costs to be 1 % of the total tax revenue. The
RTID is required to contract with the Washington State Department of Licensing (DOL) and
the Washington State Deparment of Revenue (OO), as appropriate for collection of the
motor vehicle excise tax (RCW 81.100.060) and the sales and use tax (RCW 82.14.050).
Current law states that the collecting department shall deduct a percentage amount not to
excee 2% of the taxes for administration and collection expense.

~a!!3-s_I~_T~?.Ds-f~r-Q!JJo_iti?LÇ9_i:S-trlJ~tk)n fQ! RTID Q!QÍec¿ts-____n________.__.

Th legislation authorzing the RTID included a mechanism for sales tax paid on the initial
construction of RTID projects to be transferred back to the project to defray costs. This
section of law was codified in RCW 82.32.470(1) and states:

· The tax imposed and collected under chapters 82.08 and 82.12 RCW, less any credits
allowed under chapter 82.14 RCW, on initial construction for a transportation project to
be constructed under chapter 36.120 RCW, must be transferred to the transporation
project to defray costs or pay debt servce on that transporation project. In the case of
a toll project, this transfer or credit must be used to lower the overall cost of the project
and thereby the corresponding tolls.

To calculate the sales tax transfer on RTID projects, several assumptions were made:

· The sales tax transfer applies to all RTiD projets.

· lh language of RCW 82.32.470(1) applie to an entire transportation project to be con-
structed under chapter 36.120 RCW.

· lh. a1loætion of sales and use tax revenues collected on the constructio of transpora-

tion projects applies only to the state share, currently imposed at 6.5%.

Projet expenditures were estimated by year in three phases: preliminar engineering,

right of way acquisition and costructio. Safes tax is paid only on the constrction phse;
excet in the cae of design-build projects. Although soe projects may use design-build,

, thee decsins have not yet been made_ For the purposes of making the initial estimates of
the sales tax transfer for each project, this plan assumes the use of desin, bid.. build con-
tractÌfg_ Based on that assumption, the constrution phase expenditures for each project
were reduced by 15% to represent the estimated amount of construction engineering and
other expses that would not be subject to sal tax.
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The saes tax rate of 6.5% was then applied to this net construction phase expenditure.
Since the sales tax must first be paid, then transferred back to the project, it was assumed
that the sales tax paid in a given year would be transferred back to the proj~t in the next
year.

fle't~n~e FQr~-sEn.g_~~lho.çJg!Qgy.."

The RTlo planning committee and Sound Transit are using the same tax base forecast to
calculate revenue from the proposed district and revenue sources. Both districts include
incorporated and unincorporated areas in the three counties.

To forecast revenues for King, Pierce, and Snohomish counties, the RTlo planning commit-
tee used Sound Transit's summer of 2006 regional forecast produced by Conway Pederson
Economics, Inc. (CPE). This long-term forecst was developed with a regional ecnometric
model that depicts the economic behavior of the tri-county region within the context of the
national ecnomic envionment and is based upo a national economic forecast developed
by a blue chip panel of economic forecasters and Global Insight. The national economic
forecst is an input into the regional economic model that combined with a separate model
of the aerospace sector and Microsoft accounts for the three major forecasting assumpc
tions underying the Puget Sound and county projections.

The model generates 25-year estimates of taxable retail sales and motor vehicle value
for the three counties and indicates, via the growth rates associated with the forecast tax
bases, the business cycles expected within the next 25 years. The variables used to predict
taxable retail sales include personal income, the unemployment rate and housing permits.
Per capita personal income, the driving age population, and the average value of motor ve-
hicles are the principal determinants of the MVET base. An adjustment is made to the retail
sales and use tax base to account for use taxes not captured by the CPE's model.

Sound Transit's MVET base is the sum of the original and depreciated manufacturer's sug-
gested retail price (MSRP) values of the vehicle fleet in the Sound Transit boundary area us-
ing the old statewide MVET valuation statute. The MVET base for RTlo woud be governed
by SSB 6247 (Chapter 318, Laws of 2006) that specifies a new method for caculating a
newly enacted local MVE more closely based on Blue Book valuation. The new method
uses 85% of MSRP or purchase price Cînd a longer depreciation schedule. The MVET
Study final report to the Joint Transportation COmittee (JTG), Januai 6~ 2006. concluded
that the new method for caculating local MVE enacted in SSB 6247 which include new
definitions for vehicle value and new market based annual depreciatiòn schedules are 26%
lower than the old statewide MVE valuation method.

The vehicle fleet data set used in the JTC MV study is from the DOL statewide vehicle
dCîtabase for 2005. It matches individual vehicles in the Sound Transit district with values
(85% of MSRP or purchase price) and the appropriate depreciation schedule for each
vehicle. Th reduction in total base MVE value from the old statewide method to the SSB
6247 method is 26% for 2005. This reduction is assmed as a constant throuhot the
forecast horizon. The forecast beyond 203 uses average annual growth rates for the ap-
plicable loc jurisdiction from the Sound Transit base forecast.

The tax base are distriuted among the three counties using shres of regional tax bases
coputed with historica data from the oOR, the DOL and Sod Transit collection.
Shaes for future perios are estimated with regresion model. The retail sales and use
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tax, and MVET rates are applied to the estimated tax bases to derive the RTtD revenues.
Revenues are converted from an accrual to a cash basis using a one-month lag for MVET
revenues and a two-month lag for retail sales and use tax revenues.

The regionl forecast provided by CPE's model estimates the tax base for the Puget Sound
region including King, Pierce, ànd Snohomish counties. These countywde tax base fore-
casts form the basis for Sound Transit's and the RTID's forecsts. The revenue estimates
for MVEf and retail saes and use tax rely on these countywide tax base estimates and are
adjusted for boundary differences between each county, Sound Transit's district, and the
proposed RTID boundaries. Adjustments for Sound Transit's boundary within each county
utilize the historical collections of actual MVE and saes and use tax to derive an estimate
of the Sound Transit tax base for that county. Projected annual growth rates in each coun-

ty's tax base from CPE's model are then used to determine the tax base forecast for Sound
Transit.

For the RT1D, a similar approach is used. In King and Pierce counties, the RTID boundares
are assumed to be the same as Sound Transit's boundary and therefore rely on the fore-
casts prepared for Sound Transit. In Snohomish County, the RTID boundar is larger than
Sound Transit's boundary. To estimate the tax base for the RTID in Snohomish County, a
simple approach of extrapolating from similar areas was used. Per capita MVET taxable
base levels were extended to the expansion areas using known per capita MVE taxable
base levels for the Snohomish County portion of Sound Transit and expansion area popu-
lation estimates provided by the Washington State Offce of Financial Management. Sales
tax base estimates relied on actual retail sales for incorporated areas from the DOR and
conseative assumptions for per capita taxable retaíl sales for the unincorporated portions
of the expansion areas. Projections for future penods are estimated using the growth rate of
each tax base as forecast in the Sound Transit regional forecast prepared by CPE.

The respective retail saes and use tax, and motor vehicle excise tax rates are applied to the
estimated tax bases to derive the RTID revenues.

lQllr~sLEar-!Jings-_____,..._________. ---.. ,. ,--- --'-'- - ,-

The financial plan assumes that tne RTID will earn a 4.0% rate of return on its cash bal-
ances throughout the planning period from 200 until the debt is retired_

ßondJn9.. A§sy!:Q!tg-ns-__..___.__h__ __ ___.____ ..--------.-- .-------------' -,---.-------.----..---

The RTID execive board po/icy direction is to use debt strategicaly to leverage the pur-
chasing power of the revenue from the district. /n addition, bonding will allow critical proj-
ects to be acceated into the early years of the program. If the board were to rely on cash
only, funding for most projects would not accrue sufficiently for construction to proceed
until the mid-point of the 20-year plan.

The RTID may issue general obfigation bonds or other evidences of indebtedness, $ecured
by the plee of one orffore of the taxes, tolls, charges, or fees authorized to be imposed
by the district, in an amount not exceeding , together with any existing indebtednes of the
district not authorized by the voters. 1.5% of the value of the taxable proper within the
boundaries of the district The bonds would be issued and sold in accordance with RCW
39-46.
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This plan would allow the RTID to enter into agreements with the tead agencies or the state
of Washington to pledge taxes or other revenues of the district for the purpose of paying
in part or whole principal and interest 011 bonds issues by the lead agency or the state of
Washington. The agreement pledging revenues and taxes shall be binding for their terms,
but not to excee 30-years, and no tax pledged by an agreement may be eliminated or
modified if it would impair the pledge made in any agreement. (36.120.130 RCW)

The current bond capacity at 1.5% based on the 2006 assessed propery valuation within
the Sound Transit boundary is $5.6 billon. This does not include the additional assessed
prope valuation for the expanded RTID boundary in Snohomish County.

'The current financial plan for RTID estimates issuing approximately $6.3 billon during the
20-year investment period. Since bond pnncipat is paid down throughout this period, the
highest level of outstanding bond principal is estimated to be $5.5 bilion in 2026. This
amount is right about the $5.6 billon level of capacity based on the 2006 valuation de-
scribed above without including the Snohomish County expansion area. Additionally,
during the past decade, the total assessed valuation in the three-county area has more
than doubled, growing by 7.4% annually resulting in a bod capacity growth of $3.0 billon.
Therefore, it is reasonable to assume that there will be sufcient growth in assessed valua-
tion to provide a surplus bond capaci throughout the 20-year investment period.

In the unlikely event that the borowing nee would exced the 1.5% of assessed proprty
valuation threshold. with the approval of three-fifths of the voters voting at an election, the
RTID may issue general obligation bonds or other evidence of indebtedness as long as the
total indebtedness of. the district does not exceed 5% of the assessed value of the taxable
property within the district.

The RTID may at any time issue revenue bonds or other evidences of indebtedness. se-
cured by the plege of one or more of the revenues authorized to be collected by the
district. to provide funds to carr out its authorized functions without submittng the matter
to voters of the district. .

Once construction of projects in the plan has been completed, including contingency
projects, revenues colleted by the district may only be used for the following purpes:
payment of principal and interest on outstanding indebtedness of the distrct; to make pay-
ments required under a pledging agreement; and to make payments for maintenance and
operations of toll facilities as may be required by toll bond covenants. The RnD investment
plan may include a fist of contingency projects and the RTID may submit a new investment
plan to the voters

The financial poicies adopted by the RTID executive board encourage a conserative use
of debt The RTID's debt serviæ coverage ratio policy will be set at a minimum coverage
ratio of 1.25 for gross revenues over annual debt servæ costs.

The plan assumes that bods will be structured with a 3O-year term in accrdace with
RCW 36.120.130, with principal payments deferred for fie yeas as needed. The plan as-
sumes 1.5% isanæ cot and the ending balanc ofsi months debt servæ or greater.'
All program debt serviæ could be paid off as eay as 2037. .
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A group of financial experts consisting of investment bankers and financial consultants re-
viewed the financial plan in June 2004. The group noted that the financial plan found a bal-
ance between interest rates and debt service coverage. At that time, the panel concluded
that the financial plan could assume a bond rating of "A".

Interest Rates____.. __ __.........___._ ......h......._... " ,_,...',

The financial model assumes that the agency can, on average borrow at 6.0% interest rate
for its long-term bonds. If interest rates were to rise substantially from the current levels
and remain at those levels for a prolonged period, the agency's borrowing costs would rise
and there would be a corresponding increase in its debt service and a reduction in its total
financial capacity. If the interest rates were to drop, the borrowing costs would decrease,
debt seice would decrease and there would be an increase in financial capacity.

Summary of Financial Assumptions
--._---------._..._-_._-...__.__.-._.~.._-_._---.-.__.- --------._-_.._--~--- ...__._._._...

Funding Sources
Sales and Use Tax Rate: 0.1 %

Sales and Use Tax Annual Average Growth (2008-2027): 5.1%

MVE Rate: 0.8%

MVE Annual Average Growth (2008-2027):5.2%

Annual Average Inflation Cost Index (2008-2027)
Construction Cost Annual Average Inflation (King and Pierce counties): 3.5%

Costruction Cost Annual Average. Inflation (Snohomish County): 2.3%

Engineering Cost Annual Average Inflation (King and Pierce counties): 3-5%

Engineering Cost Annual Average Inflation (Snohomish County): 1.9%

Right of Way Cost Annual Average Inflation (all counties): 7.0%

Borrowing Rates

Bond Interest Rate (Ievel..loaded): 6.00%

Bond Interest Rate (interest-only first 5 years): 625%

Bonding
Bond Term (level-loaded): 30 years of principal and interest payments.

Bond Term nnterest -only first 5 years): First 5 years include interest only payments fol-
lOwed by 25 years of principal and interest payments.

Bo Issuance Costs: 1.5% of Par Value

Gross Debt Servce Coverage Ratio: ? 1.25

Debt Service Resrves: 6 months of debt service

Administrative Costs
Annual RTID administrative costs: $2 millon i¡: 2008, later years are inflated by the Implici

prce defltor for personal consumption as forecasted by Global Insight in februarY 2007.

DOL and OOR Tax Collection Costs: up to 1 % of ta revenue

Other
Interest Eamings Rate: 4.0%

pa 87



Aeio Tranatio Invmet Disri
June 8. 207

~1r..ari~i~L~~cl~ng-l3es~!ts,." ________ ,____.__________.._._ _______________________________________

The table below presents a summary of the projected sources and uses from the RTID
20-year investment plan (2008-2027). The financial plan is based upon the policies, co-
tingencies, and assumptions described in this document induding the capital plan rec-
ommended in the most current 20-year investment plan presented to the RTID executive
board on May 31, 2007 and maintaining adequate debt service coverage ratios and re-
serves_

Detailed modeling results are included in Appendix C, Financial Plan Assumptions.

RTID 2007 Fiaancial Plaa-T1Menty-Yearlnvesbnent Plan
Sources & Use of Funds 2008-2027

(data displayed in millions of noflnal dollars)

Sources of Funds

Tax Revenue

Sound Transit Area

Expansion Area

Subtotal Tax Revenue

Sales Tax Transfers

Bond Proceeds
Interest Earnings

Total Sources of Funds

Uses of Funds

Administration

Debt Service
Project Expenditures

Total Use of Funds

Balance Before Debt SeMce

Debt Servce Reserve

Balance After Debt Service Resrve

Rnancial Risks

In order to gauge the vulnerability, the RTf 0 financial plan considered the following risks:

Local Tax Revenue Growth.

The RTID financial plan relies on an indepndent forecast of its loca tax bases. The fore-
cast does flot anticipate another recession in the nea term. Long-term economic fore-
casts are inherently uncertain and actual economic growh in the regio could stil be lower
ttian the revied forecat. especially if we experiene a period of stagflation on the path to

full economy recover. If revenue growth were below th revised forecast, RTlO's near-tt)
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revenue collections as well as its long-term bonding capacity would be reduced.
A stress test was made to the financial plan model to analyze its sensitivity to changes in
the economy. To test the RTIO's financial plan sensitivity to alternative revenue projections,
a typica business cycle of expansion and contraction was imposed over the long-term
trends used in the base analysis. A seven-year business cycle was derived from historical
information that reflects an expansionary time penod and a recessionary time period. This
business cycle was repeated throughout the forecast of 2008 to 2027. To significantly
stress the financial plan, the first two-year reèessionary cycle began in 2ooB. The financial
plan model was able to manage the cash flow with the impact of the stress test requir-
ing an increase to bond proceds of $63 millon over the 20-year investment period. This
increase in bonds decreased the lowest debt serice coverage ratio by 0.06%.

Inflation

Inflation estimates impact both the sources and uses of the financial plan. The RTIO
financial plan is required to present costs in both current year dollars and year-of-expen-
diture dollars (YOE). Current year for purposes of this report is 200 because that is when
cost estimates were completed. The revenue and expenditure detail tables in Appendix C
display both current year dollars and YOE dollars allowing for an easy comparison between
the RTIO (roads) and Sound Transit 2 (transit) funding packages.

The Puget Sound region has experienced a relatively mild period of price increases for
general goo and servics. For example, the Consumer Price Index (CPI) grew at 1.9%

in 2002, 1_6% in 2003, and 1.2% in 2004. However, higher energy prices due to an esca-
lation of the conflicts in the Middle East, the disruption of supply due to natural disasters
such as hurricanes Katrina and Wilma, and continued rapid growth of the Chinese and
Indian economies have resulted in recent spikes of inflation on construction materials.

Interest Rates
The financial model assumes that the agency can, on average, borrow at 6.0% interest rate
for its long-term bonds. If interest rates were to rise substantially from the current levels
and remain at those levels for a prolonged period, the agency's borrowing costs would rise
and there would be a corresponding increase in ils debt service and a reduction in its total
financal capacity. Interest rates are currently relatively low, but the Federal Reserve Board
over the last several years has increased the federal funds rate in an effort to rèduce the
risk of inflation.

Management
To manage the risk of revenue collections becoming lower than forecasted amounts, signifi-
cant cost increases, or interest rate increases, RTIO will:

. Guard agaist any proposed legislation that would erode the tax base;

. Revew policy decsions regading cash resrve levels;

. Cotinuously monitor trends in tax collections and update the financial model used to
develop the long-ter revenue forecsts in order to prOvide an early warning for potential
isss.

. Seek the financial advice of its expert panel of investment bankers and financial consul-
tants and;

. Continuously monitor trends in the bond market and update the fmancial plan in order to
provide an earty warning for potential issues.
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VIII. SR 520 Funding Strategy

Summary

This funding strategy includes a menu of financing elements that wil provide
sufficient funds to replace the SR 520 bridge and make the necessary con-
nections between 1-5 and 1-405. Of course, not all of the options presented

here wiU be used; this funding strategy provides a sound foundation for moving
ahead while design and engineenng work continue to refine the project costesti-
mates. This funding strategy moves the state and region forward in another impor-
tant step toward replacing the SR 520 bridge.

l\~S-ackgrounQ..____.

Thousands of citizens depend on SR 520 ever day. The corridor connects large
employment centers, including the University of Washington and Microsoft. It is an
economic lifeline for the Puget Sound region and Washington State. The 42-year-
old structure is vulnerable to failure and must be replace. With the replacemant of
the bndge deck, additional improvements are necesary to make connections func-
tional through dense uran areas, address community needs, and to addres sensi-
tive environmental conditions between 1-5 and t-405. The. complxity of this project
requires close collaboration between loca, regional, state, and federal offcials.

In 2006, the Washington State legislature instructed the Regional Transportation
Investment District (RTID) to:

".. . develop and include in the regional transportation investment plan a funding pro-
posal for the state route number 520 bridge replacement and HOV project that as-
sures full project funding for seismic safety and conidor connectivty on state route
number 520 between Interstate 5 and Interstate 405. n ESHB 2871.

,_S__S-tt!Jation TQd9-y.__.._.-,_...,_..______.~_.._..._____._..______...____.

Project Definition

The Washington State Legislature has defined the project as a six-lane configuration
with four general-purpose lanes, two HOV lanes, and with the ability to accomo-
date high capacity transit (ESSB 6099). A mediator will work wih intereSted parties
to develop a Project Impact Pla that addresse impacts of the project on Seatte
neighborhoods, parks and the University of Washington. ESSB 609 also sets forth
a proces for integrating high caacity transit, highway, and bus transit plannin -in
this coridor.

The Seattle Ciy Conc on Ap23, 2007, passed a resution that desibes the
city's prioities for the six-lane-brige replaceent

The State of Washinton and loc junsdictions on the east side of Lake Washington
support corridor connections and the mitigatio desibecin SR 520 project envi-
ronmental documents. These incude connection to a multi-use path on highway
lids between Medina and Clyde HiD, and improved transit acces to SR 520.
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Project Costs and Future Action

WSDOT has updated project costs that were reviewed by an expert review panel in
the fall of 200. The current cost estimate for the entire six-lane corridor from 1-5 to
1-405 ranges between $3.9 bilion and $4.4 billon. Construction is expected to be
staged so that the pontoons necessary for the bridge replacement wil be started in
2008; the SR 520 bridge replacement is currently scheduled for 2011-2018.

The City of Seatte, the RTID executive board, environmentalists, and neighbor-
hood activists, have asked the State DOT to revisit engineering road standards and
to use context-sensitive design in this corridor similar to that use by other states.
Revisiting design standards and conducting value engineering may reduce project
costs and at a minimum protect the public from unexpected cost increases. The
Governor's expert review panel report in 2006 also recommended tHat value engi-
neering be conducted on this project.

Identifi.ed Funding

The State of Washington has designated $560 m~lion for the project and has also
created a funding pool of up to $1 billon for the SR 520 corridor project between
I-Sand 1-405 and for the Alaskan Way viaduct replacement.

The State of Washington has prioritized its federal bridge and transit funds through
2021 to the SR 520 corridor in the currently adopted 16-year spending plan associ-
ated with the state transportation budget and the Legislative Evaluation and Ac-
countability Program committee (LEAP) transportation project list.

Since at least 2003, tollng has been contemplated as an essential revenue source
to both finance bridge construction and to manage reliable system penormance.

. Used as revenue to support repayment of bonds, tolls have been estimated to
provide $700 millon - $12 billon for the project. Several technical studies and a '
recent finance study have been completed to assess the feasibility of tolling in this
corridor and the impact .of traffc diversion on 1-90. The United States Department
of Transportation, Urban Partnership, is considering designating this corridor for
congestion relief funds and technology investments to facilitate future tollng.

The Roads & Transit plan to be presented to the voter this fall wil include $1.1 bil-
lion in the RTID plan to finance construction in this corridor.

fn addition, viable bonding options could strengthen the regional district's financing;
result in lower interest costs and thus more fundng for the project. For exaple,
state or federal backng of regional bonds for King County projects could reduce
financing costs by up to $200 millon. These funds could then pay for direct project
costs. The federal government leverages regionally significant projects by providing
credit assistance in the form of loans. loan guarantee and stand-by lines of credit
through its Transportation Infrastructure Rnanæ and Innovation Act (TIRA) program.
TIFIA currently has $2 bilion in active credit agreements. , i
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RTID authority includes a proviion to transfer sales tax on construction of the transporta-
tion projects it funds to reinvest in the project. Extending this proviSion for other mega
projects in the region would allow the state to transfer gas tax funding to SR 520. For ex-
ample, the sales tax transfer for construction costs on 1-405 and the Alaskan Way Viaduct
could save those projects $140 million. That $140 milion in gas taxes currently pledged to
those projects could then be transferred to SR 520.

Ç~nncjples to Move Forward on SR 520

The following principles underlie this financial strategy and wil guide future actions on the
SR 520 corridor by the RTID board:

· The six-lane bridge configuration has been decided. Design standards will be responsive
to the context, setting, value engineerg and cost savings.

· The choice of Montlake or Pacifi interchange will be selected before construction be-
gins. except for pontoon construction.

· Mitigation is inseparable from construction of the bridge replacement and connections
on both sides of Lake Washington.

· Until construction is completed, the public wil be protected from safety hazards by con-
tinuing to manage bndge closures and the assrance of full coriidor funding.

· Future tollng in the corridor, which will be set by the State of Washington, will be compa-
rable to tolls on the Tacoma Narrows bndge. reinvested in the corridor, and managed to
ensure reliable system perormance.

· The region will work with the state to optimize regional revenue by maximizing the financ-
ing stllcture to benefit direct project investment and reduce financing costs. Examples
incude backing of regional bonds through state or federal programs. This will allow the
state, in partnership with the federal government and the region, tofully fund the SR 520
corridor without raising new state taxes for the project.

· The region will maintain maximum flexibility in developing the legal authorizations gov-
erning its debt so that it retains options for future financing structures. It is too early to
determine the optimal mix of borowing mechanisms.

· The state will consider transferring sales tax from other transportati mega-projects.
thus freeing gas taxes to be transferred to the SR 520 project.

· Project cost estimates will be updated and reviewed at key bencharks during design,
engineerng, and bid preparation to ensure value engineering is use and that costs are
controlled.

A vote for the Roads & Transit plan is a vote for bridge replacement. Without regional fund-
ing the state will need to raise an additiona $1.1 billion for replacing the bridge deck and
makin the connetions between 1-5 and 1-405.
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D. Legislative Responsibilty for the RTID and the Financial Strategy
IDt~nt_ ~.Pli-G-iQl~s_ _____,_,______.____.___..___ .__ _____m_____ _________ ,_ "____-'______. ____mUm. _ "

In 2006 the state amended the authorizing statute for regional transportation investment
districts to include the following regarcfng the SR 520 project:

The planning committee mut develop and include in the reional transportation investment plan a
funding proposal for the state route numbe 520 brie replacement and HOV project that assures full
project funding for seimic safety and corridor connectivit on state roue 520 betwee Interstate 5 and
Interstate 405. (RCW 36,120.045.i

The strategy descrbed in this reprt is the recmmendation to be acted upon by the Re-
gional Transportation Investment District planning committee to fulill this requirement.

This strategy shows that there are suffcient funds identified to assure full project funding
for seismic safety and corridor conectivity on SR 520 between 1-5 and 1-405. Furter, the
strategy meets the requirements of RCW 36.12.040, that states:

The overall pIan must leverage the distdcts finaia contributions so that federal, state, loca and other

revenue sources continue to fund major congetion relief and transportation capacity improvement proj-
ects in each county an the district. )¡ combination of loal, state, and federal revenues may be neces.
sary to pay for tranrtation projects, and the plnning comfT1tee shall consider all of these revenue

sources in devefopirrg a plan.

s.:. S~~§!Ion J Oçl_,!y~~S!~1t3 and_!:Q9.§JliQ9!eSS _.._____~__._____. ..._______.____.__._

State Defines Project in ESSB 6099: SR 520 Legislation

The Washington State Legis-llture through legislation (ESSB 6099) has defined a six-lane
configuration with four general-purpose lanes, two HOV lanes, and the ability to accommo-
date high capacity transit. A mediator will work wih interested paries to develop a Project
Impact Plan that addresses impacts of the project on Seatte neighborhoods, parks and the
University of Washington.SB 6099 also sets forth a process for integrating high capacity
transit, highway, and bus transit planning in this corridor. A finance plan must also be pre-
pared and submitted to the Governor and the legislature's Joint Transportation Committee
by Janua 1, 2008. That plan must include state and federal funding, at least $1 bilion in
regional contributions, and revenue from tollng.

This financial strategy is a significant coponent of that financia plan.

Local Jurisdiction Resolutions

The Seatte City Council on Aprl 23. 2007, passed a resolution that lays out the city's priori-
ties for the six-lane bridge replaceent.

Loc jurisdictios on the eastside of Lake Washington and th State of Washington sup-
port cordor connections and the mitigation descrbed in SR 520 project environmental
documents. These inClude connections to a multi-use path on highway lids between Me-
dina and Clyde Hil and improved transit acce to SR 520.
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F_Proj?_çt.GQsts,9ria Fl)-I.lxa_!\çlioQs___._______ _____.

WSOOT has conducted project cost updates and current cost estimate for the six-lane cor-
ridor from 1-5 to 1-405 ranges between $3.9 billion and $4.4 billon. Construction of pon-
toons necessary for the bridge replacement will be started concurrently with the final design
and mitigation efforts. The SR 520 bridge replacement construction is currently scheduled
for 2011-2018.

The City of Seattle, the RTID executive board, environmentalists, and neighborhood activ-
ists have asked the State DOT to revisit engineering road standards and to use context
sensitive design in this corridor similar to that used by other states. Revisiting design
standards and conducting value engineering can reduce project costs and at a minimum
protect the public from unexpected cost increases. The governors expert review panel
report in 2006 recommended that value engineering be conducted on this project.

The following excerpt is from Governor Chris Gregoire's findings and conclusions report on
$R 520, December 15, 2006:

In 2006, the L8gslature directed the Governor; along with the Clrs of the Senate and House Trans-
portation committee and the Secrelary of Transportatio, to form an Exper Revief/v Panel to revie the
funding and implementation plans for ,he SR 520 Bridge Relacement and HOV Projec to de/erin if
they wee reasonable and feasible. The law provided the panel should incude experts in relevant fields,
such as planning, engineering, finance, law. the environment, emging transportatin technlogies,
geography, and economics.

'Th Ex Review Panel found the project implementation plan comprehensive and suffcient for the
leve of design development, no,ing the SR 520 project design and construction plans are sti/f in the
preliminary stages.

WSOT has estimated costs lor a Four-Lane Alternative, a base Six-Lane Alernative, an a Six-Lane
Afternative with the Pacific Street Interchange desgn option. The cost estimate for the Six-Lane with
Pacic Interchange also includes the removal of the MontJe freay transt stop, relocation of the bikel
pedestrian path to the north of the highway on the Eastsie, and improvemets to the South Kirkland
Park and Ride at 108th Avenue NE.

nie most recent project cost estimates wem prepared in response to comments made in the Septem-
ber 1, 2006, Expert Review Pane! reprt. The Ex Review Panel reviewed the project finance and

imleentation plans to determine if the key assumptions upon which they were based were feasible

an suient.
The Panel found that the Cost Estimate Validatio Proc used by WSOOT to develop the cost es.
timates is a valid methodolcgy for evaluating tlìe variability of cot and scedule predictios due to
unforeseen riss and opportunliies. The Panel also commted that this cost estimate methodogy
repesents a ubest practicer. and is gaining populary nationaly. However the Panel noted tht th
cost estimates did no consider the recent worlwide constlUtion cost infltion il".creaes, and that the
geal inflation rate applied to the estimates was too low. The pael also obsered that both projects
are in a ves early stage of design.

As a result, the Panel recommer.ded ti'.at WSOOT broaen the cot esimate range to acknowfege that
there are unknwn issues at such an ealy design phse, and at the same time tlie panel recommeed
that for bugeting purposes the cost tht had a 60% confidence level of not being exceed should
be uSed_ This fiure has bo labeed as uthe most hkel cost.. Finally, the Pane also recmmened
that tJie proect cost es!Íf1âtes be updted when approximael 15.20% design engineing work iscompleted. '
In respoe to the. Ex Revie Pane's findings and the Governor's requet. WSDOT completed a

cost reluatin of tlìe project alternatives that consider new information about the likely impact of:

rect wordwde costruction cost infltion on projet costs, an effects of inceased constructin
costs tht have reslîed from the act~/ity to adds Huricane Katrin damage, which occurred after
Drigina cost estimates. .
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The reevaluation found that the most likely cost for the base Six.Lane Alternative (4 General and 2 HOV
Lanes) is $3.90 billion.

The reevaluation found that the most likel cost for the Six-Lane Alternative (4 Geeral and 2 HOV Lanes)
with the Pacific Stree Interchange is $4.38 bi/lon.

Panel members parpated in the cost reevaluation and found that "thee new cost rangeS more 'ae-
curateiy reflect the uncertainty associated with both projects at this ealy stage of design. "

The Exper Reie Panel found that after the proiect has reached 15 to 20 pecent design, cost esti-
mates should be upated.

(). _ ¡Ç) S!! t)fi ~g. _.E~~~QçJÜ:~g__________.______._ ... ____ .._..____..__~~~__.__..__ ____~____..___._'_'____.._.h_.-------..____ __..._.

State Transportation Budget 2007-09

To reserve adequate funding for the SR 520 bridge, the 2007-09 Transportation Budget
Conference Report identifies funds consisting of:

· $560 millon in state funds;

· $110 millon in federal bridge funds;

· $200 millon in federal transit funds expeted to be allocated by the Puget Sound Re-
gional Council; .

· Access to a $1 bilion pool of funds earmarked exclusively for either the Alaskan Way
viaduct or SR 520 bridge. Since the viaduct's total state funding is limited. the range of
additional funds available from this pool to SR 520 is from $60 millon to $1 billon.

Sources identified in the 2007-09 State transportation budget range from $900 millon to
$1 .3 billon.

The conference report goes on to state:

It is expted ttiat revenues from RTlD, tolling and other funding mechanisms will be used to fund the
remainder of the project's cost.

Regional Contribution

The Roods & Transit plan to be presented to the voters this fall by the Regional Transporta-
tion Investment District (RTID) will include $1.1 billon to finance construction in this cor-
ridor. In addition, optimizing the financing structure could also reduce interest costs by up
to $200 million. Those interest savings could be spt on direct projec costs rather than

finance charges.

State sales tax transfer for construction costs on 1--5 and the Alaskan Way viaduct would
yield up to $140 milion in savings for those projects; This would allow the transfer of gas
taxes, now decicted to those projects, to SR 520.

Tollng Assumption

Since at least 2003. tolfng has be contemplated as an essntial revenue sorce to both
finance bridge construction and to manage relable system perforance. Used as revenue
to suppo repayment of bonds, tolls have bee estimated to provide $700 million - $1.2
billon for the SR 520 project. Several technica studies and a recet finance study have
been copleted to asss the feasibility of tolling in this coridor, and the relationship to
1~90 and traffic diversion.
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A report prepared for the Office of the State Treasurer by Seattle-Northwest Securities Cor-
poration and Montague DeRose and Associates. LLC (March 28, 2007) presents several
tollng scenarios that the state might consider. Tolls, when bonded, could contribute from
$1.28 billon to $2.85 billon, depending on the assumptions used for when tolls are im-
posed and whether or not both SR 520 and 1-90 are tolled. (See page 29 of the Treasurer's
report).

At the time the Treasurer's report was issued it showed $1 A billion as unfunded if only SR
520 is tolled. This report was issued prior to approval of the 2007-09 State transportation
budget that identifies between $900 milion and $1.3 bilion in state and federal funds. The
Treasurer's report stated:

Regrdless of the bonding vehicle (s) c/iosen, in order to be financially feasible, Ihe state must elect
eit/ier to lj toll both the SR 520 and 1.90 bridges or 2) contribute additional funds to the project con-
struction costs. Without additional funding, some tolling of both bridges WI)J be likel prior to completion
of the project.

The legislature's budget for 2007-09 and the associated spending plan identified up to $1.3
billion of the Treasurer's identified shortfall in the scenario that assumes tolling only SR 520.

One goal in determining tollng feasibility is minimizing traffic diversion to non-toll highways
to avoid impacting traffic in other corridors and to keep tolls affordable. A technical memo-
randum prepared by Parsons Brinckerhoff for WSDOT in May 2007 assessed toll rates and
traffc diversion under a variety of scenarios. Assuming tolls only on SR 520; imposed after
brdge completion in 2018 and using variable rate tollng, the weighted average toll rate
in 2018 dollars would be $3.07 each way, or $6.14 round-trip. This is comparable to the
forecasted toll charge at the Tacoma Narrows bridge in 2018.

The United States Department of Transportation (USD01), Urban Partnership, is consid-
ering designating this corridor for congetion relief funds and technology investments to
facilitate fulure tollng. A grant application submitted by King County, PSRC, and WSDOT
is pending with USDOT.

RTID will coordinate with the .state on future tolling in the region. State law (RCW
36.120.050) states:

The (RTlD) planning committee may recommend th imposition or aut/iorizaticn of vehicle tolls on new
or reconstrted locl or regonal arterials or state òr federal highways within the boundaries of the dis-

trict if the following conditons are met:

Any such tolls must be approved by the state tranportation commission or its successor statewide
tolling authority; the regional plan must iden-tfy the facilits that may be tolled; and unless othese
spea7ied by law the dearmènt (WSOT) shal administer the collection of vehicle tells on designated
failitie and the state transportation comnYssn or its successor S/7all be the tolling aut70rity.

Sales Tax Transfer on Initial Construction for RTiD projects

The legislation creating the Regional Transportation Investment District included a mecha-
nism for sales tax paid on the initial construction of RTID projects to be transferred back
to the project to defray costs. This section of law'was codified in RCW 82.32.470 (1) and
states:
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The tax imposed and coOected under chapters 82.08 and 82.12 ReIN less any credits allowed unde
chater 82.14 RC on initia construction for a transportation project to be construted under chapter
36. 120 ReIN must be transferred to the transportation prot to defray costs or pay debt serice on

that transpoi1ation project In the case of a toll project. this transfer or credit must be used to lower the
overaD cost of the project and thereby the corresponding tolls.

This provision could be extended to other mega-projects in the region not currently in the
RTID program such as the Alaskan Way viaduct replacement and 1-405 corridor improve-
ments. Thse projects could save $140 millon by extending this provision. That savings
would allow the transfer of a corresponding amount of gas tax now dedicated to those
projects. Approximately $140 millon could then be transferred to SR 520 construction
costs.

Minimized Financial Costs

State law provides authorization for the district to work with the state to issue debt RCW
36.120.130 states:

The district may enter into agreeents with... the State of Washington, when authorzed by the plan, to
pledge taxes or other revenues of the district for the purpose of paying in par or whole principal and
interest on bonds issue by ... the state of Wasington. The agreeents pledging revenue and taxes
shaD be binding in their terms, but not to exce thirty yea, and no taxes pleged by an agreement
may be eliminated or modifed if it would impir the pledge in any agreent.

. Further RCW 36.120.200 establishes:

The regional transportation investment district account is created in the custody of the state treasurer
The purose of this account is to act as an accunt into which may be deposited state money; if any,

that may be used in conjunction with district mone.v to fund trportation projects.

RTID may issue bonds pursuant to RCW 36.120.130, payable from sales taxes and MVET.
Becuse the RTID bonds would be paid only from the two excise taxes, including sales
taxes that tend to fluctuate in response to seasonal and economic cycles. the bond mar-
ket (and the proxies for the bond market in the form of the bond insurance companies and
ratings agencies) may reqire RllD to make relatively conseitive assumptions in connec-
tion with the issuace of its bonds. These conserative assumptions are embeded in the
financial plan for RTID.

Given that the purpose of RTID is to provide funding for state highways, the state is a
potential source of assistance to reduæ interest rates an thereby contribute more regional

funds to direct projct costs. State credit support could take the form of eithe state bonds

or a state guarantee. The state could issue bods to directly finance RTID improvements
that the state itself could fund. and the RllD taxes could be pledged to the state for repy-
ment of the bonds.

RTID wil work with the Washington Stae Treasurer's offæ to explore ways to leverage the
district's revenue using toos suc as credit supprt, credit enhancements, state bods, or
state guarantees. Other tools wil also be explored as identified by the State Treasuer.
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State debt issuance requires 60% approval of state house and senate OT 50% approval
and voter consent. (Washington State Constitution, Article VIII, Section 1(i)J. State bonds
payable directly or indirectly from "general state revenues" are subject to both constitutional
and statutory debt limits.2

The state may issue motor vehicle fuel tax bonds for state highway purposes. which are
further secured by a pledge of the full faith, credit and taxing power of the state, without
incurring "debt". State motor vehicle fuel tax bonds are not subject to either the constiu-
tional or statutory debt limit.

Although the state may pledge its full faith and credit to its motor vehicle fuel tax bonds
without consuming state debt capacity, the constitution and statutes require that the
legislature provide suffcient revenues from motor vehicle fuel taxes to pay debt servce on
motor vehicle fuel tax bonds.

If the state issues motor vehicle fuel tax bonds to pay for RTID projects, the state would
need to provide for motor vehicle fuel taxes to pay the bonds even though RTID would in
fact reimburse the state for debt service on the bonds. Issuing motor vehicle fuel tax bonds
may, as a practical matter, impact the availability of motor vehicle fuel taxes to be pfedged
tö other state motor vehicle fuel tax bods. The RTID projects would also need to qualify as
a proper expenditure for state motor vehicle fuel taxes.

This action would require approvp.1 by the state finance committee composed of Governor,
Lieutenat Governor, and State Treasurer.

Th State Treasurer's report on SR 520 notes that it is too early to refine the plan of finance,
or to determine the optimal mix or sequencing of general obligation (GO)/motor vehicle
excise tax (MVE bonds and revenue bonds:

. .. there are some planning level enhancements which ca be considered at this time: nìe state may
have the opportunity to reduce overalf borrowing costs by implementing a program that includes interim
financing. This would involve the use of a short-term GO/MVET borrowing facility (interim loan or com-
mecial papr) in th early stages of coiistruction. We estimate that the aggregate overall debt serice

cost saving for suc a program as compared to issuing 30-yearGO/MVEf bonds, would be over $500

mi7/ion.

(page 18 an Appedix B of the Treasurer's report on SR 520 funding alternatives).

2 The statutor exemptio provides as follows: 'A pledge of it M fah, cred and taxin poer of the state to' guaran.
tee it pat of any obigatio payab from any of revenue re from any of it follo soce (a) the fee

COleted by the state as iíc fee fo. moto. vehcl (b) exds taxes coed by th state on th sa. dinbu, or

, us of moo. vele fue; and (c) interest on the pemant co sc flJ PROVDED, That it legure sh.
at an tim, provid suft revenue from suh sorces to pay it priri and interest due on all obrrgtions for which

said souræ of reveue is pleged. RCW 39.42.08.
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Appendix A: Narrative Description of the RTID Boundary
The following description provides a listing of the features that were used as the
boundary for the Regional Transportation Investment District as approved by Resolution
No. PC-2oo7-02 on June 8, 2007. The names for the physical features are those
contained in the 2001 Thomas Guide. All references to city limit boundanes and
corporation boundories are those that were in force as of August 1996, unless otherwise

stated. All references to roads and highways refer to the right of way of that road or
highway which is farthest from the center of the Regional Transportation Investment
District as described in this text. unless otherwse stated. All references to railroad,
power linè and pipeline right of way refer to the right of way which is farthest from the
cenler of the Regional Transportation Investment District as described in this text unless
otherwise stated. All references to rivers, creeks and other waterways refer to the
center of the centerline of the water body, unless otherise descnbed.

SNOHOMISH COUNTY

Beginning at the intersection of Puget Sound, Snohomish and King County boundary
line.Follows east along the county boundory line to the east boundary line of parcel
#27063600400500, to Ihe point of beginning

North along east boundary fine of parcel #27063600400500 to the northeast comer of
parcel #27063600100400,

West along north boundory of porcel #27063600100400 to the east right of way line of
State Route 203.

Follows north along the east right of way line of State Route 203 to the intersection of

the easterly boundary of parcel #27061200 I 00500,

Northeasterly and west along porcel #27061200100500 boundary to east right of way
line of State Route 203,

North along the east right of way line of State Route 203 to the south boundaiy of the
Monroe Urban Growth Area ("UGA'") in force as of 2007,

Continues east. north and west following along the Monroe UGA boundary to
intersection of parcel #28062500400700 boundary,

Continues north, west and south along parcels #28062500400700 and #28062500401600
boundories to Monroe UGA intersection,

West along the Monroe UGA boundory to intersection of east boundary of parcel
#28062500303600,

, Northeasterly and west around parcel #28062500303600 to intersection of the Monroe
UGA,

Continues north along Monroe UGA to 400 feet west of Robinhood lane,

Continues along the north nght of way line of Trombley Rd to the east right of way line
of 16Jlh Ave SE,

North along the east righf of way line of 1671h Ave SE fo the north right of way fine of

Westwick Rd,
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West along the north right of way line of Westwick Rd to the east right of way line of
I 63rd Ave SE,

North along the easf right of way line of I 63rd Ave SE to the north right of way line of 88th

st SE,

West along the north right of way line of 88lh st SE to the east right of way line of 147th
Ave SE,

North along the east right of way line of 147th Ave SE to the north right of way line of
Three lakes Rd,

West along the north right of way line of Three lakes Rd to the west right of way line of
123rd Ave SE,

North along the west right of way line of 123rd Ave SE to northwest corner of parcel

#28060600300200,

West along the north boundary of parcel #28060600300200 to the east right of way line
of US Route 2,

North and west along the east and north right of way lines of US Route 2 to the parcel
#28060500202200 boundary,

Northerly along the boundary of parcel #28060500202200 to northeasl corner of parcel
#28060500202200,

Continues west along the north boundary of parcel #28060500202200 to the east right
of way line of S Machias Rd,

North along the east right of way line of S Machias Rd to east-west centerline of Section
29, Township"29N, Range 06E,

West along the east-west centerline of Section 29 Township 29N, Range R06E to south

boundary of the lake Stevens UGA in force as of 2007,

Northerly around the city limits of lake stevens in force as of 2007 along the lake
" Stevens UGA boundary to the north right of way line of State Route 92,

West along the north right of way line of State Route 92 to parcel #29060500101000

boundary ,

Northwesterly and southeasterly along parcel boundary to intersection with state Route
92,

West along State Route 92 to State Route 9,

North along the east right of way line of State Röute 9 to south boundary of parcel
#31053600100300,

East. north and west along boundary of parcel #31053600 100300 to east right of way

fine of State Route 9,

Norhalong the east right of way line of State Route 9 to the intersection of the south
boundary of the Arlington UGA in force as of 2007,

Continues norherly and southeasterly along Arlington UGA to the boundary bf parcel
#31051300201700.
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West. southeaslerly and east along parcel #310S1300201700 boundary to Arlington

UGA boundary,

Continues north along Arlington UGA to northeasl corner of parcel #3IOSI200100S00,

West along north boundary of parcel #31OS1200100SOO 10 Arlington UGA,

Continues north and west along Arlington UGA boundary around city limits of Arlington
in force as of 2007 to the boundary of parcel #31050200401000,

North and westerly along the boundary of parcel #31050200401000 10 Arlington UGA

boundary, .
Continues west and south along Arlington UGA boundary to the boundary of parcel
#3 IOS 1 100200300,

West and south along the boundary of parcel #31OS1100200300 to the boundary of

parcel #31051100200400,

South and east along the boundary of parcel #31051 100200400 to the boundary of

parcel #31OS1100202700,

South and east along the boundary of parcel #3IOS1100202700 to Arlington UGA
boundary, '
Continues southerly along Arlington UGA boundary 10 Ihe boundary of parcel
#3 IOS 1 500200 100,

Westerly and southerly to the boundary of parcel #31051500200300,

Westerly and south along the boundary of parcel #31051S00200300 to Arlington UGA

Boundary,

Conlinues along Arlington UGA boundary to the boundary of the parcel #999 of the
Plot of Heartland,

Wesl along the boundary of parcel #999 of the Plot of Heartland - to parcel
#31051600300400,

West and south along the boundary of parcel #3LOS16003OO400 to parcel
#31051600300500,

Wesl along north boundary of parcel #31051600300500 to Arlington UGA,

West and northerly along Arlington UGA to the boundary of parcel #31051700100500,

East. north and we~t along the boundary of parcel # 31 OS 1700100500 fa Arlingfon UGA,

Conlinues along Arlington UGA to the north boundary of the Marsville UGA in force as
of 2007,

Continues soufh and west along the Marysville UGA boundary to the boundary of
parcel #31052000303000,

North, west and south along the boundary of parcel #3105200303000 to Marysville
UGA,

West. south and easterly along the Marysvile UGA boundary to the boundary o(parcel
#31052900200600,
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South along the south boundary of Snohomish County Assessor's Parcel No.
3152000303000 to Marysville UGA,

Southeasterly along the Marysvile UGA boundary to thl3 north right of way line of 140th
st NE,

West along the north right of way line of 140th St NE / i 40th St NW extending to the wesl
boundary of Snohomish County in force as of 1996,

South along the west boundary of Snohomish County in force as of 1996 through
Possession Sound to Ihe intersection of east-west boundary of Township 30N Range 04E.

East along the east-west boundary of T30N R04E to southwest corner of Section 35,

Township 3ON, Range 6E W.M., .
Due south through Possession Sound passing east of Hat Island (Gedney Island) to the
intersection of due west projection of southwest corner of Section 19, Township 29N,

Range 5E W.M.,

Southwesterly through Possession Sound passing south of Hat Island to the west

boundary of Snohomish County in force as of 1996,

Along west boundary of Snohomish County in force as of 1996 to the true point of
beginning at Snohomish and King County boundary line intersection.

KING COUNTY

Beginning at the westerly intersection of Snohomish / King County boundary line in force
as of 1996 and located in Puget Sound,

Follow east along Ihe Snohomish I King County boundary to 170th Ave NE,

Southerly on I 70th Ave NE to NE I 951h Sf,

West on NE 195'h St to 1 70th Ave NE extended,

. Southerly on 170lh Ave NE extended to NE 1901h st,

East on NE 1901h SI to 171'1 Place NE,

South on 171'1 Place NE to NE Woodinvile-Duvall Rd (NE 185th St),

West on Woodinvile-Duvall Rd to I 671h Ave NE,

South on 1671h Ave NE to NE 100th Place,

Southwesterly on NE 180fh Place to NE 180lh Sf,

West on NE 180fh St to 1641h Ave NE,

South on 164th Ave NE to NE 175th Sf,

Westerly onNE 1 75th st to 155th Place NE,

Southerly on 155th Place NE to NE 1 73rd St,

Westerly on NE l 73rdSt to 1461h Place NE,

Southerly on 1.461h Place NE to NE 171s1 Sf,

Westerly on NE 171S1 st to the Woodinvile corporation boundarY in force as of 1996,
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South and west following that boundary to i 40th Ave NE,

Northerly on 140fh Ave NE to NE 1 list st.

_ Westerly on NE I list st to Ihe Woodinville corporation boundary.

South along that boundary to the north boundary of King County Assessor's Parcel No.

1026059 I 33.

Along the parcel boundary to the southeast corner,

Follow west to the Sammamish River,

Southeasterly following the Sammamish River to NE I 451h St,

East on NE 1451h st to the Woodinvile corporation boundary,

North, east and north along the Woodinville corporation boundary to 1471h Place NE

I extended),

Easterly on 1471h Place (extended) and 1471h Place NE and the Woodinvile corporation
boundary~

South and southwest following the corporation boundary to Woodinville-Redmond Rd,

Southeast on Woodinville-Redmond Rd to NE 143rd Sf.

Southwest on NE 143rd St to the northeast corner of King County Assessor's Parcel No.
3404700135.

Follow southeast along the parcel boundary to its intersection with Ihe northwest corner
of King Counly Assessor's Parcel No. 3404700161.

Northeasterly along its boundary to Woodinville-Redmond Rd,

Southeasterly on Woodinville-Redmond Rd 10 NE I 32nd st (extended).

East on NE i 32nd st and NE 1 32nd St (extended) to 1720d Ave NE,

North and northeast on 172nd Ave NE to NE 141s1 Sf.

Southeast on NE 141 sl st to NE 139lh st,

East on NE 1391h st to 1 80th Ave NE.

Sout.heasterlyon I 80th Ave NE to the east boundary of Range 05E,

North on the east boundar of Range 05E to the southeast corner of King County
Assessor's Parcel No. 2426059139.

Northwesterly to the southwest corner of the parceL,

Follow' northeasterly to the norhwest corner of King County Assessor's Parcel No.
1926069190.

Follow east to the east boundary of Range 05E.

North to the intersection with the boundary
192606 1 41.

r.

of King County Assessor's Parcel No.

West to the intersection of the boundary with King County Assessor's Parcel No.

2426059001.
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South to the southeast corner of the parceL.

West to the southwest corner of the parceL.

East on NE 145fhst and NE 145th St (extended) to Avondale Rd NE.

Southwesterly on Avondale Rd NE to the north boundary of r ax Lot 80. Section 31,
Township 26N. Range 06E and the Redmond corporation boundary in force as of 1996.

East along the Redmond Corporation boundary to Bear Creek.

Southeasterly following Bear Creek to the Redmond corporation boundary.

Southeasterly along the Redmond corporation boundary to its intersection with the
boundary of King County Assessor's Parcel No. 0625069113.

East to the northeast corner of parceL.

South to northeast Union Hill Rd.

Easterly on NE Union Hil Rd to 196th Ave NE and the Redmond corporation boundary.

South. westerly. southerly. west. following the Redmond corporation boundary.

South. east. southerly. west. southwesterly and southeasterly following the Redmond
corporation boundary to Redmond-fall City Rd (state Route 202)

Easterly on Redmond-Fall City Rd to innd Drive NE.

South on 192nd Drive NE to 192nd Place NE.

Southeasterly on I nnd Place NE to NE 50th St.

Easterly on NE 50th St to Sahalee Way NE.

Southeasterly on Sahalee Way NE to 2281h Ave NE.

Southerly on 228lh Ave NE to the south boundary of Section 22. Township 25N. Range
06E.

East along the south boundary of Section 22, Township 25N. Range 06E to the west

boundary of King County Assessor's Parcel No. 6817801470.

North to the northwest corner of the parceL.

East to the northeast corner of the parceL.

South to the south boundary of Section 22. Township 25N. Range 06E to the southwest

corner of King County Assessor's Parcel No. 6817801480.

North to the northwest corner of the parceL.

East to the norh-southcenlerline of the west one-half of Section 22, Township 25N,

Range 06E,

North along the north-south ceoterJine of the west one-half of Section 22, Township 25N.
Range 06E to NE 25th Way,

Easterly on NE 25th Way to 236th Ave NE,

South on 2361h Ave NE to NE 20th S i.

East on NE 20th st to 2441h Ave NE,
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Northerly on 244'h Ave NE to Redmond-Fall City Rd,

Southeasterly on Redmond-Fall City Rd to the west boundary of Range 07E,

South along the west boundary of Range 07E to south right of way line of Duthie Hill Rd.

East fa the northeast corner of the plot of AJdarra Division 3,

South along the east boundary of Aldarra Division 3 to the south boundary of the north
half of Section 7. Township 24N. Range 07E.

West along the south of the north half of Section 7. Township 24N, Range 07E. and along
the south boundary of the north half of Section 12. Township 24N. Range 06E.

West along the south boundary of the north half of Section) 1. Township 24N, Range 06E
to E Beaver Lake Drive SE.

Southerly on E Beaver Lake Drive SE to SE Issaquah-Beaver Lake Rd.

Southeasterly on SE Issaquah-Beaver Lake Drive to SE Duthie Hil Rd (264'h Place SE)

Southwesterly on SE Dulhie Hil Rd to Issaquah Fall City Rd.

Southwesterly on Issaquah Fall City Rd to the North Sammamish Plateau Access Rd
(SP AR) (Highlands Dr NE)

Southerly on the North SPAR (Highlands Dr NE) to the north boundary of Issaquah

corporation boundary in force as of November 2001.

Easterly along the north boundary of the Issaquah corporation boundary.

, Southerly along the east boundary of the Issaquah corporation boundary to the
intersection wilh the east boundary of K,ing County Assessor's Parcel No. 2624069006.

Southerly along the east boundary of parcel to the southeast corner.

West along the south boundary of parcel to its intersection with the south boundary of
Issaquah corporation boundary.

Westerly along the south boundary of the Issaquah corporation boundary to South
SPAR (Highlands Dr NE).

Southerly on South SPAR (Highlands Dr NE) to Interstate 90.

Easterly on Interstate 90 to the east boundary of the Issaquah corporation boundary.

Southerly and westerly following the Issaquah corporation boùndary to the east
boundary of Section 34. Township 24N. Range 06E.

North along the east boundary of Section 34. Township 24N. Range 06E to the northeast

corner of Section 34, Township 24N, Range 06E. .
West along the north boundary of Section 34. Township 24N. Range 06E to the

Burlington Northern Railroad right of way.

Southwesterly following the Burlington Northern Railroad right of way to SE Darst Sf

(extended) and the Issaquah corporation boundary.

East. south. southeast. south. west and south following the Issaquah corporation
boundary to SE 96th st.
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West on SE 96th St to front st S.

Southeasterly on front St S to Issaquah-Hobart Rd.

Southeasterly and south on Issaquah-Hobart Rd to the south boundary of Issaquah
corporation boundary.

West north. west. north and west along the Issaquoh corporation boundary to the east
boundary of Sections 32 and 29. Township 24N. Range 06E.

North along the east boundary of Sections 32 and 29. Township 24N. Range 06E to the

Issaquah corporation boundary in force as of 1996.

Westerly along the Issaquah corporation boundary in force as of i 996 to 17th Ave NW.

Southerly on i 7th Ave NW to Renton-Issaquah Rd (State Route 900).

Southwesterly on Renton-Issaquah Rd to the east boundary of Section 6. Township 23. N.
Range 06E.

North along the east boundary of Section 6. Township 23N. Range 06E to the Bellevue

corporation boundary in force as of l 996.

West along the Bellevue corporation boundary and following the Bellevue corporation
boundary to the intersection with-the northerly boundary of King County Assessor's

Parcel No. 2624059048.

Southeasterly and northwesterly along the boundary of that parcel to its intersection
with the Newcastle corporation boundary in force as of i 996.

South. west. south east. south and westerly following the Newcastle corporation

boundary to 1481h Ave SE and the Renton corporation boundary in force as of 1996.

South. west. southwesterly. south. west. south and west following the Renton
corporation boundary to the west boundary line of the NE Quarter of the SE Quarter of
Section 3. Township 23N. Range 05E.

South along the west boundaries of the NE and Sf Quarfers of the SE Quarter of Section
3. Township 23N. Range 05E. to SE Renton-Issaquah Rd.

Easterly on SE Renton-Issaquah Rd to l481h Ave SE.

South on l48th Ave SE to SE J28th Sf.

East on SE J 28th St to J 62nd Ave SE.

,South on 162"d Ave Sf and i 6200 Ave SE extended to SE J 361h Sf.

East on SE I 361h St extended to 164th Ave SE.

North on 164Ui Ave SE to SE 132nd st extended.

East on SE l 32"d Sf extended to i 751h Ave SE.

Southerly on 1751h Ave SE to SE 136fh st and SE 1361h Sf extended.

East on SE 1361h and SE i 36"' Sf extended to 18200 Ave SE.

Southeri on I 82nd Ave SE to SE I 471h St.

West on SE i 471h St to 180lh Ave SE.
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Northerly on 180lh Ave SE to SE i 46th st.

Southwesterly on SE i 461h St to I 78th Ave SE.

Northeasterly on 1781h Ave SE to SE 143rd Sf.

Northwesterly on SE i 43rd St to I 77th Ave SE.

Southwesterly on 177th Ave SE to SE I 441h Sf.

Continue west on SE 1441h st to 154th Place SE.

Southerly on 154th Place SE to Jones Rd.

Westerly on Jones Rd to the Cedar River,

Northwesterly along the Cedar River to the Renton corporation boundary in force as of
1996,

Southwesterly along the Renton corporation boundary to Renton-Maple Valley Rd.

Southeasterly on Renton-Maple Valley Rd to the east boundary line of King County
Assessor's Parcel No_ 2323059029 to the southeast corner of parceL.

West to the east boundary of Sections 23. 26 and 35. Township 23N. Range 05E.

South along the east boundary of Sections 23. 26 and 35, Township 23N. Range 05E to

the northwest corner of parcel 352059030,

East to the northeast corner of parceL.

South along east boundary of parcel to SE Petrovitsky Rd,

Westerly on SE Petrovitsky Rd to 148th Ave SE extended.

South on 1 48th Ave SE to SE 20th St,

West on SE 208th St to I 32nd Ave Sf.

South on 132nd Ave SE to SE 2241h Sf.

Easterly on SE 224th st and SE 224jh St extended to the northeast corner of King County
Assessor's Parcel No. 1522059007.

Southerly along the east boundary of the parcel and .the east boundañes of King
County Assessots Parcel Nos_ 152205910 1. 1522059104, 1522059105. 1522059 i 33 and

2222059 i i 7 to 148th A ve Sf. ..

Southerly on l 48th Ave SE then following the Kent corporation boundary in force as of
1998 to the north boundary of King County Assessor's Parcel No. 2622059047.

East to the northeast corner of parceL.

South to southeast corner at intersection with Kent corporation boundary.

South along Kent corporation boundary to state Highway 18,

Southwesterly on State Highway 18 to Green River,

Northwesterly along the Green River to Main St E extended,

West on Main st E extended and Main St E to "R" st SE.
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South on uRn St SE to Auburn corporation boundary in force as of 1996,

Southeasterly along the Auburn Corporation Boundary in force as of 1996 to Auburn
Black Diamond Road,

Easterly on Auburn -Black DiamondRd to the east boundary of the NW Quarter of the
"NW Quarter of Section 21, Township 21N, Range 05E and the Auburn city limits in force
as of 1996.

Southeasterly along the Auburn city limits in force as of 1996 to the north boundary of
King County Assessor's Parcel No. 2121059007,

East along the north boundary to the northeast corner,

South and southeasterly along the east boundary to Green Va!ley Rd,

West along the south boundary of parcel to the Auburn city limits,

Southeasterf along the Auburn city limits to the Green River

Southeasterly along the Green River to 1481h Ave SE extended,

South on 1481h Ave SE extended and I 48th Ave SE to SE 368th St and the southeast corner

of Section 27, Township 21 N, Range 05E.

West along the south boundary of Section 27, Township 21N, Range 05E to the White

River.

Southeasterly along the White River to the King I Pierce County boundary in force as of1996. "
Westerly along the King / Pierce County boundary to the common corner of King
County and Pierce County in Puget Sound.

PIERCE COUNTY

Westerly along the King County /Pierce County boundary in force as of 1996 to 182nd
Ave E.

South on 18200 Ave E, also the west boundary fineof Section 4, Township 20N. Range 5E,

Continue south along the west boundary of Section 4. Township 20N, Range 5E to the

shoreline of lake Tapps,

follow southeasterly along the shoreline of lake Tapps to the west boundary fine of the
SE Quarter of Section 4, Township 20N. Range 05E,

North on the west boundary line of the SE Quarter of Section 4. Township 20N, Range
05E to 9th st E.

East on 9th St E to 1 98th Ave E,

South on 1 98fh Ave E to the south boundary of Section 4, Township 20N. Range 05E,

West on the south boundary of Section 4. Township 20N, Range 5E to the shoreline of
lake T apps,

Southeasterly olong the eastern shorefine of loke Topps to its second intersection with
,the west boundary of Pierce County Assessor's Parcel No. 0520101007,
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North along the wesl boundary to the parcel's north boundary,

East along the north boundary to the east boundary,

South along the east boundary to the shoreline of Lake Topps,

Southeasterly along the shoreline to the south boundary of Section 10, Township 20N,

Range 05E,

East to 214th Ave E,

Southerly on 214th Ave E to 40th st E,

East on 40th st E 10 230'h Ave E to north boundary of Pierce County Assessor's Parcel No.
0520234010,

East along the north boundary to fhe northeast corner,

South to Buckley-Tapps Highway,

Southeasterly on Buckley-Tapps Highway to 242nd Ave Court E.

Northerly on 242nd Ave Court E to 70th St E,

Easterly on 70th St E to the east boundary of Range 05E,

South along the east boundary of Range 5E to Sumner-Buckley Highway (State Route

410),

West on Sumner-Buckley Highway to 234th Ave E (Werron Rd),

South on 234'h Ave E to 96th St E (Bagnal Rd),

West on 96th Sf Eta 233'd Ave E (Werron Rd),

South on 233'd Ave E to Sumner-Buckley Highway (State Route 410),

Easterly on State Route 410 to 234th Ave E (South Prairie-Connell Rd).

South on 234th Ave E to South Prairie Rd E,

Northwesterly on South Prairie Rd E to 2301h Ave E,

South on 2301h Ave E to the northeast corner of the Plat of Prairie Ridge Division 2,

Southwesterly along the east boundary of the Plat of Prairie Ridge Division 2 to the
northeast corner of Pierce County Assessor's Parcel No. 6995202091, _

Soufhwest along the north boundary of the parcel to intersection with the north
.boundary of Pierce County Assessor's Parcel No. 6995301761.

Southwest along the north boundary of Pierce County Assessor's Parcel No. 6995301761

to intersection with the north boundary of' Pierce County Assessor's Parcel No.

6995327180,

SouthWest along the north boundary of Pierce County Assessor's Parcel No. 6995327180

to the north boundary fine of the SW quarter of the NW Quarter of Section 23, Township

19N, Range 05E,

East along the north boundaries of SW and SE Quarters of NW Quarter of Section 23,
Township 19N, Range 05E,
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East along the SW Quarter of the NE Quarter of Section 23, Township 19N, Range 05E to
Pioneer Way East (State Route 162),

Southwesterly on Pioneer Way East (State Route 162) to the north boundary of Pierce
County Assessor's Parcel No. 051923301 2,

Easterly to the northeast corner of parceL.

South to the southeast corner of parceL.

West to intersection with east boundary of Pierce County Assessor's Parcel No.

0519233000,

Southwesterly to the intersection with the south boundary of Section 23, Township 19N,
Range 05E,

Westerly to the northeast corner of Pierce County Assessor's Parcel No. 0519262008,

Southwest to the southwest corner of parceL.

North to Pioneer Way East (State Route 162),

Southwest on Pioneer Way East (State Route 162) to intersection with westerly boundary
of Pierce County Assessor's Parcel No. 0519.343012 (extended),

North along the west boundary to intersection wifh Burlington Northern Railroad right of
way (abandoned),

Westerly following the Burlington Northern Railroad right of way (abandoned) to the
intersection of the west boundary line of Section 33, Township 19N, Range 05E.

South along the west boundary of Section 33, Township 19N, Range 05E to Orvile Rd E.

South on Orvile Rd E to the east boundary of Pierce County Assessor's Parcel No.

0518084001 ,

South along boundary to the southeast corner,

West along the south boundary to Orville Rd E,

South on Orvile Rd E to the intersection with the east boundary of Pierce County
Assessor's Parcel No. 0518173009 (extended northwesterly),

Southeasterly along the east bo~ndary to the southeast corner of parceL.

West along the south boundary to intersection with Orville Rd E,

South on Orville Rd E to intersection with easterly boundary of Pierce County Assessor's
Parcel No. 0518173012,

Southeasterly along the east boundary to the most southern northeast corner. south. to
the southeast corner of parceL.

West to the south line of Section 17, Township H~N, Range 05E,

. West along south fine of Section 17 and Section 1 8, Township 18N, Range 05E to an
intersection of a creek.

. Follow along the creek southwesterly, then northwesterly to Country Drive E.
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Northerly on Country Drive E to the intersection with the east boundary of Pierce County
Assessor's Parcel No. 0518182003,

South to the southeast corner of parceL.

West to the southwest corner of parceL.

North to the intersection with Country Drive E,

Northerly along Country Drive E to 224th St E (Muck-Kapowsin Rd),

West on 224th St Eta 461h Ave E.

South on 461h Ave E to the north boundary line of the SW Quarter of Section 13. Township

18N. Range 03L

West along the north boundary line of the SW Quarter of Section 13. Township 18N.

Range 03E to the west boundary line of the NE Quarter of the SW Quarter of Section 13.
Township 18N. Range 03E,

South along the west boundary line of the NE and SE Quarters of the SW Quarter of

Section 13. Township 18N. Range 03E.

Continue south along the west boundary of the NE and SE Quarters of the NW Quarter

of Seclion 24. Township 18 N. Range 03E.

Continue south orang the west boundary of the NE Quarter of the SW Quarter of
Section 24. Township 18N, Range03Et0251'tStL

West on 251,t Si E to Mountain Highway E.

Southeasterly on Mountain Highway E to the soulh intersection of 260th St E.

West on 260th st Eta 81h Ave E (Kinsman Rd).

South on 8th Ave E to 288th st L

West on 2881h st Eta 288th St S.

Continue west on 2881h St S to 561h Ave S (Ledford Rd).

North on 561h Ave S to 280th St S (Rondo Rd)

West on 280lh St S to the Fort lewis Military Reservation boundary,

Northwesterly and then southwesterly following the fort lewis Military Reservation
boundary to the Pierce County I Thurston County boundary and the Nisqually River.

Northwesterly along the Pierce County I Thurston County boundary to the Burfington
Northern Railroad right of way.

Northerly following the Burlîngton Northern Railroad right of way to the east boundary of
Section 04. Township 18N, Range 01 E. .

North along the east boundary of Section 04. Township 18N, Range OLE.

North along the east boundary of Section 33. Township 19N. Range OlE to Mounts Rd.

West on Mounts Rd to the west boundary of the DuPont city limits in force as of 1996.

Northerly along the DuPont cify limits fa the shore of Puget Sound.
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Northerly through Puget Sound passing east of Anderson Island, Ketron Island, McNeil
Island and Fox Island and west of Day Island to the Narrows,

Northerly through the' Narrows to Daleo Passage,

Easterly through Daleo Passage and East Passage passing south of Vashon Island and
Maury Island to Puget Sound,

Northerfy through Puget Sound passing east of Maury Island. Vashon Island and Blake
Island to the west boundary of King County in force as of 1996,
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Appendix B: Construction Mitigation Approach
WSDOT's approach to construction mitigation

W' ith the advent of the 2003 Nickel Program and the 2005 Transportation Partnership
Act, WSOOT began to develop a scalable construction mitigation program that kees
people moving during construction. This wìl be done largely through transportation de-

mand management (TOM), and, in certain corridors, increased transit service.

WSOOT developed a computer model to identify mitigation needs for transporation construction
projects. Factors used to determine the need include speed and volume of traffc on affected cor-
ridors, the ava~ability of public transpoation, the origin and destination of trips, single occupant
vehicle ratio on the corridor, and land uses surrounding the corridOL

In WSDOT's methodology, new corridors will not require mitigatiol-l

For the corridors requiring construction mitigation, WSOOT uses the best available data to estimate
the impact of construction on overall travel, including the number of trips affected and needing to
bel mitigated. The best estimates on the timing and duration of construction. the number of lanes
to be closed by time of day and direction of travel, whether or not HOV lanes will remain open or .
be available, whether or not lanes will be narrowed, and other construction impacts as well as
policy directives will also be factors_ WSOOT uses this data and these factors to model the best
estimate of the number of trips that will be impacted by construction, as well as the impacts that
can be managed or mitigated-

Of those impacts that can be mitigated, WSOOT will determine how best to mitigate through
maintaining or replacng roadway capacity, or through shifting the trip (geographically, temporally,
modally)_ Public information and outreaCh wil be provided to the travelers in that area about the
best strategy mix for maintaining mobility_

WSOOT has also assigned costs to yarious types of replacement trips_ Generally speaking, TOM
measures are less costly on a per-trip basis than the provision of additional transit servce. Specific
costs wil vary by corridor. '

WSOOT proposes to use these TOM strategies to affect travel choice:

· Maintain roadway capacity with increased bus serce, maximize HOV use, and enhance inci-
dent response.

· Shift trips to transit and HOV with park & ride enhancements, as well as through efforts to affect
when and where travel occurs_

· Engage and inform the public through expanded highway real-time travel information.

· Target outreach to specific geographic and trip marets to ensure the most people have good
information abt the situation and their travel options.,

Sizing transit serice for construction mitigation projects

The transit mitigatio program should be sized to meet anticipa"ted demand. Individua servces
should be sized to remn cost-effective, and the total program should not excee transt capacity

,limits. Additionally, public information and outreach, as well as the approach taken to managing
project construCtion, will impact demand for transit serice duñng the construction peñod.

The follwing factors provide a basis for deterining the proper size of a transit mitigation program:
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· Severity and duration of construction-related congestion.

· Strength of underlying tran$it maret-the success of transit as a mitigation strategy wil be pro-
portionate to the underlying fit and attractiveness of transit in the corridor.

· Change in relative traveltime between transit and drìving - in some corridors, if travel time for
single-ocupant vehicles erodes, and travel time for transit remains the same or improves, inGre"
mental transit ridership wil rise.

· likely effectiveness of cost and incentive programs- marketing and transit incentive programs
may provide incremental increases in transit ridership. Data from other mitigation programs
should be used to determine effectiveness.

· Capacity constraints -recognize that there are reasonable limits to the amount of transit service
that can be added to an existing system or within a specific time period. '

Transit's effectiveness as a mitigation strategy improves when the following conditions are met:

· Spee and,reliability-transit provies a faster and more reliable trip than driving. HOV lanes
must remain available and managed, or an alternate route provided for transit.

· Incentives-rider incentives should indude subsidized transit passes, parking management, and
taBs

· . Fleet and base capacity-both must be sufficient and commensurate with the anticipated ser-
vice growth.

· Funding and capacity-for opeating additienal transit service hours, as well as for fleet and
base expansion that may be necessary.

Transit mitiQation service principles

The general principles guiding transit service as a construction mitigation strategy are identified
below:

· Enhance existing service. Enhancing existing services will be more effective and wil have longer
lasting benefits than new servces. It takes time to build ridership on any transit route, and to
build awareness of the seice among potential customers. It is also faster to implement an in-
crease in existing service rather than establishing a new sere or route. since customer service
inforation and driver training materials exist, facilities are in place, and there is already a knowl-
edgeable customer base from which to build additioal ridership. Customers gained on existing
transit servces during the rnitigation period are more likely to continue riding transit once the
construction period is over.

· Increase the use of existing capacity. Beginning in 2009 with the opening of Sound Transit
light rail, there wil be significant added capacity in the transit system. Timing project construc-
tion to take advantage of this ,added tranSit capacity in commuter rail and light rail will place
transit ina better poition to playa large role in construction mitigation. To be sucessful, feeder
bus routes and park & ride acces must already be in place and suffcient to allow potential rid-
ers to access the system. Where capaciy also exists on the io and express bus system, it
can be used more effectiely if targeted marketing and incetive programs are implemented.

· Kee lrnsit mitgation serice and programs simple. Additional serce should be simple to

undersand for potential nders. Short and direct serices to well-known sites will be more effec-
tive thn complicated, customized services.
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Constraints on transit capacity for mitigation

· Growth in service hours. New transit service can only be added incrementally_ The rate of
serice growth is limited by the ability to hire and train drivers. For King County Metro, this is
estimated to be an additional 100,00 to 125,00 hours per year maximum.

· Availability of fleet. A determination must be made early in the mitigation planning process
whether to purchase new buses for transit service. A new bus is a twelve-year investment for
a transit operator, so it must be decided whether the investment is worth the added servce
needed for mitigation. Alternately, extending the service life of the existing fleet is another option.
Both of these strategies will have capital and operating costs to the operator.-

· Base capacity. The most significat capacity constraint for the transit operators is at the op-
erating bases. Providing transit mitigation service will likely require an investment in additional
capacity at several existing operating bases, either temporanly or permanently.

The above constraints for Iransit service must be kept in mind as construction schedules and miti-
gation programs are developed. One concern that transit operators have expressed is the poten-
tial for significant spikes an troughs in the construction program, where overlapping construction
projects could overvvhelm transit's ability to provide sufficient fleet, operators, and base capacity for
the demand in the spike periods.

Construction mitigation costs and financing

Determining costs. As part of its needs identification, WSDOT determines. the number of trips that
wil be impacted by a speCific costruction project, and then determines how many of those trips
can reasonably be mitigated. WSDOT assigns costs for each trip to be mitigated, depending on
the type of mitigation provided, typically transit or demand management. The percentage targets
that WSOOT assigns for transit and demand management mitigation will depend both on the pre-
sumed effectiveness of that measure, as well as the cost per trip to mitigate. Transit servce tends
to be more productive (and less costly) when the service carries passengers in both directions, and
there is frequent passenger turnover. Long-haul, single-direction, single-seat passenger trips are
the most costly to deliver.

Construction mitigation allotments in project budgets and RnD finance. There is no requirement
fOr, and thus no plan for, a certain percentage of RTID funds to be allocated for mitigation. RTID
estimates for mitigation have been determined at the corridor level for planning purposes, and are
included in the proposed RTID budget for eah county, and not on a project -by-project basis. This
wil allow flexibility in the program and an abifty to optimize resources. as mitigation needs will vary
by corridor, and may change as project scopes are reslved, and proje construction schedules
ar determined.

Sample corridor mitigation program: 1-405

WSOOT has peormed a sample analsis for mitigation by examining one segment of southbond
1-405 during the 7 am - 8 am morning rush period, durin the proposed pe of construction of

this projt. WSOOT's model has determined that throughput in the general~purpose Janes, nor-
mally at 2200 cas for this one-hour period, would be reduced to 1720. The HOV lane. however,
would have caacity for an additiona 170 vehicles pehout. WSDOT's mitigation goal would beta
shift the people traveling in at least 375 vehides per hour from the general-purpose lanes to other
means.
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The mitigation strategies in this example include:

· Expanded real-time travel information along the corridor for personal vehicles and transit.

· Increased incident response servces.

· Increased use of vanpool and carpols.

· Increased use of van shañng.

· Coordinated communications with employers, business organizations. property managers.
transportation coordinators. and residential communities.

Transit's role in mitigation in this corridor could be significant, as log as HOV lane performance
is maintained throughout the construction peiod. Transit could carry a large share of commuters
heading toward activi centers. espeially Bellevue, Renton. and Overlake. For example, some
1-405 routes from the Renton Highlands could be re-routed to use the Sunset Highway and 1-5
instead of 1-405 and 1-90.

Transit operators could also do the following:

· Expand existing Sound Transit regional express service.

· Provide express services targeted to corridor activity centers.

· Provide additional service on Coal Cree Parkway.

· Add feeder bus servce to enhance access to Sounder commuter raiL.

pa B-



APPENDIX C: Detailed Financial Modeling Results

Page C-l



i:r
ri

b 
R

ev
en

ue
 F

or
ec

as
t

,u
n,

'n
i ,

.v
e'

s 
dO

 n
o'

 'n
c'

u"
 ,.

ve
",

ln
. f

ro
'"

 b
O

"S
io

.'í
ea

i' 
T

ot
al

S'
 d

ol
ta

1'
s 

\1
' l

1\
\\\

ìo
ns

N
o
m
i
n
a
l
 
D
o
l
l
a
r
s
 
"
 
K
\
l
\
 
c
o
u
n
t
y

so
un

d 
T

ra
ns

it
A

re
a

sn
o\

'm
lS

h 
co

un
W

S
ou

nd
 p

ro
po

se
d 

'to
ta

l
T

ra
ns

i1
 E

xp
an

si
on

 ¡
.r

ea
A
r
e
s
 
A
r
e
a

2
8
2
 
8
9

7
4
4
 
3
3
Ó

so
ur

ce
o,

~
~

/a
 S

al
es

 ¡
a)

(

o,
e%

 W
IV

E
,1

 '

17
9

47
1 ;: 65
0

~,
62

6

2,
,8

66
 '

1,
02

6
41

9

~7
~

~,
Q

74

,,:
,"

, ,
';S

-;
ïi,

S
tL

-

~"
"

~_
:

"
 
"
,
"
 
'
 
:
 
.

e
,
'
 
"
.
'
 
'
 
.

':,
 "

, "
,,,

,,,
,J

,;1
.,4

~
;O

'¡'
i,:

;'

~
 ,4

45

,¡
ot

a\
 S

ou
l'c

es ",
''''

''''
''''

''' 
",

,,,
,,,

 "
,."

."
",

,"
" 

of
"'

" 
b,

 ¡
,,,

 io
o'

t"
 '"

 "
" 

M
'"'

' '
" 

d 
i' 

ih
e 

""
""

 "
 "

""
i" 

,"
 ,.

",
 d

 "
 i'

" 
"',

" 
""

 ,,
,,,

., 
""

. i
i "

" 
b 

'" 
""

""
 . 

.
,"

. '
00

"'
''''

' "
,"

,n
o'

 \0
 ,,

,i"
""

 ,"
 "

ve
n"

 f
" 

K
 i,

' "
, ,

i"
eo

 c
o"

,ii
" 

~'
" 

".
."

' "
 il

" 
'0

0"
 ,,

,,,
II

 b
O

O
 n

~~
~'

, '
n 

'li
'\0

"'
''' 

C
" 

""
. ,

he
 ,,

,,,
 ,,

,ii
' ,

no
' "

, i
i"

 ,n
o,

,'
""

.i'
 b

""
''''

 ,I
U

O
 ."

 "
,,,

,,,
 ,'

" 
""

 i"
''''

'' 
M

""
" 

""
 ii

" 
,n

o'
''' 

,,,
,,,

, "
., 

""
,"

b"
''''

'' 
,,"

,, 
,-

, '
"

'.1
" 

",
 u

" 
,,,

 ."
i"'

''''
 "

,,,
,,,

, '
" 

iln
,"

""
""

""
 .f

' 0
.' 

%
 ,,

' "
" 

."
ii"

 \0
 i'

" 
,"

 b
'" 

f"
"'"

 w
ii"

n 
i" 

bn
on

''''
'' 

,,,
..¡

b"
 .n

o"
 ..

 .

.
 
.
 
.
 
,
.
 
.
.
,
 
.
f
l
b
e
n
,
i
"
'
"
 
"
"
"
,
e
e
i
'
'
'
'
 
M
S
R
l
 
"
I
'
'
'
 
.
1
1
'
"
 
"
"
"
"
 
i
'
'
'
'
'
'
'
'
'
,
 
'
"

M
""

 "
bi

'"
 E

"'
" 

,,,
 iM

V
E

lI
 "

""
,."

 "
".

'"
" 

""
 "

" 
M

V
E

lf
t~

~~
a;

'2
' ;

,"
tt 

'~
' .

b;
.~

: ;
:~

:,~
','

.~
;::

:, 
,,"

%
" 

",
,'"

 ii
" 

's
o.

 M
V

C
t "

hi
'I'

 "
,,,

 "
r"

,il
io

O
' "

, "
""

i"
iO

O
,
,
,
~
w
i
Ò
'
 
M
V
E
T
 
"
,
"
,
1
i
0
0
 
i
'
"
 
w
"
 
"
 
"
"
,
 
,
n
o
'
"
 
1
M
 
,
.
.
"
,
e
n
 
0
,
,
0
 
0
 
.
 
"
,
,
,
.
.
 
'

~
e
h
e
d
\
\
l
e
s
 
s
e
t
 
f
o
r
t
h
 
i
n
 
S
s
e
 
6
'
2
4
 
Î
,

iO
O

' "
II

'"
 w

""
,ii

,n
.~

' ,
,'n

, ,
he

 C
" 

''''
,,'

' "
,' 

in
 S

O
O

'"
 ,,

,,,
ii"

 ,0
07

 D
I\

\ "
"r

i,i
.i 

".
.

4,
49

1

,~ So
un

d 
T

ra
ns

it
N

e&
;

20
06

 D
ol

la
rs

so
ut

ce
C
,
~
O
l
 
s
a
l
e
s
 
i
a
~

c
.
e
%
 
W
I
V
E
,
i

1,
03

~

te
~9 :: 2,
85

'

,io
t&

\ s
ou

rc
es

~o
\e

s'
, .

",
1"

".

57 20
9 :: 26
5

23
6

67
9 :: M
S



R
'T

lD
 R

ev
en

ue
 F

òr
ec

as
t D

et
ai

l
F

un
di

ng
 le

ve
ls

 d
o 

no
t i

nc
lu

de
 le

ve
m

gi
ng

 fl
om

 b
on

ds
2
0
-
 
Y
e
a
I
'
 
T
o
t
a
l
s
 
·
 
d
o
l
l
a
r
s
 
i
n
 
m
\
 
I
I
l
o
n
s

, N
om

in
al

 D
ol

la
rs

K
ln

gC
ot

y
0,

1 
%

 S
8l

o.
 T

..
O

.e
~M

V
E

T
T

 o
ll 

R
ev

en
u

2
C
8
,
 
~
0
0
8

20
10

20
11

58 10
2

16
9

20
12

20
1~

11 :i 46

53 93
14

6

58 9?
15

2

61 \0
7

16
7

:~
~~

~~
~;

lj~
;.~

(~
¡t

(~
j~

(S
I~

;';
W

t(
0;

i~
itr

JN
nM

~t
~i

:i)
1~

~r
iii

,.'
fq

~;
;~

',.
::'

0
.
1
%
5
0
1
.
'
 
T
o
.
 
4
 
1
3
 
1
4
 
1
.
 
1
6
 
1
6

0.
8%

 M
V
e
T
 
1
1
 
3
5
 
3
7
 
3
8
 
4
1
 
4
3

O
t! 

R
ev

en
v 

'5
 4

S
 ~

 \ 
~

3 
:6

 ~
9

SI
'"

"m
l!

~c
ou

n
O

.1
'Y

6S
lle

s 
T

ax
E

xp
an

.'o
nA

lo
.

C
,8

'I.
M

V
eT

E
x"

".
'o

nA
i..

0l
0 

R
.v

en
ue

:;,
~)

~~
T

i~
~.

;~
';:

~:
~:

~~
~.

:t:
: .

._
'?

';:
~~

::~
:'~

'i'
.v

..C
""

n"
,T

ol
8 

'
C

,1
o.

S.
le

sT
""

o.
S%

M
V

E
T

T
 o

l2
 R

eV
en

l,Ð

20
08

20
0

%
01

0
20

.1
1 10

. 3
26 11 85 17

8

26

So
11

,2

17
6

20
14

67 11
6

18
5

20
18

70
.

12
.

19
5

20
18

74
13

1

20
.5

20
11

78 13
7

21
5

20
18

62 1"
"

22
6

20
19

8$
15

1

23
7

22 63 ã5

20
.1

2 10
.

3 27 12 '5 89
18

7

27
6

20
.1

3 " 3 29 13

20
13

 ' 94
19

7

29
1

20
14

12
4 :i 13 ~

20
.1

4 99 20
.7

30

20
.1

8 12
4

32 14 - 62

"2
06 10

0
21

9

32
2

2o
.1

G 13 . 34 18

,2
o.

iG
'

~ì
7, 11

6
24

2

35
7

%
01

7 13
4 :1 '~ 9

20
.1

8 14
A

37 17 - 7

%
01

8 12
0.

25
6

37
5

20
.1

8 15 6 39 17 - 76

20
18

 '

12
6

26
7

39
3

20
%

0 90
15

8

24
6

, '
11

21
'"

20
.2

0 16
5

A
l

18

"2
02

0'
 "

" 
20

21

1
3
3
 
1
4
0
.

2
8
0
.
 
2
9
5

4
1
3
 
4
3

20
21

95 10
0

26
' 23 66 "'

20
21

16
5

43 19 ;r

20
.2

2, 99
17

5

27
4

~
2Í

'; 
\~

~
'2

Ò
24

c
26 70

.

20
22

17 6 4S 20
. ~

2a
~

" 
'2

Ó
1
4
7
 
1
6
4

3
1
0
.
 
3
2
7

A
5
7
 
4
S
1

20
23 10

5
18

4

26
8 26 73 ~

za
23

18 6 4S 21 ;i

20
24 11

0
19

3

30
3 27 T
I - 10
.5

20
24

19
6

61 22 ~

20
24 16

2
3M ôl

7

20
.2

&

11
6

20
0

31
9

20
26 12

2
21

6 ~

2o
.y

...
20

27
 I 

T
ot

"

12
8

22
6 :i

1,
62

6
2,

1l
4,

49
2

20
26

2O
~'30 ~ 11

6 21 7 66 ~ 11
0

18
0

38 56

,Z
02

5
2o

-Y
O

ft
20

2.
 '%

02
L 

,I 
T

ot
.i

20
.2

5 69
10

.3 'i

,2
02

6

20
25

10
.

3 27 12 87
16

4

27

20
.2

6 60 \0
5 ;S

20
21

Z
a2

G 10
.

3 28 12 68
18

7 m

32 91 \'2

40
2

1,
13

0

rn

3 1 7 3 - 15

9 3 23 10
. ~

9 3 25 11

10
9

23
0.

34

29 82 \õ

za
is 20

. 8 63 24 1~

20
28 17

1
:1

3
53

2o
.V

ea
r

Z
(
2
7
 
i
 
T
o
t
.
1

22
7

80 26 m

28
2 90 74
4

33 ..- 1,
44

.2
O

 d
:~

)~
. "

*,
'o

20
11

"2
01

i
25 62 75

7B
16

2

24
0.

81
17

0.

25
'

2'
27

~V
~.

r
"T

öt
i

18
9

40 69
3

2,
A

oo
5,

0.
70

.

7.
47

0.

...
. n

._
_,

__
~_

~_
_r

~ 
, ,

_1
1 

T
--

- 
i ç

¡.
a.

,._
~~

20
06

 D
ol

la
rs

K
in

g 
C

O
O

ty
O

.I
'1

Sa
i..

T
ii

(l
,S

'I,
M

V
E

T

T
 o

tll
 R

ev
en

ue

.
 
i
"
;
'
"

" 
~

-',
:..

' \
\;'

20
08

20
0

20
10

.
20

11

4S 85 13

',2
01

jd

20
.1

2 49 66 13
5

'2
0:

2,

%
01

3 50 ee lii

20
~3

, ,
%

01
4 

" 
,2

01
&

%
01

4 51 89 i4
e

20
16

51 90 14
2

20
16

62 62 :¡

20
~6

20
17

53 93 14
$

20
1,

7,

20
18

53 64 i4

20
8

.,2
a1

9"

20
18

54 95 14
9

20
20

55 95 1š
1

2
0
%
0
 
.
 
,
2
Q
t
i
,
'
,

20
21

85 98 15
3

20
.2

. 66 99 lŠ
Š

,
2
Q
2
,
 
,
d
1
1
~
a
 
'
,
:
 
2
0
2
,

2O
Z

3 57
10

0 i5

20
24

58 10
.2 'i

'1
1)

 "
(e

.r
2
0
2
7
 
I
 
T
o
t
a

60 10
7

1ë

1,
03

2
1,

6'
9 2:

18 28 43

47 63 13

4B 64 13
2

20
7

2O
V

'e
r

T
cl

~1
.

.~
. "

: .
. 'm

e:
' :

",
~,

,2
00

,:'
 ..

 2
O

W
"o

'F
'le

iO
. C

ou
nt

y
0.

1'
1l

la
iu

T
ax

 4
 1

2 
12

 1
2 

12
 1

2 
13

 1
3 

13
 1

3 
13

 1
3 

14
 1

4 
14

 1
4 

14
 \6

 1
6 

15
0.

8'
1 
M
V
E
T
 
1
0
.
 
3
2
 
3
2
 
3
2
 
3
3
 
3
4
 
3
4
 
3
5
 
:
1
 
3
7
 
3
7
 
3
6
 
3
6
 
3
9
 
3
9
 
A
O
 
4
1
 
4
2
 
4
2
 
A
.

T
cf

A
R

eV
lri

u'
 1

4 
oQ

 4
4 

44
 4

5 
46

 4
7 

48
 4

9 
S

O
 5

0 
51

 S
2 

53
 5

3 
64

 .5
5 

56
 6

7 
5a

 I

S
no

ho
m

l.h
 C

O
""

",
(l

,W
.S

ei
.. 

T
ax

E
X

P8
na

lo
nA

i..
Q

,8
%

M
V

E
T

ex
".

lo
nA

ro
.

O
la

 R
ov

o"
'.

20
0

20
08

 ' 
20

10
.

3 1 7 ~ 4

8 3 21 9 :r

6 3 21 9 :r

~~
:i~

~~
~t

~:
:r

:':
~:

.~
f:

:~
;"

:~
;.?

~:
.~

~:
:.:

~~
:~

-~
:.;

.,.
~.

~~
~,

:.:
 '\

:i'
~"

.;;
:~

~:
': 

'-.
 .2

01
 l'

 .

T
~i

.. 
C

C
I\

y 
T

 0
1:

1
C

,1
\,S

O
l..

T
ax

 2
3 

70
. 7

0.
 7

1
O
,
S
'
f
.
M
V
E
T
 
4
S
 
1
4
 
1
4
7
 
1
4
9

(o
ll 

R
."

" 
71

 2
16

 2
17

 2
1920

11

6 3
22 10

.

'Z

20
12

8 3 22 10 ~

" 
20

2,
""

" 
'2

01
3

7
2
 
7
3

1
5
1
 
1
5
4

2
2
3
 
2
2
7

20
.1

 a

9 3 22 10
.

-=

20
14

9 3
23 10

.

-=

',%
01

4 
'

74
15

6 m

20
15

9 3
23 10 4s

21
)'1

8' 7& 16
9 E

20
16

9 3 2A 11 '. T
I

16
2

23

20
17

9 3
24 11

20
18

9 3
24 11 ':

20
11

9 3 25 11 ~

20
20

10
3

25 II ':

20
.2

1 10
. 3

25 11

;iW
~

;''
'd

:,~
~

;~
,(

~
;/d

 ~
~

d,
 :"

iì2
1;

 'i
6~

'

78 18
5

24

79 16
7

24

60
16

9

24

81
17

1

25

82 17
3

2s

20
22

10 3 26 11 5'
.~

; ;
,,'

83
17

6 m

20
23

10
.

3 26 12 6i

,,'
29

23

64
17

9

2š

2O
Z

o 10
. 3

27 12 !"

25
5

71
4

97

20
.1

'..
,

2
0
2
7
 
I
 
T
 
o
u
l

11
3

28 12

17
9

57 47
1

20
9

.2
02

4
'
2
0
~
d
:
:
(
;
2
O
W
:
 
:
i
;
,
:
,
;
¡
;
r
,
;
q
j
j
:
l
:
'
J

86 18
'

2s

89 19
0

2e

1.
23

32
13 '4



D
()

II
l¡

'~
r 

//1
 M

Il
l/o

ils

· ,
."

,,,
 'n

d 
C

'p
lt.

, '
''i

l"
" 

C
."

 'n
d 

p,
,,,

,,,
 V

.,"
, (

/(
1.

. &
 P

l,,
,,,

 C
oo

n"
,,)

p
'
"
.
i
"
"
,
 
"
d
 
C
a
p
i
.
i
 
P
"
i
l
i
'
i
"
 
C
.
"
 
"
'
i
,
,
,
,
,
,
,
 
"
.
 
b
"
'
d
 
o
n
 
'
h
,
 
O
X
,
o
n
d
i
"
"
 
p
i
"
 
'
d
O
P
l
o
d
 
b
y
 
'
b
,
 
R
n
D
 
P
I
"
"
n
8
 
C
o
m
m
l
'
t
e
.
 
"
 
I
u
"
,
 
8
,
 
2
0
0
7

--
"1

#
k
l
m
o
'
 
,

I~
'F

JU
t

hl
l

lO
a.

.1
02

1
.'"

2h
.

2G
h

"t
o

tO
lt

t.u
,2

01
)

U
l4

:ll
U

20
"

20
11

.
i0

1l
t0

1l
SU

i
-u

u
u"

tu
.

J'
D

/4

l,,
,,,

 M
l:.

..t
' !

"'
!t

ll,
_.

. .
-1

.
.,

.
I

..
,

.
"

.
.

,

...
.

'!t
lt'

u'
..O

...
.l.

l..
.lf

!,
.¡

..,

to
,

.
,

,
.

,.,
..

.
.

"
,

,
,

,
.

"
..

,
,

.
"'

. '
'Y

i~
 r

i.,
.. 

...
.. 

~
.,h

.it
.li

ha
J.

.1

..
,

.
,

",
"

~ 
it

"
,

,
,

.
.

,
.

.
.

.
.

.
.

'"

,,~
.. 

ai
.ì~

'..
H

Pv
&

..I
).

 /"
.,u

i

'"
,

0
.

,
,

0'
0

'"
'"

'"
'"

"
"

,
,

,
,

.'
,

.
f,

u,

~
ø

' H
e 

V
 /"

.l\
;' 

~
ItJ

..t

..
,

.
.

,
.

.
,

.
.

It
"

,
,

.
,

.,
,

,
.

.
It

''0
' '

.'~
Y

lll
 I

i 
"!

tI
'l\

'fl
l'(

l

...
..

,
,

,
"

lI
to

'i'
.

It
.

II
I

II
.

to
.

.
.

,
"

'"
"'

'"
,

t.,
."

,

4'
4"

'6
. o

.It
C

01
00

.ll
tll

."
 ti

lO
' l

-"
"ll

lf'
IO

¡.
tl

'II
.

"
It

,
..,

"'
"'

'"
"

.
.

.
,

.
.

.
,

,
.

"
..

Ii
dl

i

· "
"'

...
,..

...
..;

. .
...

...
.~

""
 ..

...
."

,. 
..,

..,

...
,

.
,

"
"

..
'"

..
.

.
.

.
.

.
.

.
.

.
.

,
'O

J

~
. '

" 
.''

'' 
N

u,
 V

'l.
, "

m
.~

, .
...

.."
.. 

..'
",

...
,..

,

."
.

.
,

.
,

..
..

"
..

It
II

..
"

I.
"

..
..

"
"

It
...

f4
/ll

tu
 ,.

~
.!"

 w
.,.

 ~
lif

"'J
'_

 A
.ll

fr
~

l..
~

,

, .
.

"
.

.
"

"
"

.
,

.
,

II
..

II
.

i
,

I
.

,
.

"1
2l

'.'
l.'

''''
1l

til
.'¡

l''
l'l

''A
.tC

''l
~/

'1
1

to
"

I,
.

,
,

.
.

.
.

,
.

,
,

,
.

.
I

,
I

.
.

'i

"U
tll

l\.
ltf

ll'
.Y

'.t
n'

Jl
I-

l¡
lll

'

"
,

,
.

.
.

"
II

.
,

.
,

.
.

,
.

.
.

.
.

.
..

f4
f)

.II
I~

Il.
A

 M
IU

.'"
oA

,.
.

.
,

, "
Ii

"
,

.
,

I
.

,
.

,
,

.
,

,
J

,
'"

...
.

It
llI

./1
 ll

i.,

,.,
.

,
.,

It
.

II
.

."
.

,
,

I

','

,. 
'

R
T
/
D
 
p
'
O
J
"
"
 
'
n
d
 
C
.
p
'
'
'
/
 
'
'
'
I
i
l
'
'
"
 
C
.
"
 
'
n
d
 
P
t
o
"
n
,
 
V
O
/
n
,
 
(
S
"
'
h
'
'
'
I
'
h
 
&
 
C
'
'
'
.
l
n
'
d
 
C
O
O
"
"
,
,
)

P
M
.
i
"
.
 
"
d
 
C
'
p
l
t
n
,
 
'
'
'
H
i
,
l
"
 
C
.
"
 
"
'
1
m
"
"
 
"
"
b
'
'
'
d
 
o
n
 
'
b
,
 
"
'
'
'
d
i
t
"
"
 
p
l
a
n
 
'
d
o
,
,
,
,
 
b
y
 
t
h
,
 
R
T
i
D
 
"
,
,
"
0
1
0
8
 
C
o
m
m
i
,
,
,
,
 
o
n
 
.
t
u
"
,
 
8
,
 
2
0
0
7



D
ó"

al
' i

n 
M

ill
im

,.!
T

tiF
m

O
"'

S
n
o
M
o
m
l
a
 
C
o
U
n
l
i
l
n
l
e
t
P
I
"
;

20
0 

O
:ll

tt
"'

12
2.

21
io

_
.._

,
20

2O
20

'.
20

11
20

12
20

1'
20

11
20

"
20

11
20

1&
20

1'
20

2.
2l

2,
L

O
L

L
L

O
L

L
20

'"
20

2&
20

21
r.

.1
1.

al
lll

...
."

'''.
ltP

Il
-.

'"
"

.
,

-.
"

"
"

"
"

,.
"

"
"

"
"

...
t.'

/~
hS

I.
 l$

/l 
Q

r.
$\

W
l l

fi
cØ

I'M
i.l

lr
tø

e~
, ~

lw
' l

itJ
.

.
.

0
0

.
.

.
.

.
22

22
,.

"
2'

21
22

21
.

.
,a

s

t
~
S
O
i
J
h
E
'
l
ø
n
~
/
~
'
r
N
l
 
æ
v
M
l
M
I
I
I
 
W
.
,
.
f
C
Q
h
S
/
l
S
E
 
.
~
h
o
.
u
 
i
 
H
O
I
l
 
A
C
C
f
U
J

j
.

.
2
 
.

0
.

.
.

.
.

.
.

.
.

0
.

.
.

.
.

.
2

i
.
s
!
~
l
"
.
l
t
 
f
t
'
~
/
m
"
'
l
l
l
 
(
E
\
l
M
/
 
M
a
 
W
~
.
1
Ø
h
.
$
l
-
i
 
S
f
 
.
P
t
l
u
 
2
 
f
'
O
V
 
M
~
'
U
)

..
.

Q
Q

Q
.

.
.

2
2

,
22

JJ
.

.
.

0
0

0
0

0
~i

1~
l4

tlt
 $

1.
 I

rM
I'.

 $
O

iJ
fi

 B
ID

,y
l S

ot
ll 

M
 ~

 B
lf

dg
t

.
.

.
.

.
0

1
.

.
.

0
.

.
.

.
0

.
.

0
.

.
&

'
o
$
'
'
~
h
S
I
I
l
E
 
"
'
'
'
_
.
.
'
.
t
h
.
,
I
I
E
m
'
'
_

"
IJ

"
,

2
,

f7
11

0
0

Q
.

Q
.

.
0

0
.

0
.

0
"

S
I
I
l
 
S
l
i
N
 
e
l
t
W
~
l
r
l
 
(
M
-
l
£
l
i
l
1
o
)
 
W
I
d
M
n
g

"
0

.
0

0
0

I
,

,
5

J
.

.
.

.
.

.
.

.
.

.
20

\,t
 ll

ft
~.

l'p
~~

01
1

2
2

I
12

21
n

"
11

20
..

i,
3'

~
..

"
"

"
21

23
"

.e
liS

 t 
n.

~t
J6

: 1
4 

to
 S

 R
 ~

'"
.

.
0

.
,

,
I.

I.
20

:l
"

"
23

:l
~

.l
JI

J'
23

"
m

!w
nl

l A
iif

lti
 A

ce
a.

. '
ffl

m
~

 /i
 u

s 
21

/~
 Ir

te
tti

~
 &

. M
ø

t'.
9Y

,Ø
$4

 P
,.u

 j 
lff

ve
fM

l
,.

,
J

5
"

,.
2J

.
,

0
0

.
.

0
.

0
.

.
0

0
0

II

8R
ltl

m
tØ

M
.n

P~
.it

'"
0

0
.

0
.

.
0

0
.

.
,

1
'$

"
"

"
0

.
.

.
"

S
A
,
 
t
l
t
'
p
i
,
,
.
,
,
i
t
t
c

",
.

.
.

.
.

.
.

.
.

,
i

2'
..

..
"

1\
' "

"
"

Ii
..

!R
 &

12
Im

,Ø
'f'

i-
i'e

et
,'7

.
,

ii
"

:l
ia

.
.

0
.

0
.

.
0

.
.

.
.

0
.

'"

S
"
 
!
'
4
f
r
n
t
:
.
/
"
P
I
t
-
=

10
4

,
.

,
&

,
"

21
"

21
.

.
.

0
.

0
Q

Q
0

Q
0

12
"

24
1"

'"
 ý

t W
 to

 R
o'

lN
 A

M
t R

* 
(S

R
 6

li'
 W

id
lf

'¡
"

.
.

i
,

,
2J

"
"

"
.

0
.

.
.

Q
.

0
0

0
0

lit
I9

th
.$

IS
W

l$
1l

 ~
4)

II
'I/

&
hA

v.
 W

tD
",

hA
Ii

, W
,W

i~
lf

"9
I.

I
,

,
J

.
.

0
.

0
0

.
Q

Q
.

0
Q

.
0

.
,0

12

SR
I3

11
",

~'
ri

Pf
lo

ø
"

;
.

;
,

I
.

"
"

"
"

;
0

0
0

.
.

.
0

Q
0

..

3'
A

~
,.S

e.
/3

~
A

..S
E

 It
nf

:tn
tit

P
fti

-
"

,
"

&
,

;
0

,
.

,
i

2
2

I
I

11
"

"
"

0
;

10
9

:lh
A

vl
l S

E
 1

2&
hS

I 
$E

 /0
 2

4(
tli

's
IS

E
 C

ttf
io

M
"'

nø
U

tl
JO

i
13

.
,

.
.

.
0

0
.

.
.

.
.

Q
.

.
Q

0
0

"
~1

'~
liA

.v
. $

6 
/r

 ~
2f

lr
i S

/ $
£ 

10
 S

.d
'"

 H
ill

 I
ta

 w
la

V
rn

g
.,

0
.

0
0

.
0

I
,

,
¡

i
2

5
,

II
i'

"
II

.
.

,.

tfl
'\\

&
. M

iJ
\!\

T
C

l'f
t~

ltn
iP

~
~

,O
J

,
.

.
"

"
"

"
&

Q
Q

;
0

'2
,

L
l

Q
0'

0
.

'"
E

dm
 C

tr
.fl

t (
S

R
 1

04
) 

M
ul

l",
" 

T
ltf

",
 P

et
r 

If 
T

N
I1

1
II

I
,

.
16

'6
'8

"
.

0
.

Q
0

.
.

.
.

.
.

.
.

13
'

PM
$ 

&
 A

id
.~

II
IU

. N
O

If
lC

O
l.V

lS
R

 9
20

i
I

,
.

.
.

.
0

.
.

0
0

.
,

,
,

0
0

.
.

'6

al
A

 ¥
fv

.i"
.,E

x(
JK

n
12

.
.

.
.

.
.

.
.

0
0

.
.

,
.

0
0

0
.

.
.

15

eO
N

l1
1U

e1
10

N
 "

'1
1Q

A
~O

N
 P

R
O

G
R

A
M

..
0

0
2

,
1

I
,

.
l

,
i

1
4

1
1

.
.

I
.

,
B

7

G
a
s
 
1
1
0
P
 
l
C
E

""
."

..
1~

ii
6'

"
",

12
0

'5
1

0
"

,
"

,..
'2

1
"

'"
".

'"
'"

'4
0

"
.,

.0
9'

i!!
i~

~
~

~
~

~
t~

~
;r

~
::,

~
~

;~
!~

ìi,
~

il~
)L

~
\~

,:¡
;:;

;~
, '

.

~1
J0

1J
i:c

oi
l

'w
tN

~h
 e

;2
c1

7.
...

~.
.:.

2¡
H

Ø
~1

".
'.;

:'.
51

4.
'.

M
.
 
2
9
8

1
 
1
1
3

&
4 

10
'

.~
Y

M
l

'
.
 
'
T
c
t
i

~ $,
Jl

O
1,

10
t

2.
09

2

N
ol

es
: I, 2. 3,

T
he

 K
in

g 
C

()
un

i)'
 2

00
6 

do
lla

r 
10

la
1 

w
a~

 d
er

iv
ed

 b
y 

us
in

g 
a 

de
t1

al
io

n 
fa

cl
or

 o
f 3

.5
%

 fo
r 

P
E

 a
nd

 C
on

W
"c

lio
/1

 a
nd

 a
 d

et
1a

tio
n 

fa
ct

o 
01

'7
%

 fo
r 

R
IW

,
T

he
 P

ie
rc

e 
C

ou
nt

y 
20

06
 d

ol
la

r 
to

ta
l w

as
 d

er
iv

ed
 b

y 
us

in
g 

n 
de

fla
tio

n 
ta

ei
or

 o
f )

,5
%

 fn
r 

fiE
 a

nd
 C

oi
is

tr
uc

iio
n 

an
d 

a 
de

fla
tio

n 
fa

ci
or

 o
f 7

%
 fo

r 
R

iW
,

T
he

 S
no

ho
m

is
h 

C
o\

lll
)' 

20
06

 d
ol

la
r 

io
ta

l w
a~

 d
er

iv
ed

 b
y 

U
~

iii
g 

ih
e 

iii
na

tio
i\ 

ro
le

s 
fr

om
 th

e 
W

S
D

O
T

 C
ap

ita
l P

ro
je

ct
s 

M
ni

ig
ei

ne
llt

 S
vs

tc
lll

 (
('r

M
S

) 
fo

r 
P

E
 n

/1
d 

C
O

Is
in

lc
llo

ll 
a/

1d
 a

7%
 d

el
1a

lio
li 

fa
ct

or
 fM

 R
IW

,

'."



!'
õ''l~

;. æ
_ "0i: c::~
o dUU
OI .i: ~
~~--
~.~
ø: .5
"" ..

-¿¡ :aC=a: 0cu
~Q
t: .=:

t: g
0: Z

"' -. " . , 0 - ~

- - - 0 0

- - - . : ,
~

, .
:;

- - .

- ~ - ~ :: "

"' -. "' - ~ . ~ .; ~ ~

:: - - ~ c ~ c ; .

;, - .
~- - .

. , - : .' c . .

, - - c . . .
c. .

~

~ . ~ -, . -

~ :
~'

c"'

;; - c. - -,

~ - 0 "- - - .

. -
" ci. . . .; .

.; . . .;. . ,

- . . .'i '" , .; .;

J
i.

. ;; l
.;

, " ¿~
~~ .

z . ..' c' - - - ~
~-

-. - ~ -

"

co.. --0-0 _' _" .

-c .. c: .

cci _'..

- ~ f
l

š ¡:
l . .1

~ l ; !~ ¡$ ¡ i - .~ . . .b õ .. ...

l
~

i ¡ .:
1 ¡ j ~;~

3-
~ i

- .
~

z .
I ¡ i ii

; ~
. ~ . ~ :g 1;

I s i-
5 . .. . -"

c: ¿ _" c' .

..... .....ci.. _ 0

Co _ .. .

co 0 ~ _" ::

""4! ....
CQ _'.;' _..

":.0 _' _' .

.:i ~~c., _ o'
.,

;~ :: g .
co -".,;. G

~ § ~~ ~!

::

:;

~

.
~



l"a
(J;,

;. æ
.. -0i: c:: .,0-Uõ
'" .u
i. '".. i:
ii ~
i: ==

.5 E0. i:
e; '"
U å
i: ==a: 0
i: -0

~ êi
Q.=
t: ":5~Z

~
..

:::;'" ..

~ . , ~

" " : . "

" ~

~ ~ ~

- . , -

.. , ~ 0 ~

~ ; . 4

- 0 :

-
"~ " " ~ ò

-, ~ , ~
.. - "

.' .. " -.' .. ., .:

s

lll~.! ~ s
~
ò

~ 0

;- ..

.. 0
:: '" .

g gÒ 4

1
J

. j ~

i i: ; , ê "~ ~ . ,~

j ;¡.. ~
6 ¿

i
3a.- :'. - - ..

";:.-.-",

~ : .

.. E ~

:: ::

-
o¡

..

.'
",

"

Co '" "'_

"""'.0."- .

.
..

~ ..

,

"' #.

ci Q

i
..
!
'"

1

..



R
T

T
D

 F
ln

in
cl

al
 P

la
n 

S
no

ho
m

is
h 

C
ou

nt
y

N
om

 in
al

 d
ol

la
rs

 in
 m

 ¡
Il

lo
ns

 -
 C

al
en

da
r 

ye
ar

s

$
o
~
r
o
u
 
o
l
i
i
u
n
c
i
i

a.
.m

i/'
 S

ila
n.

R
lY

l,.
lM

U
o.

l-
.h

l..
tu

lI
U

,.t
a.

~
1i

1'
~

\ ~
t l

''' 
11

1~
\ 1

';"
 i:

"J
)I

(i"
I,i

'lI
l"H

o.
6'

iW
E

f
M

V
.\'

l"
li\

'II
I¡

¡¡
,I

/.l
.I

,
Sl

.ia
IT

..A
...

.tI
.

1.
",

ft
):

Y
lI

ln

to
i-

T
hA

/li
.

O
...

C
U

 c
i'l

tt
L

N
ol

M
B

ot
PI

'..
.

1,
*I

.o
r'~

"1
l

'o
ta

8o
rd

Pt
lo

"'
dI

It
oi

tti
in

l'

.
.
.
 
~

l,u
.O

IP
U

"U

A
dr

l"i
.I,

lie
n&

 O
ttU

tM
el

"I
P

iY
 8

lU
II 

Io
IP

lli
r\

" 
E

ltt
IO

n
. i

-"
 u

p 
D

O
~ 

00
11

a
O

"9
no

D
O

A
co

'"
O

I'/
' O

O
~ 

G
O

~
A

cr
tl&

ft
h"

 (
,O

l.a
.

i..
\lc

o.
"

-i
A

Q
tln

lln
ic

tC
ot

tl

o.
~~ op

i,.
at

ii

at
iI

'fi
C

iil
iC

.,.
..I

~f
tlf

ll
te

l E
llt

lr
df

lf
l

...
..

a-
i,~

e
,tt

 $
 fM

Q
.d

\U
""

l

C
U

I'K
'" 

~
lb

 $
 .N

~
 A

...
""

Ø
"a

tlA
I'O

li-
tw

C
i A

"'M

2.
&

5 
U

7a
 l,

)li
i1

~
iI:

 ?
~

i :
,~

1.
65

 2
3.

~ 
2.

.e
a

1 
:.~

~
 li

~
.:t

.:~
 I'

Î.J
lô

'
'
4
.
5
1
5
 
4
5
.
7
2
 
4
7
,

~o
i

1.
..5

1

i.o
i

,M
O

l
;¡

-- 0,
2

"a
n

1.
..2

0,
16

4
0,

03
6

0,
12

5
O

.ia
o

0,
28 2.
-

~.
.

'r ~~
.

2?
a3

1

04
!l

.

0,
71 ,;0

'

".
.

13
22

H
" l,o

i
0,

00 :õ 0,
2

,0
1

0.
11

8
0.

10
0

0'
"'

0.
01

$
õ: .."

" ;: ll 1.
03

0.
8H

.."
"

0,
'"

H
, &
,0

0
o,

oi
Õ

0,
1

.1
2'

0.
12

.
o.

lii
~

O
..t

3
O

.'~
'õ

-- i,.
.

! I.
6S

1,
11

8

0"

10 '" " iõ 56 °

0,
2

nO
_

0.
1

0,
2

0,
'

0,
& i. 10
1

10
, ri Ii ., " ° i 0,
'

14 0,
1

01 .. \.1 i. , ;õ ,I

11 I " " 11
& ° i1 0,
1

,,& 0,
1

0,
2

0,
_

',' n " ;; 17
5

12 11

" 12 '" " ¡¡ " .. " ° ¡¡ \.0 ,,' 0,
2

0,
2 .' 0,
&

;: " ;¡ lo
t

15
' " \4

" II " M .. .. " ,. .. ,,, 12
5

0,
2

0,
2

0,
_

0,
' iJ '" ;- " "" 17 "

" Ii " 1" i, ° .., 12
1

0,
2

0,
2

0,
'

0,
1

;: 28 1õ io
i II "

" ,. " ii 2' ° ;¡ I,
' ", 0,
2

0,
2

0,
'

0,
_ 1. " ;; j$ 1
9
 
'
.
 
1
2

"

" " " I:
' " " " °

¡.
-

I,
'

0,
2

0,
2

0,
'

1,
0

1. " ii 'lW 21

" " ,. " i " .. ° ëõ ',1 ". 0,
2

0,
2

0,
' ,,, " :¡ 1& ~ 2'

" 'I " " ãõ °
10

8
1& 10 O

,?
0,

2
0,

_
I,

' C
i

.. .. '" 28

" .. " ". ;: " ° ", ii ~, " 0,
2

O
,?

0,
'

1,
7

2. " ", ''" " :i

", 17 .. ~:
'

ãi .. o
''' ". ?,

&

0,
2

0,
2 " \.& ., 'i m '" 3'

" " .. ij .. '"

°
'.. '" 3,

0

28 0,
2

0,
2

0,
'

2. -: .. 1'
1& ,. .. .2

" " " ,., ;; o
,,& m "3 0,

'
0,

2 " ,,- i: ri ,,5 w H .,

.. 20 . " ,. ¡¡ "

o
II

. ii 2,
'

0,
'

0,
2

0,
1

1. " .. -f
4õ

-Ï
27 " "

" ?I " ," ,'i ",

° I: ,,& '" 0,
'

O
,?

O
,S

0,
' i. " '" 55 ..

" 12
20 '4 ,.. ."

I"
~

i:i
ba

Il
IT

'it
Fl

.\I
.

'" ,~ iii

.,

"c
iii

lT
n R

.,,
,r

v

o
2e

00
1

bO
1.

4õ
ec

ip
iu

M
dt

-,
\

3i
lll

"l
E

al
'ri

,

:o
w

e 
lT

ol
aS

C
K

re
t

0,
'

0,
2

0,
'

0,
'

IT

I o . . . " 39
lA

cl
fi

,n
aa

n

.. ¡¡
~'

b1
lh

N
eA

,,.

-:
.-

iF
~)

t(
Ii

!.
Il

I'l
\"

',

"2
In

lll
l'l

,t.
."

56
ei

le
llt

""
t ä

.I
Q

iiO
t\l

 
St

"'
e.

t A
ut

,.

..
$4

Ie
\I

'~
"O

''ø
61

1e
.6

'h
..1

'

,-
)3

.t.
r(

' À
l't

O
tti

S
tN

u 
R

u.
..



!"
~ 3ë;:
~ ¡¡
u -g.. v
.. '"

1: u
.f- :,c
-. .2

::
.! E
ø. c

~ ~
~ oS
C
GO C
$: '0
¡¡ ~
c: .E

t g
IX ;z

~

J
~
õ
"

¡ !; ~
~

5i

O~i! ::

-; t:
O~Hi $!

s:.. 0:a g:

10 ~ o~;¡ ~

~

~ !

iioNCI ~

;; :s :;g~ ::

;.. ~~i ~

~r;æ ..

~H ~

~ ~h

g ~ *o~ N

i: ;; ~O~ _

~Q~ ~

~ :i Ull !l"¡0l' ..

Lll ;;

IIò llllll:fõ; -

f"
ij

if hd t.i : j h! l
l i ! ~L i

&l l
f -~ õ

!'

::

i ~¿ fi
"'-'~ ~~~ '~!l C;

~i

H

¡¡¡¡ ':

~~ ~

~; i

"H;¡ ~Q ô~o .g cr

¡; ~~¡; ~¡¡cí o~ci -=.. ..

!!~B~ !~ :¡

d.-c~
l!

j

¡

r .Ii 5 a
L z.. g i
~~2i ¡$~
_8° °t

Hih
irQJQ oi

. ~

~ in
~,~
.~ if
~ ì
~ Ë

f -J~
¡~,~

~t~:...

! ~ ,¡ 5

i'

3

~ 15 is ~

;¡ ~

~ l:

:: õ ; :'

1

:!

~ - ;; ~

¡i !! 3

~ : g ..

_ .. .. ;l

;; ~ ~

;! ~ ~ a..

~ " " 0 ~

~ ~ -i 3
:i - i !l

~
g ò ; g

~ ~ : ,~~



,.

R
T

JD
 L

ev
el

-L
oa

de
d 

D
eb

t S
er

vi
ce

 C
al

cu
la

tio
ns

N
om

In
al

 d
ol

la
rs

 I
n 

m
ill

io
ns

' C
al

en
da

r 
Y

ei
ii'

s

",
.: 

-'.
'.r

 "
 'i

i '
:::

'" 
:':

~
:: 

~
 '.

' :
. '

 .
,

",
',,

'::
",

 "
".

,' 
'..

;''
',:

"e
vi

u:
d 

d 
.

u 
"t

l
...

..'
.

...
.

"
:' 

.; 
,:.

' ~
:"

,':
 .~

',.
,,,

 .'
.

,"
, 

'. 
':.

-.
; 

01
i~

oY
o.

o.
o.

C
Y

oY
,O

Y
C

Y
O

y
0

01
O

.
Y

01
o.

O
.

O
Y

O
Y

.
.
 
N
I

lO
"

20
10

20
11

:0
12

""
.."

.."
...

.
20

11
20

11
...

.
20

20
20

21
.."

zo
u

""
20

2&
''''

Jo
n

T
au

l
llf

llU
u

"
1

21
ll

SO
L

..
i"

..
I.

i.
"

K
17

"
10

1
O

tb
tS

tM
U

E
U

'M
."

,;
M

1,
0

I,
'

1,
0

1,
0

1,
0

1,
0

1,
0

I.
'

1,
0

I,
'

1.
0

'"
..'

1,
0

1,
0

1.
0

1,
0

i.'
i.,

tI
lO

.
0
 
,

.l
0,

1
01

0,
1

0,
1

0,
\

01
0,

\
0"

0,
1

0,
1

0,
1

0,
1

0,
1

0,
\

0"
0,

1
0,

1
I

10
"

0,
_

"
1,

-
I.

.
I,

'
".

I,
'

".
I.

.
...

...
I.

.
I,

'
I.

.
I,

'
I.

.
I.

.
I.

,
"

10
"

"
2.

11
24

.
24

.~
Z

4.
e

24
,6

~.
.e

24
.

24
,&

24
,6

24
,1

$
2"

,6
~"

,G
2.

,6
24

.
24

,6
2U

"2
10

12
'"

M
'

,U
,..

"'
.

M
'

,..
M

.
'''

,..
""

'''
,"

,'
,"

"
)i

,8
)i

"
..

.."
",

,"
,0

,"
,0

,"
,0

,"
,0

,"
.

,"
,0

...
,"

,0
,"

.
,"

,0
,"

,0
,"

,0
,"

,0
,"

.
""

.."
l'

','
..

','
8,

'
..

..
..

8,
'

U
',9

..
..

',9
1\

.
10

"
1.

\
.,

l,l
l,l

.,
l,'

U
l,l

l,l
.,

l,l
l,l

"
to

10
"

0,
8

1_
1,

-
I,

'
1.

1,
-

1_
1.

..
1.

1,
4

1O
V

..I
I

."
1,

7
1,

7
1,

7
1,

7
1,

7
1.

1
1,

1
1.

1
1.

7
1,

1
"

10
18

..
_,

9
-,

9
0,

9
',9

-,
9

4,
9

4,
8

..
-,

9
..

10
1;

i:
i,.

7,
0

1,
0

1,
0

1,
0

1,
0

7,
0

1,
0

"
21

l1
4,

1
\1

1
II

I
11

7
\2

.1
11

1
12

,1
'

'1
7

'"
1'

"
io

n
io

ii
,

lO
ll

L
O

L
IO

.,,
01

°
10

17

ht
ll 

O
t~

 a
W

~l
i

M
i.-

I,
i

ll.
"

...
79

,
1\

\.5
H

,S
\Z

.e
L

Z
L

'
11

05
13

:1
1

~.
..Ð

14
9,

'
,..

-
14

Q
..

'4
9.

.
14

9,
.

'''9
0

\4
9,

1
1'

"
80

ra
A

ltt
C

ei
lt

0,
'

00
..

"
".

9,
1

..
O

J
.,.

.,.
1.

0
I,

'
10

0,
0

"
!l

lli
t.(

oH
lit

M
K

t I
'"

',,
,

I,
,"

',,
"

1,
(0

'0
1

.,.
.

G
,(

(4
6,

C
O

4
',C

l
,C

l
',C

L
',,

,
',,

,
'''

""
"

',,
,

e,
C

O
4

',,
,

6.
0"

"
6.

W
"

R
lm

tir
iI

'P
lN

.I
,.

10
'

U
I.

9
,"

i,"
18

,1
17

,8
17

.8
11

,2
'"

i.'
I.

'
,.,

,"
L

U
'-4

,3
''.

1,
).

2
11

0
11

O
11

,i
10

.iS
~

1,
0

1,
0

t.
I,

'
0,

1
0,

1
0,

1
"

.,,
.,0

..
..

0,
'

0,
'

.,1
0,

7
O

J
0,

'
.,.

10
1'

24
.1

2"
,6

24
,2

Z
L

,I
Z

l,S
"'

,I
n.

..1
21

,1
21

.2
,..

20
.1

li.
S

,.0
18

.1
17

."
1&

,
18

.6
IO

ff
3,

1.
\

~2
.

31
,1

nl
,'

:U
io

31
2.

xu
,.,

-
lI

,'
"'

.
27

9,
27

.1
,..

".
,.

24
5.

)
".

,
,,0

10
11

'0
'"

"8
M

0&
1,

0
..

."
.

...
...

..,
.

"'
,0

..2
9.

..
-4

18
,.

...
""

,I
3&

1.
,"

I
ll,

''''
""

'
...

.
...

sr
,a

&
ll

,,;
'-

,,,
.

$.
7.

0
l:1

5t
18

,,,
I

..,
''1

,8
...

1
""

,S
10

"
'2

1.
S

1;
',9

11
U

1\
G

.
11

..8
1\

1.
11

0.
$

10
6.

lO
S,

1
10

),
""

ic
o,

1
",

,9
,"

,9
9t

.
.."

..,
.

..1
4l

'
"'

,.
'1

'
-4

1.
&

"'
,'

,..
:I

,I
",

1
37

,'
,"

,I
,"

,0
...

.
32

,l
n.

31
'

".
3"

.
,.,

'
""

I
19

,'
,"

,0
IU

V
,.

,..
.."

Z
l9

Z
l,

10
,'

2i
.

",
S

..,
21

,1
M

",
,'

,0
,

IU
1
 
~
t
'

06
,'

..,
64

,1
64

~
61

0
au

10
,'

.,,
'

so
,,

,"
,'

lo
ll

...
04

,'
",

0
11

.
10

,1
.,,

,
U

7,
.

""
I

".
l

""
11

,8
17

\,6
16

9.
1

iE
l'

16
:,8

ie
u

,''
,

l$
..1

.t2
;

L
O

L
L

20
"

L
O

L
L

.m 20
20

L
,O

11
.'"

j"
":

l"
.:'

t:
R

lll
M

.
it 

fJ
 ,,

:;~
':.

 J
:~

 ,;
."

.:,
. .

,' 
"

. f
l. 

. "
 .,

' ;
'2

D
.i 

...
.:,

.':
...

,,;
.,'

,.'
;:;

::.
~

tM
1!

 '.
1:

:,:
('

".
 1

 "
'.;

...
,;'

.: 
i'1

'm
"'~

."
;"

'i:
'.1

'!l
:: 

"':
;~

'!:
'.Ü

i0
:"

:'.
l":

"1
'. 

.,"
'1

e:
."

n"
 ':

1;
".

': 
lt0

io
s.

;:i
~ 

re
c1

...
...

'V
,.:

'.1
'i 

',.
 ';

l..
 1

1 
:, 

:.;
:: 

;.l
,1

.td
~.

 ~
 ::

,,,
~,

,, 
,1

:Ø
1t

;'~
":

\,:
','

,;:
57

:,;
. "

':"
.~

f&
1"

:"
,'

:,:
. '

::'
;.'

!



R
T

T
D

 In
te

re
st

-O
nl

y 
D

eb
t S

er
vi

ce
 C

al
cu

la
tio

ns
N
o
m
i
n
a
l
 
d
o
l
l
a
r
s
 
I
n
 
m
i
l
l
i
o
n
s
 
.
 

C
a
l
e
n
d
a
r
 
Y
e
a
r
s

.. 
,'"

:.;
 ..

,..
..(

,..
~.

.l:
:,¡

 il
"'

;'¡
.~

,:¡
\~

.~
\ .

; '
,' 

. i
;'.

. "
 ,,

1,
(;

. '
i,.

:'t
::,

:r
:.'

I~
,,:

r 
.(

:~
 ~

,;.
. :

.: 
'..

 ',
\ ~

 .
.n

.r
.a

~\
9l

)t
y"

O
:1

i b
J~

r.
v,

kt
!'~

O
.ll

c:
i..

øt
in

s:
; '

:~
.':

:' 
;.'

,.r
,:'

, :
.'.

 ~
'; 

. \
', 

, t
.-

~
.;,

0
ov

O
r

ov
or

ov
cv

cr
O

r
oy

c
O

r
or

C
r

cy
C

'
C

y
C

y
C

C
y

2'
Y

H
t

""
to

..
,."

20
11

,."
,."

""
lO

"
lO

"
20

'.,
30

18
20

n
20

20
20

11
20

.
lO

"
lO

"
lO

ll
,.,

.
2m

T
ot

ll
bo

nd
 ..

.,.
'"

..
'il

'"
lO

..
".

."
,.,

'"
'"

...
"'

,.
4.

19
5

Ø
'W

So
iJ

U
£a

/lm
ii.

. 
"'

li "" 2'
'0

'
1'

''
I'm 10

1$
10

"
1,

0
If

.3
11

.3
1t

J
H

J
2U

2"
.~

21
.2

n2
1T

.
11

.2
",

.
21

.
IT

.
""

10
"

,,,
af

U
I

11
1

ni
~(

2
,.,

1~
.4

,..
2'

,4
2M

M
,i

2A
.4

,'.
10

"
10

.2
...

,.,
.

,.,
.

,..
'II

'U
",

.
'U

".
,9

.
",

.
..

Z
f'"

U
,.,

.
,..

,.,
.

,.,
.

JH
38

.0
'M

'M
",

0
Ja

,O
,.

""
i

..
,it

'"
'3

,/
13

,1
'0

1'
-

IV
1e

,
Id

.?
".

10
"

i.
"

H
H

,.
¡,

$
',0

$,
0

$,
0

'"
""

U
tV

,t,
?

'..
1

11
.

~,
.d

",
,$

2!
J

IS
'

10
"

"
'''

",
.

...
",

.
,.,

.
J4

.5
'"

"1
2

','
L

U
22

,
22

-
II

,'
21

.
'"

?'
1J

I,
'

22
.

21
.4

u.
t

.tv
"

"I
'

I,
'

21
.

1f
1

1'
.2

"
'
 
"
,
,
,

..
14

,8
11

,6
"

"'
"

..,
,v

"
20

'
..

,
fO

lli
lC

et
iS

.tv
iu

1,
0

2'
"

S3
,&

",
,0

ie
e.

'
13

),
1

\3
..3

1i
-.

5
19

1.
S

22
1.

2m
21

4.
2

,..
.

"'
,2

,2
S

e6
rA

Ii
..C

ot
lt.

&
,\

','
','

',i
'

','
0,

'
',i

&
,&

S,
'

&
,'

I,
'

a
',0

0,
'

S3
'''.

''I
oO

yl
t1

tI
llt

tu
8.

2'
J

~,
.%

a.
2!

..
6.

2'
'''

."
"

6.
2$

':
6.

25
~

6.
Z

lt"
,

6,
2$

'''
4.

Z
'''

4,
~'

A
.

5.
25

')
6.

~%
6.

2:
'.i

a.
z:

...
6.

Z
S'

'¡
6.

2!
'''

6.
25

'''
5.

z:
',¡

8.
:!

..
R

iw
 IÍ

N
Il 

P
K

M
ltJ

"" .. "'
0

"'
'' "'
"

"'
"

"'
''

""
''0

'"
:u

".
'"

JJ
.

'"
'"

'"
""

'"
lB

.
'''

;Q
U

.
i;

,.
,.

'"
""

i;
O

f'
'"

JJ
.

m
'"

'"
,.,

"'
''

os
,

'"
."

'"
."

..
'"

'"
..

..
...

m
10

"
'I.

4/
'

,"
'"

41
.

."
..

'"
'"

'"
m

"'
''

l0
l0

""
'"

""
10

'
IO

10
'

"'
"'

10
11

"
02

"
"

"
02

"
.,

"
"1

0
O

I.
'"

'"
'"

'"
'"

'"
'O

l
"I

i
'"

'"
."

."
..

..
."

10
22

'"
'"

",
'"

'"
"I

10
"

'"
:w

'"
:w

J5
"'

"
'"

'"
'"

'"
"I

S
'"

~
'"

/"
10

"
ii.

II
.

m
,

io
1,

",
':i

"~
,;~

Ú
fÎ

hk
'

R
iI"

~
 . 

Jf
 I 

;¡
. :

.' 
'l.

t.,
,'.

:. 
~

'.'
,:,

,:.
. ;

','
 ~

~
 .'

:,:
',;

' .
 ."

it"
: ;

.:,
.. 

.;/
,'1

...
;''

;..
:;.

.
..f

 -
.,:

', 
...

.,.
...

...
 ''

'''.
1,

 ..
~

:. 
" 

,,'
 ,'

."
 J

.. 
'

69
4;

'. 
.:1

:1
81

.'"
 ..

..'
::1

;0
1:

. '
,n

 "
:"

.I
l?

O
.;"

M
.:t

9j
', 

.
~

..'
2.

 2
."

 "
..a

,
,

..~
.'.

:'
;m

.':
-,

~ 
.~

.'.
,U

20
."

', 
~ 

¡"
',.

u1
Ø

.'J
.~

J

. '
: .

...
,..

;,'
.'1

;, 
.'1

l~
R

M
t'I

f1
i ~

.J
n,

(,
 ..

 ~
.,'

. .
','

 .'
 i;

''''
 'M

il 
',~

 :.
;~

,"
'':

 ;;
a:

)-
.'~

 '.
..,

.:.
 .'

 \4
4'

.'.
"-

' ,
':' 8/
'

'. 
Il

 "
~ 

""
 t:

:..
...

 :~
-f

''2
' ,

. r
.. 

. :
2.

11
8.

 .-
.

.1
;7

89
""

,
l
O
 
,
,
"
,
'
:
$ .

.. 
":

,'3
,i5

'¡'
 .'

;.;
.:4

.0
81

...
..'

..:
4,

44
1.

.
"!

J
'.

.
Q

;~
',.

.' 
"5

.5
3'

"
...

..'
,,'

, ,



Appendix D: Supporting Environmental
Documentation

0-1



I
~

i
~ :¡

!
F
~;
¡

!

,

j

Proposed
DESTINATION

i
ì

I

!

i
i
i

Final Environmental Impact State"ment - May 10,2001

Metropolitan Transportation Plan

for the Central Puget Sound Region

- Description of the Preferred Alternati~e and

Envimnmental ImpactfVitigation Measui-es



EXECUTIVE BOARD

i-
i

Commisoner 8G Edward

Port ofScalt1c
Predet

tocima Karen Biey
Pierce Conty
Vice Presdent
OtaÎr. Opuiill Comrmnee .

Counclmembcr Qrol Arend
City of Bremerti
Kits) Ciiö

Comisoner rim Botkin
Kitsp Conty

Conclmembc Barba.. Cotlrn
Snomish Couity

Com~ne Aubrey Davi
WA State Transtion Commision

Colmcmber Janllgo
Cityof Settle

Coty Executiv Bob Orwd

Snohis Couty
Commiser lad I3buch

fot of lacoa
Coucmbcr Magg fimia

!(ng County
Concilember Mary Gates

Ci of fedel Way
Oter Cities in r-Ing Conty

Mayo Ed HaßS
City of Evett

Oimisson Oon Holdns
fot of mrett

Cø Execive John ladenbug
Pice Conty

Seetary Dog MacDoald '
WA Stte Department of Transation

Conalmaber Nanc Mcormick
City of Remo
Othr Ciies in lGog Conty

Councilmebe Rid", id Mdve
City of Seat
Oiir.lrnsoctation Polky Il.d

Courlmcmber Ooog Miler
Ci ofTara

Coucilmembcr Margaret Pale
City of Settl

May Tma Robrts-Mar.linez
City of iYnnwo
Ot Cities ir Snish Conty

Comcmber Ph Roue
City ofOyde Hil
Othe Cies inKing CO\ty

Uayo PaulSceD

City of Settle
COIty fxtivc Ron Sims

i:ng Count
Couålmember Su Singer

Ci of Aurn
Othe Otie in King Conty

~ Jon W'df13ms
City of MillaR
Ot Cities in PI Coimty

MEMBEHIP

1(l/ Co
ll90na
Aurn
Beaux Ar l1age

Belleue
BotU
Burien
Clyd Hil
Coviti
Duvll
Enumcaw
federl Wa
Hunts PaÙlI
Isquah
Kenmore
Kent
i:ng Conty
IJnd
lake for ~k
Maple Valle

McdÏi
Me~ lsnd
New
North Il

Pacifc
Port of Setle

, Redmond

Rento
Sammamis
Selac
Sett
Sliruie
Skis
Snalmie
Tukwia
Woonviße
YaROW Paint

KiIS COI
Bainbridg lsand
Bremert
Kip Coty
Po OrdiPo
/' COUN
ll late
8111d
OuPot
Eato,'¡11e

£doo
fife
firces
Gig Harbr
lakewo
Maion
Orng
Pierce County
Port ofTacoma

Puup ,
Ilii -
, Stcibcoi
$umAC
Taca
Uncity lI

r
i
l

SNOHOM15H Corr

Aiington
Edmonds
Evett
Lake St~ns
Lynnwood

Mane
Mia Creek

Monroe
Monll.kc Ierr.ce
MuIilico
Port of Evett
Snois
Snohoish County

Stacwoo
Sultn
Wooway

STAlE AGCl
Wasngton Slate llrtment of Transportation
Washnglon Transptation Commisson

AsE M9AWI
Oanid L Evns Scoo of Pu~c Affairs
Island Conty
Po of Bremrton
PuUup TribalCOUI
Thuron Regionl P1rving Counci
f1e Tulalip Tri

L

I

¡
i

r

fung fo this repor prded in part by member juriSicio
gints fro U.5llartent of Tr:nstion. Kdel Transt
Adminitíon. mkal Uighway Administration an WashinglOf

Stte llparent of Tiaorlion
Additinal cqci of tl rep may be obtained by cotacting:

l'ct So Reiol Counc
Informtion Center

ion Wesern AVCtJ Suite Soo
Seatle. Waston 98104- tOS
(i06) 46152. 'AX(206) 587-4825

intoc(~psor

Si laguage. and councati material in altlltM forals.
call be arr:nged giiien suffict noic by aUi"9 (206)464-70.
TQD\1l: (206) 4645409

,
i

I
i

i

f
i
I
!



.

r
i

i

I
i

i
¡

May 10, 2001

i
r

Dear Member of the Pagel Sound RegionaL 'Council and IntereJted Parties:

Enclosed is a copy of the Final Environmental Impact Statement (FES) for DesiillatÏoT/ 2030, the

Metropolitan Transp'ortation Plan for the central Puget Sound region. Demiuition 2030 is scheduled

to be adopted by the General Assembly of the Puget Sound Regional Council on May 24, 2001-

This plan clarifies and adds imrlementation details to the Metropolitan Transportation Plan that was

adopted in 1995 and amended in 1996. The plan represents the efforts of government agencies

serving the region comprised of ~ing, Pierce, Snohomish, and Kitsap counties to coordinate planning of

diverse transportation systems to support the region's anticipated growth and meet it's economic and

environmental goals through the year 2030.

Volume One of the Final Environmental Impact Statement contains a description of the Preferred

Alternative, identifies the environmental impacts associated with the Preferred Alternative, and identi-
fies appropriate mitigation measures. Volume Two contains the comment letters received on the Draft

Environmental Impact Statement and responses to those letters.

Preparation of the Final Environmental Impact Statement and the De$iinaiion 2030 plan has included

extensive agency and public involvement over the past two years- Work on Dõtinmum 2030 and its

environmental review was guided by the Regional Council's Transportati?n and Growth Management

Policy Boards. and the Executive Board.

Destination 2030 is available through the Regional Council's Information Center at 206-464-7532,

on the Web at psrc.org. or through your local library. The Final Environmental Impact Statement is

available on compact disk (and paper upon request) from the Information Center. Volume I of the FEIS

is also available on the Web at psrc.org_

SÙiærely,

~ (). ~fl
Norman A. Abbott

SEPA Reponsible Offcial

j
;

!

I
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ABOUT THE REGIONAL COUNCil

The Puget Sound Regional Council is the regional growth, economic, and transportation planning

agency for King, Kitsp, Pierce, and Snohomish counties. In addition to the four counties, its members

include 70 cities and towns in the region; the Ports of Seatte, Tacoma, and Everett; the Washington

State Department of Transportation; and the Washington Transportation Commission. Associate mem-

bers include the Daniel 1. Evans School of Public Affairs, Island County, the Thurston Regional Planning

Council, the Port of Bremerton. the Puyallup Tribal Council, and the Tulalip Tribes. Local and regional

transit agencies are also engaged in the Council's work. The Regional CounCil is governed by a General

Assembly and Executive Board. The General Asembly, composed of all members, meets at least once

annually to make decisions on key issues, induding the agency's annual budget and major policy issues.

The Executive Board, appointed by the General Asembly, meets monthly to carry out delegated powers

and responsibilities. A Transportation Policy Board and a Growth Management Policy Board provide

recommendations to the Executive Board. The Policy Boards indvde representatives of the Regional

Council's member jurisdictions and representatives of businéss, labor, civic, and environmental groups.

The Transportation Policy Board also includes representatives from transit agencies.
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SECTION ONE: INTRODUCTION
!

i;
i

.

This document contains the Final Environmental Impact Statement ¡Æ1S) for Destination 2030, the Met-

ropolitan Transportation Plan -for the central Puget Sound region., This is a .non-project" environmental

impact statement that complies with State Environmental Policy Act rules under RCW 43.21C and

Chapter 197-11 WAC. The purpose of this environmental document is to 1) analyze the environmental

impacts of the preferred transportation alternative published in the Destinaion2030 plan dated May

3,2001, and 2) respond to comments received on the Metropolitan TrampOl-tlltion Plan AltmuitÎves

AnalyJir and Draft Envirol11untal Impact Statement dated August 31. 2000.

Volume One of this environmental review contains an introduction and explanation of the Destination

2030 plan and its environmental review. It provides a descnption of the Prefered Alternative and

identifies the environmental impacts and mitigation measures associated with the plan. Volume Two

contains the comment letters received and a response to each comment

I
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Process and Schedule for Developing the Environmental Statement

, The process and schedule for developing the Environmental Impact Statement is outlined below.

Date ÍVilestone

i
r
i
i
I

¡
September 1. 1999_______Jnitiation of Destination 2030 environmental scoping process-

October 15, 1999 _______Close of public comment period on scope of the environmental revew for Destination 2030.

December 9. 1999 __'_ Transportatin and Growth Management Policy Boards approve environmental rf'ew
scoping report

August 31. 2000_ Destination 2030 Alternatives Analysis and Draft Environmental Impact Statement published_

October 20, 200_______Close of public comment period on Draft Environmental Impact Statement.

November 27, 2oo0..___Close of extended public comment period for least cot planning analysis_

February 21. 2001___Regional Staff Committee reviewsrecommends draft plan to Policy Boards-

March 8. 2oo1____Policy Boards recommend draft plan to Executive Board.

March 15. 2oo1.__--Oraft Destination 2030 plan available.

March 29. 2001 ____General Assembly preentation and discssion on draft plan.

ApnllO. 2001__Public hearing on draft Destination 2030 plan.
April 26, 2001_____Execlltiv Board recommends plan to General Assembly.

May 3. 2001_____.Final Destination 2030 plan available.

May 10, 2001 ____Final Environmental Impact Statement available.

May 24,2001 General Assembly action on Destination 2030.

Scoping Process

The scoping process began in September 1999. The purpose of environmental scoping is to narrow the

focus of the 8S to significant environmental issues related to plan implementation options, to eliminate

insignificant impacts from detailed study, and to identify alternatives to be analyzed in the EIS. The

scoping process conduded in December 1999 with the Transportation and Growth Management Poficy

Boards review and approval of a rèport entitled Scope ófthe Environmental Re fir the 2001 Update

o/the Metropolitan Tramportatüm Plan. The scoping proces yielded three broad strategies designed

to stimulate disussion and analysis of alternative means of implementing policies in the adopted

Metropolitan Transportation Plan (MTP) and VISION 2020. For analysis purposes, the strategies were

categorized into the following tyes of alternatives: No Action, Re-Affrm Adopted MTp' and Modify

MTP. An announcement of the scoping process was published in local newspapers and in the Regional

Council's newsletter, Regiona VIEW The scoping documents were mailed to local jurisdictions, agen-

åes with jurisdiction and expertise. tribal governments, interest and community groups. and individual

citizens who have asked to be placed on the mailing list.1 The scoping report is available by contacting

the Regional Council's Information Center at 206-464-7532

1 Se Appendix 1 of SaP' of rh, ETlviron""nll &viaii for th, 2001 Upda~ l)frhe M'lWpoliran TramportalÍIJJl Plan (Decembe 19991.
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Public Outreach

Beginning in the Spring of 1999, and continuing throughout the adoption process, the Regional Council

engaged in early and continuous outreach efforts to inform the general public and decision-makers

about the update scope and process, and to elicit comment and advice that would guide development

of the plan. During the scoping process in the fall of 1999, four public meetings were held during a30

day public review period. This public process produced a wide range of thoughtful comments. In total,

thirty-four comments were received from persons attending one of the public meetings and thirteen

letters or email correspondences were received from persons not attending one of the meetings.

To encourage citizen comment and raise awareness about the plan update. the Regional Council held

five public meetings throughout the region on alternatives for the plan. and made over 240 presenta-

tions to civic, business and community groups reaching over 5,100 persons. The Regional Council's

website featured detailed information about. the plan and its development process. The Council also

employed direct maiL, telephone calls, and display advertisements in daily regional newspapers to inform

the pubfic of opportunities to participate in the plan development process. In addition. videotapes of

Regional Council board meetings were distributed for broadcast to community cable television stations

throughout the region. hi February 2001, the Regional Council partnered with KING TV to deliver a

series of public service announcements to rais public awareness about the plan.

~

~

Public Review and Comment on Draft Environmental Impact Statement

The Regional Council received a large volume of comments on the alternatives analyzed in the Destina-

tion 2030 Draft Environmental Impact Statement The comments that were received cover a wide-

range of issues and represnt a cross section of the regional community. (n total, 326 letters containing
1,400 individual comments were received. induding over 271 letters and emails from individuals.

In addition 33 late letters were received, twenty-six from individuals and seven fromagencies. The

,late letters were included in comment letters binders and made availabre to Regional Council decision-

makers. but they were not responded to as part of the Final Eiivironmentallmpact Statement

Both the comment letters and responses are contained in Volume Two of this Final Environmental

Impact Statement
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SECTION TWO: SUMMARY DESCRIPTION OF THE PREFERRED
ALTERNATIVE - DESTINATION 2030 - METROPOLITAN TRANSPOR-
TATION PLAN FOR THE CENTRAL PUGET SOUND REGION*

i

r

Desination 2030 indudes better roads, better transit, better ferr service and much more. The Plan
includes:

. Roads. Over 2,000 new miles of road to fix the region's clogged traffic arteries - targeting today's

worst choke-points, finishing what's been started, and anticipating future snarls. More than 1,000

lanes of new road would be added within the next 10 years, along with 27 new interchanges, 15

new overpasses and 185 upgrades to intersections.

. Transit. The first 21 miles of light rail through the region's most heavily traveled corridor would

be running within the next 10 years, when local bus service would also increase by 40 percent.

Bus service would increase 80 percent region-wide by 2030. Destiruon 2030 also indudes more

frequent rush hour commuter rail service from Everett to Lakewood and faster and more frequent

Amtrak train servce between major cities from Portland to Vancouver, Be; over 25,000 new park-

and-ride stalls; 800 more vanpools; traffc signal upgrades on over 1.000 miles of road; and about

2,000 miles of new walkways and bikeways that connect to communities and transit.

. Ferries. Six new capacity passenger femes and two new capacity auto ferries would be added to

the fleet to provide faster and more frequent trips across PUget Sound from far better terminals.

Within 20 years, the total people- carrying capacity of ferries would increase 24 percent, and car

capacity would be up 13 percent.

. System and Demand ManagemenL Destination 2030 also emphasizes the critical role of

m~naging and making maximum use of the transportation facilities that are currently in place.

The plan indudes Intellgent Transportation System (ITS) and Transportation Demand Management

(TOM) components. It also includes growth management initiatives designed to influence travel
and implement local comprehensive plans.

By 2030, the region will support nea;'ly 4.7 millon people - about 1.5 million more people and

800,000 more jobs. Thes additional people and jobs are eX'pected to increase travel by 60 percent

By comparing current trends to changes identified in Destination 2030, it's possible to use computer

models to glimpse the future 30 years from now. Here are some of the results:

Better Value

In order to get the bet deal for taxpayers, transportation planners and elected leadership within the

region have assessed the region's options based on the total costs to all of us. listened to people, and

have advanced a plan that strives to provide the best value.

. Please see Destinatio 2030 ãnd its Excutive Summary for a complete description of the plan.
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Destination 2030 identifies ways to reduce and control costs. Early action is one cost-effective

tool. With delay, costs spiraL. The plan also provides guidance reg3rding how investments should be

prioritized to maximize benefits to the transportation system. Traffc management tools are identified

to get more out of each investment. Pricing incentives are called for in future years to help bettef
manage transportation resources and reduce the need for ever more expensive infrastructure.

Ii
i
.

For central Puget Sound residents, reducing costs also means keeping more of the tax dollars collected
here. Ddtinaton 2030 s~pport state and federal policies to assure the region a fair rate of return on
every state and federal transportation tax. It also promotes new regional sources of funding that raise

money here, and invest all of it here, on regional priorities, period.

Better Coordination

Destination 2030 supports planning effort in every part of the region. It's the result of extensive
eoordination between federaL. state, regional, and loeal transportation agencies, tribes and ports. But

it's not just the governments plan. The specifics have been developed with broad input and the

help of the region's many. private sector engineering and planning. resources, and business, labor and

environmental interests. The plan has benefitted from advice from thousnds of people motivated to
help make their region an even better place to live.

The plan was als coordinated extensively with the Blue Ribbon Commission on Transportation, which

spent over two years studying the transportation needs ofthe entire stte of Washington. The Commis-

sion's recommendations support what's in Destination 2030 and urge action. Commission reforms that

don't require action by the state legislature, or voters, have already been included in Desinatum 2030.

Better Plan Management

Destination 2030 indudes a êommjtment to develop benchmarks to track the region's progress toward

key goals like: making travel faster, keeping the air clean and healthy, making roads and buses more

safe, providing more access to transit adequately maintaining roads and bridges, and making growt
management work. Monitoring performance wil allow the region to make adjustments if things aren't

workng. The plan is not set in stone. It is updated ever two years.

Better Ways To Grow

Destinn 2030 supports growth in ways most people who live here say they want to grow. The

Puget Sound region's enviable cultural environment, outstanding natural settng and economic vitality

have combined to produce tremendous civic pride, a strong sense of citien ownership, and significant

region-wide consensus about the Mure. Tht vision, detailed in a pioneering strategy called VISION '

2020, is designed to keep and enhance the things people treasure.

In support of that vision, Destnatin 2030 focuses first on maintaining, preserving and managing the

existing multi-biniondollar public invesment in the transportation system. New roads designed to

support planned growth don't get built until old roads are fixed and made safer. Ferry routes don't

6



get expanded until workhorse routes are safely sustained. New bus service doesn't 'get deployed until

existing productive routes are adequately maintained.

The plan supports the diverse and coordinated ambitions of the region's counties, ports, cities, towns

and neighborhoods. This includes focusing more growth in lively urban environments connected by

swifter and safer roads, buses, fast ferries and rails. This connection between land use and transporta-

tion is intended to reduce infrastructure costs and provide better links between home and work, and

all the other things that are part of life.

For the first time, all of the region's growth management plans are in-sync with a rong-range

transportation plan to support them.
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KiG, KIiSA, Piinu AN SIW5H Coill!:

Currnt Population____~_~--32 millon
2030 l'opulation______~_____4.7 milion

~~~~ 2030 Financial Summa!!

li ARE

System Expansjoii_________$49.S Billion
Basic Needs._____.___________$53.9 Billon
Total Planned Invesments____.____$10S.. Billon
Curr'ent law Revenue, 2001-2030____$57.2 Bilion
New Revenues___.__.______$40_0-45.0 Billon

The next two tables address system performance in terms of vehicle miles traveled. daily person trips,

and average daily delay. These tables demonstrate that Destination 2030 reduces the amount of travel,

changes the way we travel, and improves the efficiency of the mode of travel we select to use. Data

in the 2030 "Trend" column refers to the continuation of status quo without implementing invetments

and strategies in Destinatioii 2030.

Transportation System,Performance~~~-i~~..~
PfRRlllMßNE INOTOR 2030 TR£NO Omlt/O 2030

Total Daily Vehicle Miles Traveed 97.968,509 93,501,250

Daily Vehicle Miles Traveled Per Capita 20_8 19.9

TarAl DAll't PfSO TRl
.,

SOY 9.244.26 9,088.504

Carpool 6,331.287 6,459,464- i

Transit 773,625 839.(9
JAn Motorized Modes 16.349,208 16,387,017
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. US 2: Everett to Skyomish

· SR 522: Woodinville to Monroe

. SR 9: Woodinville to Arlngon
· SR 509: Complete SR 50 (Burien to 1-5)

. SR 99: Federal Way to lynnwood

. SR 520: Settle to Redmond

. (-405: Tukwila to lynnwood

. 1-90: 1-5 to 1-405 and from Sunst Interchange (Issquah) going east

. SR 18: 1-5 to 1-90 (Covngton to Snoqualmie)

. SR 3: Belfair to Silvrdale and Poulsbo to Hood Canal

. SR 167: Puyallup to Port ofTacoma

. Cros Base Highway: 1-5 to Meridian (SR 161)

. SR 512: 1-5 to Meridian (SR 161)

· SR 16: Tacoma to Kitsp County
. Ferñes: Six new capacit passenger feries and two new capacity auto fernes added to the fleet to provide faster and

more frequent trps across Puget Sound from far better terminals Within 20 years total people-carryng capacity of
femes would incrse 24 percent, and car capacity would be up 13 percnt.

. Better Technology: Traffc signal upgrades on ovr 1,00 miles of road, better trler information via the Web and
other emerging technoloies improed resnse times to clan up accidents faster. and more.

. . Roads: Over 2,00 new lane of road to fix the region's wors choke-ponts. finish whats been started, and antiipte
future snarl More thn 1.00 miles of new road could be open to traffc within the nex 10 years along with 27

new interchange 15 new overpass and 185 upgrades to intersctions Our exiting roads would be adequately
maintained and critical bndges retrofittd to meet earthquak.e standards

. Transportation Chice;: Desnaion 2030 contains oVr 25,00 new parf-and-ride stalls; 800 more vanpools. and
about 2,00 miles of new walkways and bikeways

. Bus and Rail: The filSt 21 miles of light rail through the region's most heavily traveled coridor wold be running
wÎthin th nex 10 years lol bus servce would also increase by 40 pecent Bus servce would increase 80 percent

, region-wide by 2030. Further out:exenSÎons of light rail or even better bus or monorail see. Ddtinaon 2030
als includes mor frequent rush hour commuter rail serce from Evrett to la~ewod. and faster and more frequent

Amtrak train servce beween major cities from Portland to Vancouver, Be.-

8
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SECTION THREE: IMPACTS OF THE PREFERRED ALTERNATIVE AND
MITIGATION MEASURES i

r

i

This section of the fEIS contàins two parts. The first sub-section contains a summary of the impacts and

mitigation measures and the second contains a detailed analysis of the impacts and mitigation measures.

Summary of Environmental Impacts and Mitigation Measures

This section of the FEIS summarizes environmental impacts and mitigation measures for the DcstÏnat'071

2030 Preferred Alternative.

TRANSPORTATION

Impacts: Under the Preferred Alternative (Desination 20301. VMT is expected to increase by 4S% and

population by SOlV over the next 30 years. To address this growth. the plan calls for an aggressive

program of transportation investments. The result is that the growth can be accommodated with
relatively minor impacts - for example a 20f increase in congestion (pM peak) in 2030.

Mitigation Measures: Mitigation would be inherent with adòption of the Preferred Alternative.

AIR QUALIT

Impacts: Federal air quality conformity requirements will be met Pollutant levels for CO, VOC's, and

NOx will not be exceeded.

Mitigation Measures: Federal air quality conformity requirements will be met through reducing VMT

and congestion.

GLOBAL WARMING

Impacts: Invesment in transportation modes that would reduce VMT would minimize impacts on

global warming from related fossil fuel burning.

Mitigation Measures: Under the Preferred Alternative, transportation modes that would reduce VMT

include transit, HOV. and lion-motorized. TDM and pricing strategies also assist with mitigation of

global warming.

LAND AND SHORelINE" USE

Impacts: The regional land us pattern would follow VISION 2020; land use impacts would generally

be as identified in the environmental dol:ments for VISION 2020, countywide planning policies for

the region's counties. and city and county comprehensive plans. The Preferred Alternative would be

consistent with GMA to the degree that it supports and implements the regional land use patterns. The

Preferred Alternative would also support Multicounty Planning Policies.

Mitigation Measures: The Preferred' Alternative is intended to implement regional policy and

mitigate potential impacts associated with urban growth from a regional perspectiv~. At a local level,

9
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jurisdictions with land use planning responsibilities would identify discrete actions to mitigate the

direct impacts of urbanizatidn_

WATE QUANTlTY
i
!

Impacts: New transportation facilities in the region wOl)ld generate an incremental increase in

impervious surfaces. However, it is unlikely that significant impacts to wcter quantity characteristics

would occur on a regional basis or' for individual watersheds in the region.

Mitigation Measures: Stormwate( management actions would be implemented, particularly those
designed to control peak flows under post-development conditions. Current technical standards for

stormwater management measures in the Central Puget Sound Basin are established in the Stormwate(

Management Manual for the Puget Sound Basin (WOOE. 1992). Washington Department of Ecology

(WOOE) has developed and is refining a 1999 draft update of the manual in conjunction with recovery
planning efforts for Puget Sound chinook salmon. WOOE expects to issue a final updated manual
during 200t The final manual is expected to be approved by national Marine Fisheries Service as

sufficiel'tly protective of salmon and their habitat.

WATER QUALIT

i

I
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Impacts: New transportation facilities in the region would generate an incremental increase in water
pollutants. Each project would need site-specific analysis of potential water quality impacts and

application of mitigation measures prior to approval for construction.

Mitigation Measures: Stormwater management actions would be implemented, particularly those
desgned to provide source control of runoff pollution and water quality treatment of Stormwater.

Current technical standards for stormwater management measures in the Central Puget Sound Basin

are established in the Stormwater Management Manual for the Puget Sound Basin (WOOE, 1992).

WOOE has developed and is refining a 1999 d~aft update of the manual in conjunction with recovery

planning efforts for Puget Sound chinook salmon. WOOE expects to issue a final updated manual

during 2001. The final manual is expected to be approved by national Marine Fisheries Service as

sufficiently protective of salmon and their habitat.

WIi.UFE

Impacts: New transportation facilities in the region would result in removal of vegetation, loss of

wetland area, and associated loss of wildlife habitat The greatest habitàt loss and disturbance effectš
would likely be concentrated in the urbnized portion of the region with relatively low-value habitat

However, transportation improvements that would be located in less-developed areas would have the

greates potential to affect natural vegetation and higher-quality wadlife habitat. Indirect impacts on

wild fife would likely be of greater concern than direct impacts. Habitat los and disturbance effects

from the spread of urban development would likely be greater than from regional transportation

projects. Indirect effects would more likely occur in less-developed and/or rural areas.
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Mitigation Measures: Measures would include limiting the extent of right-of-way expansion and
leaving existing vegetation within the right-of-way where possible. It may be feasible to relocate

transportation facility alignments to avoid relatively rare or high quality wildlife habitats. T ransporta-

tion projects can also incorporate design features such as berms, walls, and vegetative screening that
reduce the disturbance effects on wildlife and habitat. Mitigation funding could be allocated by local
governments and agencies to acquire off-site lands that provide quality wildlife habitat, and to enhance

the habitat on those lands or existing protected lands, as compensatory mitigation.

FISH

ì
i

-I

linpads: Impacts on fish could include worsening habitat conditions in some areas that have already

been degraded. plus new threats to some aquatic systems that are currently in relatively good condition.
Direct effects on fish would likely consist of small incremental impacts in the form of water quality and

quantity changes and the loss or physical degradation of fish habitat Indirect impacts of the same
types would likely be of greater concern than direct impacts. Indirect impacts would occur on a more

widespread basis through expanded urban areas and particularly into rural areas.

Mitigation Measures: Construction and maintenance of projects will be subject to careful review for
compliance with the "4(d) rule" issued by the National Marines Fishing Service (NMFS) in June 2000 to

protect listed fish and their habitat Typical construction mitigation includes:

· Seasonal restrictions on in-channel work.

· Requirements for temporary erosion and sedimentation control plans.

· Spil prevention and control plans.

· Inspec.tion and enforcement provisions.

In addition, specific requirements promulgated under the Endangered Species Act (ESA) requires

jurisdictions within the Puget Sound Evolutionarily Significant Unit (ESU) to apply road maintenance

Best Management Practices.

VEGETATION AND WETDS

Impacts: New transportation facilities in the region would likely result in a relatively small incremental

increase in the development-related loss of vegetation. Mandator wetland mitigation provisions,

induding replacement ratios for lost wetland area, would reduce the signification of wetland impacts

and could result in a numeric increase in wetland area. Impacts on existing vegetation and wetlands

from expansion ofthe regional transportation system wil be evaluated on a project-specific basis as

individual actions are implemented in the future. Indirect impacts to vegetation and wetlands are likely

to be of greater concern than direct impacts.

. Mitigation Measures: Measures would include limiting the extent of right~f-way expansion. leaving
~xisting vegetation within the right-of-way where possible. and salvage of nativ vegetation that must

be removed for transplanting to other sites. It may be feasible to relocated transportation facility

11



alignments to avoid relatively rare or high value vegetative communities. FederaL. state and tocaltaws

and regulations would provide an extensive framework for mitigation ,of wetland impacts. Indirect

impacts to wetlands associated with changes in land use patterns would be subject to similar mitigation

provisions administered by respective local land use jurisdictions.

I
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iHISTORIC AND CULTURAL RESOURCES

Impacts: New transportation facilities in the region could intrude on historic districts or disturb the

settng of individual sites. Potential impacts could be greatest in urban areas where the highest

concentration of resources are located. Impacts to historic or cultural properties are defined as those

that would result in the following:

.,

· Isolation of the resource or alternation of the historic setting.

· Economic deterioration of historic commercial districts or the deterioration of livability of historic

residential districts through traffic pattern changes.

· Out-of-character visual or noise disruptions.

· Deterioration of property or setting through, settement. erosion, etc.

Mitigation Measures: Speåfic mitigation measures will depend on speåfic impacts to identified
resources determined during project-level planning. Mitigation measures could indude the following:

· locate facilities to avoid histonc property destruction or alternation.

· Provide landscape elements to lessen noise and visual impacts.

· Assure design compatibility of facilities near historic district sites.

· Monitor construction to identitY and mitigate unforeseen adverse impacts.

· Relocate historic propertied jf necessary.

· Make an appropriate'record of historic properties if no alternative to demolition exisL

While federal and State governments provide guidelines and incentives for preservation. local govern-

ments make the final deciions. local governments should evaluate the following strategies to preserve

historic, archaeological and cultural resurces:

"local policies should be developed to identify and protect resources.

· A review board or commission should provide review and comment on proposed projects.

.. Property taxes on historic properties can be assessed by their current us rather than highest
and best use or market value.

.. Governments or public interest groups could consider purchase of historic properties to ensure

against their destruction through development.

12



NOISE
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Impacts: The character and level of noise impacts wil depend on the proximity to noise sensitive land

uses, local noise levels, and the location and design of transportation facilities.

Mitgation Measures: Noise impacts could be reduced by selecting and designing sites and facilities
to avoid major noise impacts such as avoiding residential areas, when possible. Using major existing

transportation corridors for development of new facilities can also reduce impacts. Specific measures

would be developed during project level planning.

VISUAL QUAUTY

j
l

i
Impacts: Although congestion would be reduced, more land would be developed for transportation

facilities. As a result, the potential for visual quality impacts would increase.

Mitigation Measures: Specific measures would be developed during project-level planning. Visual
impacts during operation could be mitigated through proper design of fdcílities, induding landscaping,

special si~nage, lighting, and compatible scale and building. materials. landscaping would replace

lost vegetation and reduce the scale of parking facilities and stations. Night ilumination should be

designed to minimize spi/lover into residential areas~ Parking lots should be located and designed to be

compatible with adjacent residential areas. Structures should complement the architectural character

of the surrounding area. Berms, trees. and shrubs could be placed to mask vehicle facifties. Stations

could be designed for visual orientation. Design should emphasize quality as well as safety and separate

vehicle areas and pedestan areas. Alignments should avoid or minimize impacts to viewpoints, parks,

view corridors, and scenic routes. Stations and support facilities should fit into neighborhood service

and retail areas adjacent to, rather than within, residential development. Height, scale, landscaping,

built form, materials, paving, and street furniture should relate tø preexisting architectural features.

landscaping and vegetative screening could reduce the visual impacts and enhance views.

EARTH AND SEISMIC ISSUES

Impacts: Existing urban development has already significantly altered surficial geological conditions

throughout the urbanized portions of the region and. these effects will persist in the future. New

transportation projects would be geographically distñbuted throughout the region rather than concen-

trated in several limited areas. As a result, a relativdy small incremental increase in the potential

for earth impacts would occur. Although most soils in the region are glaåally overconsolodated and

therefore are not susceptible to vibration-induced settlement, some areas indude soils that are prone

to liquefaction. Ground vibration could cause settlement of unconsolidated soils, which could affect

operation of transportation facilities.

Mitigation Measures: Geologic concerns may be avoided by adjusting the location or alignment of

new transportation facilities and improvements. Where the location or alignment cannot be changed,

, potential problem areas should be identified and mitigated in 
design and construction_ Facilities wil

need to meet applicable state and local earthquake safety codes. In addition, facilities should be designed
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to avoid worsening potential seismic effect; on adjacent property or structures and to counteract

potential liquefaction through ground deñsifièation, dewatering, or alternate means of support
i

I

t
Detailed Analysis of Impacts and Mitigation Measures

INTRODUCTON

-:

A Draft El5 that analyzed alternatives was circulated for public review and comment on August 31,

2000. Based upon. extensive public input (see Volume Two for Comments/Responses) and discussion,

the Preferred Alternative for DestirutÏon 2030 was identified (see Section Two of Volume One). The

DEIS analyzed and compared environmental impacts associated with alternatives. This section presents

impacts and mitigation measures for the Destrution 2030 Preferred Alternative. Because the Preferred
Alternative is a combination of Draft E1S Alternatives 3a and 3b (with refineme.nts and additions). the

impacts and mitigation measures described herein are similar to the impacts and mitigation measures

described for Alternatives 3a and 3b in the Draft EIS. However, this section includes results of updated

and refined analysis as well as public input.

Destinatn 2030 would result in a substantial increased investment in transportation facilities and

overall improvement in roads and bus. rail, and ferry service. The first 21 miles of light rail through

the regions most heavily traveled corridor would be running by 2010. By 2010, local bus service would

increase by 40 percent and would increase by 80 percent region-wide by 2030. Freeway HOV lane miles

would increase by 103 percent by 2010 and an additional 53 percent between 2011 and 2030. Within
20 years, total people carrying capacity of ferries would increase 24 percent, car capacity would be up

13 percent. Since approximately 33 percent of the Destnation 2030 projects and 50 percent of the

total budget for thes projects would be expended by 2010, the intensity of impacts discussed in thïs
chapter would be greatest in the first ten years of the plan, by 2010. Impacts between 2011 and 2030

are expected to be similar but less than experienced in the first ten years, since the subsequent period is

twice as long and the intensity of development would be less.

i
i
,

!
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TRANSPORTATION

In, 1998, the region, with a population of 3.2 miUion, generated over 64 milion miles of travel every day,

or 20.5 miles per capita. Approximatel 45 percent of the region's freeway lanes were congested during

the average afternoon peak trave period. This congestion created over 130,000 hours of delay each

day, or 6.4 minutes per household. Approximately 62 percent of all trips in the region were by single

occupant vehicle, 35 percent were car pools, and just under 3 percent were transit Northwest King

County, including Seattle, currently has the region's highes level of transit use. with transit comprising

9 percent of all daily trips.

The region's population will increase by over 1.5 milion people, or nearly 50 percent by 2030. By 2030

there will be 800,000 net new jobs in the region, a 40 percent increase during this period. Under the

Destirvn 2030 Preferred Alternative vehicle miles traveled wiU inciease by over 50 percent over the

next 30 years, from 64 rnilion daily vehicle miles traveled to over 93 millon daily vehicle miles traveled

14



by 2030. Total daily trips in the region, on the other hand, will increase 60 percent by 2030. The region

is beginning to turn the tide in the amount of per capita vehicle miles traveled. Over the life of the

plan per capita vehiCle miles traveled is expected to stabilize near current levels, for several reasons:

(1) regional land use and development trends are influencing the distribution of new jobs and housing,

bringing them closer together, (2) growth management planning is reducing sprawl by encouraging

growth inside the urban growth boundary, (3) the region is developing alternatives tÓ single occupant

vehicle travel. and (4) increasing costs and congestion are changing travel behavior.

Impacts: Transportation impacts for the Preferred Alternative are shown in Table 1, Destination 2030

Peirmaiice Datil'. Under the Prefered Alternative (Destination 2030J, VMT is expected to increase

by 4S0J and population by 50% over the next 30 years. To address this growth, the plan calls for an

aggressive program of transportation investments. The result is that the growth can be accommodated
with relatively minor impacts - for example a 2% increase in congestion (PM peak) in 2030.

Although SOV person trips would iiicrease, SOV trips would decrease as a mode choice and transit use

would increase significantly. Generally, transportation system performance would improve, reflecting

an increased investment in transportation facilities_

.Table 1: Desti~atio~ 2030 ~ormance Data Su~
System Performance Data of 1998 Baseline, 2010 Action Strategy, and 2030 Plan

PiRfRMANCf INlATOl 1998 BASELIWE 2010 AclOti SIREGY 2030 PIAN

Daily Vehicle Miles Traveled (Milions) on Arter-iI/Freeway Network

During AM-Peak Period 11,954,352
During PM-Peak ~riod 16,617,237
During Off-Peak Period 35,950,740
Total 64,522,29
Daily Vehicle Mies Traveled Per Capita 20.49

Average Vehicle Speed (MPH) on Arterial/Freeway Network

During AM-Peal: Period 35.9
During PM-Pek ~riod 34.3
During Off-Peak Penod 36.5

Hours of Delay on Arterial/Freeway Network

During AM-Peal: Period

During PM-Peak Period

During Off-Peak Period

Total

Daily Minutes of Delay Per Capita

14,639,310

20,633.848

44,021,456

77,016,816

16, 151.130

22,624,760

54,725,360

93,501,250

19.91

35.4

33.6

35.7

34.6

323
34.1
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25,840

52,746

51,895

130.480

2.49

34.145

74,803

75,629

236,695

32,685

85.597

124,614

243.896

3.10

. Modifications to the calE:ulation of modeled sytem performance data were made after the OEIS was publishd. The
revised method removed centroid connector in the modeL. The syem performance data in Destiiuuion 2030 and the

FEIS re/Jct this modeling procëdural ùnprovement Appendix I-C in the FEIS contains sytem performance data (relating
to the Preferred Alternativel that is directly comparable to the alternatives as reported in the DElS.
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Table 1. Desinati~ 2030 Performance Data Summary (continued)

System Performance Data of 1998 Baseline, 2010 Action Stratégy, and 2030 Plan

IPERfORMA INOluR 1998 BASmNf 2010 Ac SllWlGY 2030 P\J
r

Percent of Network Exeñcncing Congeson
DuRIN AM-PEAK PEROO

Freeways 24..9 28.30 19.91

Regional Arerials 1.94 2.58 2.52

Overall 4.51 5.97 4.87

DURING PM-PEAK PEROD

Freeways 44.91 52.08 35.96

Regional Arerials 4.32 5.73 6.95 i
Overall 8.3 11.5 11.09

DURING 0H:-PEAK PERI

Freeways 22.50 23.91 27.49

Regional Arterial 1.7 US 3.31

Overall 3.64 4.65 6.79

Percnt Mode Choice

At TRIPS

SOY 625 593 55.5

Carpol 34.8 37.4 39.4

T ransit 2.8 3.3 5.1

WOR TRIPs

SOY 72.2 63.1 55.7

Carpool 20.5 29.5 31.5

Transit 7.2 7.4 11.8

NON-WORK TRIPS

SOY 59.8 58.3 55.4

Carpool 38.7 39.5 41.3

T ransit 1.. 2.2 3.3

Peron Trips
At T Rl

I
SOY 6,391,095 7.7 51,885 9,08,504
Carpool 3,554,548 4,880.144 6.459,464

Transit 283,429 431.596 839,049

All Motorized Modes 10,229,072 13,063,625 16,387,017

WOR TRIPS

SOY 1,616,630 1.782,431 1,973,217

Carpol 459,690 834,58 1.153,245

Transit 161,433 209,661 418.351

All Motoried Modes 2,237,753 2,826,680 3,544,813

NON-WORK TRIPS

SOY 4,774,465 5,969.454 7,115.286

Carpol 3.094,858 4,045,556 5,306,219

Transit 121,996 221,936 420,696 -

All Motoried Modes' 7,991,319 10,236,946 12,642,203
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Freight and Goods Mobilitv. Delay due to congestion or other disruptions on major regional roadways

can affect the timely and predictable movement of freight within and through the region. Infrastruc-

ture and programmatic improvements contained in Destination 2030 will reduce rail freight and general
purpose traffic conflcts through grade separation projects and wil result in less arterial congestion.

Rail track improvements will allow more efficient joint operation of passenger and freight rail services.

which is important to the region's economic health.

Aviation Under the Preferred Alternative. The Aviation component is expected to accommodate the

projected growth in aviation demand.

Non-Motorized Transportation Network. The Preferred Alternative would emphasize providing opportuni-

ties to walk and bile within and through communities as a substitute for auto trips under five miles; would

establish opportunities to walk and bile between communities and urban centers. and in the vidnity of
transit stops and stations; and would make biking and walking more comfortable and convenient As a

result, non-motorized transportation would play an integral role in the transportation sysem.

AIR QUALITY

r

i
i

!
!

f

Impacts: Since the time the analysis was done for the DEIS alternatives, the Regional Council has been

in extensive consultation with our air quality partners - Environmental Protection Agency, Department

of Ecology, Puget Sound Clean Air Agency, Washington State Department of Transportation, Federal

Highway Administration, and Federal Transit Administration. These discussions produced updated

information and methodologies regarding inputs and emission factor models that have been used in the

analysis of the preferred alternative contained in the FES. Table 2 provides updated DEIS analyss, final

DestÍ1uition 2030 analysis, and MTP emissions estimftes vs. motor vehicle emissions budgets. As shown

in Table 2, the Preferred Alternative is below the pollutant budgets for CO, VOCs, and NOx.
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Table 2. Air Qualit Analy.sis

- Destination 2030 Emissions Estmates V5. Motor Vehicle Emissions Budget

co
(GRMl)

NOx

(GRl)
KENT lM10

( GRA)

Ot.lWIStl PM 10 TACO PMIO

(GlWS) (6Ìl)
vo

(GAA)

Motor Vehicle Emissions Budgets.

1,358,056,000 225,163,300 238,598,700 105.000 383.000...n ... --...- -""~nN

J

2030 analysis: TIer II adjustent factors; current vehicle regisrati; current I!M settings; mtp30fas

666,420,928 183,024,5 12 196,899,728 68,328 236.179
Percent over budget

-50.93% -18.71% -17.48% -34.93% -38.33%
-,... -

2020 analysis: Tier II adjustment factors; current vehicle regisrations; currnt 11M settngs; mtp20fas

651,830,528 155,356.864 180.861.040 63,529 221,651

Percent over budget

-52.00% -3 UlOllfo -24.20% - 39.5 -42.13%
~.....~ - ..- ~--- .~..,....

2010 analyis: fier If adjustment factors; current vehice registrations; current 11M settings; mtplOfs

780,560.128 148,468,048 187.234,304 63,00 231.211

Percent over budget

-42.52% - 34.O&o -4DO -39.63%-21.53%
.-..

2000 analysis: current vehicle registrtions; CUrent 11M settings; e2_200

1,44.991,184 179,749,968 221.018,48 124,813

Percent over budget

6.18°A¡

342,624

-10.54%-20.17% , -7.37Oo 18.8-7%-..- ~~ ...

1998 analys: current vehicle registrtions current 11M settings; mtp98b

1,454,155,136 182,938,912 222.980,544 131,999

Percent over budget

7.08%

359,236

-G.2()¡\-18.75% -6.55% 31.43%- .....-' ..n..-- -
. PM 10 budets bas on the PM 10 maintenanc plans

209.000
n.r..___~

165,310

-20.90%-

145,466

-30.40%-._~:M.o-i.._~

140.067

-32.8%

208.330

-O2O
..~ ..-...

194.088

-7.13%- - .- ..--.

M!tigation Measures: The Preferred Alternative wil meet federal air quality conformity requirements.

GLOBAL WARMING

Impacts: Over 60 percent of Washingtôn's CO is from transportation source. As described in the

Draft EIS, CO is a greenhous gas that gets trapped in the atmosphere resulting in global ~arming.

Therefore. increased burning Of foss~ fuels and related increases in CO will have an adverse impact

on global warming. Total daily vehide miles traveled (VMT) is an indicator for burning of fossil fuels

for transrtation.

The Preferred Alternative would result in about 93.5 millon total daily VMT (see Table 3)_ Cumulatively

over time this total VMT could adversely impact global wárming. However, compari:d to the other .

DBS a.lternatives. the Preferred Alternative would result in reduced impacts on global warming.

18
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Impacts under the Preferred Alternative would be less since it incorporates a significant investment

in transportation modes that would reduceVMT. These other transportation modes include transit,

HOV, and non-motorized

¡

~

:ra~!,;~~sP_0l"~!~O!,Sy.st~ Pe!!~n~~ti0l!..20~~
IllOlCAOR 1998 8ASUNE 2010 AcION STRATEGY 2030 PlA

Total Daily Vehicle Miles Traveled 64,522,329 77,016,816 93,501,250

Daily Hours of Delay 130,480 238.895 242.896

AM-Peak - Congeion 4.51% 5.97% 4.87%

PM-Peak. - Congestion 8.93% 11 .68% 11.09%

Off-Peak - Congestion 3.64% 4.65% 6.79%

Daily VMJ ~ Vehicle mil traveled during an average 24-hour day

PM Peal: = Weekday 3 PM to 6 PM
vlc = Modeled volume divied by the modeled capacîty. Here the pecentage of the facilities that exceed 0.9 in a volume to capacity
ratio arc displaye
GP = General Purpose (all vehicle lanes)

HOV = Higli Ocpancy Vehide lanes (restriced to ocupanc requirements of 3r persons per velúde in 2030 moel runs)

Mitigation Measures: Measures that reduce VMT are incorporated into Destination 2030, minimizing

impacts on global warming. Transportation investments and programs that support transit use,

transportation demand management, pricing strategies, HOV use, and non-motorized travel will reduce
VMT and related fossil fuel burning impacts, i.e., globàl warming;

LAND AND 5HOREUNE USE

This analysis of the Prefered Alternative identifies how the alternative would support, enhance or retard

the growth pattern esablished by regional and local plans. The analysis is not intended to evaluate the

impacts associated with urban growth generally, orthose associated with the region's or any county's
particular growth pattern. These and similar impacts have been addresse previously in environmental

documents prepared for regional plans, such as VISION 2020 and the Multicounty Planning Policies,

countywide planning policies for the four counties in the region, and for each county's and city's

comprehensive plan.

Desrination 2030 is a non-project action and will not directly cause significantirnpacts or changes

to land use. The plan is intended to support and enhance implementation of local comprehensive

plans and achievement of the regional land use pattern envisioned by the Growth Management Act,

MulticOtnty Planning Poficies and VISION 2020. Individual project actions are subject to review and

assessment of impacts to the environment Destíiuion 2030 wil however, provide an important
piece of the framework within whiCh locl land use and infrastructure planning and decision-making

will oC-cur. It wil help guide future investments in the region's transportation system and generate

discussion about potentil strategies that can effectively coordinate transportation with land use over.
the long term. The plan's impacts wil be indirect andctlmulative, thereföre, and will be manifested

pnmarilythrough the actions of local jurisdictions and private property owners.
19
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Indirect impacts discussed below are concerned primarily with the general location of future growth

and the incremental change in relative concentration or dispersal of the regional land use pattern
These impacts are described broadly; it is not possible to be site specific. In general, indirect impacts

result from the actions of multiple parties and involve interplay of policy, regulatory, economic. social

and other considerations, all of which may be influenced by national and locl forces. The -growth" that
is addressed in the analyis indudes forecast increases in population, housing and employment

It is also worth noting that land use and transportation present many intricately linked questions;

it is not always dear which is a cause and which an effect, and this relationship may change over

time. The analysis that follows describes effects that may occur 30 years in the future. Given the
inherent fallbility of long-range predictions, many of these impacts should be considered possible

rather than probable.

The presence or absence of transportation facilities can have an indirect effect on the location of
growth. The GMA, and local plans implementing its policies typically require that transportation facili-

ties be adequate to serve planned development at adopted levels of service. Local permitting agencies
are required to deny development that cannot meet level of servce and concurrency requjrements for

transportation and other facilities. The presence of adequate facilities within a sub-area or corridor.
therefore~ can attact growth to some extent, at least relative to other sub-areas or corridors lacking

adequàte facilities_ The strength of this attraction should not be overstated, however, particularly

in the context of the central Puget Sound region_ For several decades prior to enactment of the

Growth Management Act, growth occurred without adequate transportation improvement?_ The region

is tring to catch up with its past growth and plan for the future simultaneously. The attraction exerted
by new facilities should be viewed in this context.

For purposes of analyis, the region's Urban Growth Area (UGAI is assumed to be comprised of the

presently adopted UGAs in King, Kitsap, Pierce and Snohomish co.unties. It is acknowledged, however,

that state law, regional policy and local plans provide the abilty to revise these UGAs if certain cnteria

are met The relationship between projected 2030 population and jobs and land capacity within the

currently adopted UGAs has not been evaluated in detaiL. It is assumed that locating growth anywhere
within the UGA while emphasizing ctnters and .compact communities~ is, in general, consistent with

state law and local plans and regulations.

Impact: Increased transportation capacity and system expansion would tend to support the region's

planned land use pattern It would enhance the centers concept by encouraging a greater portion of

plarined population and employment growth in urban centers, and supporting higher densities through

trnsit-oriented development(TOD) to make areas of concentrateddevdopment more conducive to '

trnsit and non-motorized transportation. Focused transit and non-mototied transporttion improve-
ments would further enhance the functioning of centers. As cente~ become more intensiely

developed, there could be greater potential for land use conflicts with adjacent neighborhoods.

Depending on achieved densities. and market and economic conditions. there cold be pressure to

t
!
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expand the current boundaries of centers and/or to identify additional centers. The corridors between
centers may also experience greater infill and redevelopment

More focused growth in centers could reslt from phasing the development of transportation infra-
structure. Ensuring transportation adequacy in centers (either first or overall relative to other portions

of the urban area) would tend to attract growth to these locations. Growth would be reduced in

other locations for some interim period, which would be determined by the sequence of improvements.

Growth within the urban area would tend to follow a more radial pattern, growing out from designated

centers; these centers are generally the largest cities in the region.

Phasing is a commonly used growth management technique. It employs the location, adequacy and

timing of specified services and facilities to attract growth in a desired sequence. While it is being used

in the central Pugd Sound region, it varies from jurisdiction to jurisdiction and is based on a range

of facilities (e.g., water, sewer, roads). Phasing based on transportation has not been used deliberately

and in a coordinated manner in the central Puget Sound region. An effective phasing program would

require the cooperation and coordination of the region's jurisdictions. since it would ultimately be

implemented through local comprehensive plans and development regulations.

Mitigation Measures: The Preferred Alterative is intended to implement regional policy and to

mitigate potential impacts associated with urban growth from a regional perspective. At the local
leveL. jurisdictions with land use planning responsibilities will identify discrete actions to mitigate the

direct impacts of urbanization.

General strategies that could be pursued to address land use issues associated with coordinating
regional land use with transportation are identified below. These and similar measures could be encour-

aged through the Regional Council's ongoing coordination with local agencies, educational efforts and.

in some cases, by providing further guidance in Destination 2030 p'olicies.

· Work with member jurisdictions to discuss the desirability and feasibility of deliberately phasing

growth within the region's UGAs. using centefs and transportation improvements to determine

the location and timing of growth.

· Pursue additional funding sources, authorization and flexibilit through legislative amendment

where appropriate. Help educate citizens about the linkages between state and local taxatio

policy, the ability to fund infrastructure, and resulting effects on land use and economic growth.

· Support county work on transfer of development rights and other programs to reduce develop-

ment pressure in rural areas.
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· Support efforts to evaluate market, economic and other factors that influence the dynamics of

growth in urban centers. Help identify existing barriers and incentives to center development

and redevelopment
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· Compile and disseminate information - induding Ømodel" planning policies, regulations and

guidelines - to facilitate station area planning.

· Continue support for transit-oriented development through guidebooks, presentations and
model projects

· Continue to support monitoring and report on land use, transportation, housing,economic,

environmental and other indicator that measure how well the region is achieving its goals.

Support ongoing monitoring of land supply and demand to ensure that the UGA is appropriate in

size to realistically accommodate forecast growth.

· Evaluate the effects of Endangered Species Act listings, and resulting changes in development
regulations, on the regional land use pattern and transportation improvements

WAlER QUANIT

Impacts: Implementation of the Destination 2030 Preferred Alternative would not directly affect the

availability of water within the region, because the components of the alternatives do not include

diversion of water for consumptive use.

The Prefered Alternative would likely affect water quantity characteriics through the extent of

land clearing, urban development and impervous surface area associated wit each transportation
project. Future development of new or exanded roadways, rail facilities and other components of

the transportation infrastructure would produce a corresponding increase in the extent of impervious
surface area. This would result in increased stormwater runoff from the area affected by the projects
and, depending upon the stormwater management provisions incorporated into specific transportation

projects. potential long-term changes in the volume and timing of runoff to streams within the
region. The Preferred Alternative also would influence the amount and distribution of undeveloped land

converted to urban uses and existing urbanized uses developed to a higher intensity. Both types of land
use chang~ would result in additional changes in impervious surface area and runoff patterns.

Direct Effects of Transportation Facilities. The model assumptions for roadway lane miles provide

an indicator of the potential magnitude of impacts on water quantity resulting from the physical

development of additional transporttion facilities (see Table 4). The regional trnsportation system

indudes limited access, HOVand arterial roadways. Additionàl roadway miles under the Preferred

Alternative are summañzed as follows in absolute and percentage terms:

I
i
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~e 4,:_ Roadw_ay..!I~

2001 - 2010 Action Strategy

2010 ToiAI

10 YEAR ROAWAY IMf'RO\MtNl 200 BASE NEW ROAWAY MilES (200 - 2010) P£cr INCREASE

Arerial General Purpo lane Miles 9,249 661 9,910 7o/Q

Arterial HOV Lane Miles 82 83 8,200%

Freway General Purpose lane Miles 2.034 125 2,159 ()Jo

Freeway HOV lane Miles 162 167 329 l03'¥o

Total lane Miles 11,446 1035 12,48l 9%

2011 - 2030 Plan
2030 TOTAl

LONG-RAN ROADWAY IMl'OVMENS 2010 SYSTEM NEW ROADWAY MILES (2011 - 2030) PfRUNT lNCR

Arterial General Purpose lane Miles 9,910 560 10.470 6%

Arterial HOV lane Miles 83 11 94 13%

Freeway General Purpose lane Miles 2.159 254 2.413 12%

freewy HOV lane Miles 329 176, 505 53%

Total lane Miles 12.481 l,ool 13,482 8%

Lane Mile = the measure of fane áisance that a single lane of a road coplete in 1 mile.
A four-lane roa for example, would be equivalent to four lane miles for evry mife of roadway length. ,
GP = General Purpose IanéS

HOV = High Occupanc Veicle lanes (occupancy requirement is 2+ per vehicle for 2010. and 3+ per vehicle for 2030).

Table 4 indicates that planned additions to the regional transportation system through 2030 would

create a relatively modest inèrease in roadway lane miles compared to the 2000 base road network.

When placed in the context of t~e impervious surface area created by other roadways (e.g., collectors

and local streets) and by non-transportation urban uses, it is apparent that the Preferred Alternative

would result in a small incremental increase in, the total extent of impervous surfaces within the region

during the analysis period. The new roadway miles would be geographically distributed throughout the

region rather than concentrated in several -lmited areas. Therefore, it is unlikely that the direct physical

changes (new roadway miles and other types of transportation facilities) would result in significant

impacts to water quantity charactenstics on a regional basi or for individual watersheds within

the region. New transportation infrastructure projects would contribute to the continuing overall

trends of increased total stormwater runoff/decreased infiltration. elevated short-term discharge peaks

and reduced groundwater contributions to seasonal low stream flows. Within the contex of other

development-related changes, however, these water quantity effects might not be measurable.

Indirect Effects from Changes in Land Use Patterns. The Preferred Alternative would have indirect

effects on water quantity characteristics through their influence on land use pattems and the future

rate of conversion òf undeveloped land to urban uses The loction, character, capacity and efficiency
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of the transportation system are importantfactors in determining the spread of urban development
into currently undeveloped areas and the density of the new urban development These development

variables, in turn, relate to the location and extent of impervious surfaces within a given area. The

Preferred Alternative follows a strategy of increasing density and conceíitrating new development

in existing urban centers, thereby relieving pressure for land use conversion near the edge -of the

urban growth area. Existing urban development has already significantly altered hydrologic conditions

throughout the urbanized portion of the region, and these effects will persist during the analysis period.

Mitigation Measures: Potential water quantity impacts identified for the Preferred Alternative are based

on the changes that transportation facilities and other urban development create in stormwater runoff

patterns. Consequentl, mitgation measures intended to address those impacts involve stormwater

management actions, primarily those designed to control peak flows under post-development conditions.

The current technical standards for stormwater management measures in the central Puget Sound

region are established in the Stormwt1er Managemt Manual for the Puget Sound Basn, issued
by the Washington Department of Ecology in 1992. In 1999, WDOE released a draft version of a

revised stormwater manual that incorporated. among other features, a revised approach to modeling

stormwater runoff a modified design storm basis intended to provide water quantity and qu¡ility

management for a higher proporton of the annual runoff, and application of rie~ andlor improved Best

ManagemtPracti for Water Quality Tretnnt. WOOf has continued to work on refining the 1999
draft manuaL. In conjunction with recovery planning efforts for Puget Sound Chinook salmon, a final

updated manual wil presumably be issued by WOOf and approved by National Marine Fisheries Service
(NMFS) as sufficiently protective of salmon and t1ieir habitat.

The Tri-County Endangered Species Act Response organization (serving King, Pierce and Snohomish

counties*) has submitted to NMFS a draft stormwater management proposal that includes 14 manda-

tory elements, one of which involves technical standards for stormwater management. The proposal

commits Tri-County jurisdictions to adopt and implement technical standards that are equivalent to

or more protective than the current WDOE manual, as amended. . Key 'concepts of the Tn-County

stormwater management proposal. which is largely based on the 1999 WDOE draft manuaL. indude:

· Calculating the effects of new impervous surface area based on pre-settement environmental

conditions;

L

· Addressing all new stormwater/imperious surface impacts, rather than only those above a pre~

specified threshold;

· Infiltrating additional runoff from new development as much as possible; and

· Providing management treatment for all runoff from new development. rather than some speci-

fied fraction of the runoff.

+ Kitap County is als working on this issue as part of their (SA resjlonse.
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Agencies implementing future regional transportation system projects ìncluded in DeJÌinati011 2030

will be subject to mitigation provisions that include stormwater management standards similar to those

documented in the 1999 WOOf draft manuaL. These types of mitigation provisions wil apply to the

direct impacts ,to water quantity identifed in the previous impacts discussion. Mitigation for t!ie

indirect impacts associated with changes in land use patterns wil not occur through requirements

for the regional transportation projects. Based on the Tri-County stormwater management proposal,

however, juñsdictions within the region wil presumably be required to consider the stormwater impacts

of their future land use decisions and to apply the updated WDOf (or substitute) technical standards to

all future development that they approve_
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WATE QUAUTY

Impacts: The processes through which the Preferred Alternative could affect water quality are similar

to those described previously for water quantiy. Potential direct effects on water quality would be

linked to the extent and use of the regional transportation system; they would result from construction

of new facilities and from increased traffic-related pollutants conveyed by stormwater runoff to water
bodies. Motor vehicles and other transportation equipment deposit a variety of pollutants, pnmarily

hydrocarbons and cert~in types of metals, on roadway surfaces (and along other transportation facili-
tie) where they cån be picked up by runoff. Similarly, they produce a vanety of airborne pollutants

that can be washed out ofthe atmosphere and thereby be cárried in stormwater runoff. Consequently,
the Preferred Alternative can affect water quality by increasing the extent of roadway surfaces and by

increasing vehicle miles trveled and the corresponding airborne emissions. The Preferred Alternative

can (¡Iso create indirect water quality impacts through their influence on land use pattems and the rate

of conversion of undeveloped land.

Runoff from Transportation Facilities. Construction of new or expanded regional transportation

facilities will create the potential for short-term impacts to water quality as a result of storinwater

runoff from disturbed areas and possible spills of fuels or other toxins_ Many of the individual trans-

portation projects that would be implemented under the DestÙuiton 2030 would involve waterbody
crossings and/or be located adjacent to streams, lakes or marine waters, where impacts associates

with erosion/sedimentation and spills would be particular concerns. With proper application of best

management practices (BMPs) for construction, including temporary erosion (jnd sedimentation control
plans and spil prevention, containment and control plans, the short-term water quality impacts from

transportation construction projects can be limited to acceptable levels. In addition, the specific

projects that would be induded with the Preferred Alternative would be distributed in space throughout

the urbanized area and over time through a 3D-year period, thereby localizing the impacts and reducing

the potential for significant impacts during any part of the planning horizon. Nevertheless, each project

wil need site-specific analyis of potential water quality impacts and application of mitigation measures

prior to approval of construction.

Once the new roadways, rail lines and other transportation facilities arê completed and in operation, the

new surface areas wiR represent loog-term sources of additional pollutants that wil be carried by runoff
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into waterbodies. Motor vehicle traffic, for example, produces contaminants from wear of brakes

and other vehicle parts, tire friction. .fluid drippings and exhaust particulates Specific contaminants

such as mercury, copper,lead, zinc, chromium, cadmium, iron, total suspended solids (TSS), oil and

grease, and various petroleum- and combustion-based compounds are deposited on roadway (and

parking lot) surfaces where they can be entrained in surface runoff and conveyed to streams and lakes.

Water quality treatment facilities, such as oil/water separators, are typically included in stormwater

management sytems for new development to remove contaminants before they reach natural water

bodies or groundwater. Becausel00-percent treatment effectiveness has not been achieved, however,
the new transportation facilities contemplated will represent an incremental addition to the existing

volume of water pollutants generated by uroan development with the region.

As discussed above under Water Quantity, the model assumptions for new roadway lane miles provide

an indicator of the potential for both short-term and long-term water quality impacts directly associ-

ated with expansion of the regional transportation infrastructure under Desnoon 2030. Imp£ementa-

tion of the improvements contained within f'referred Altemative would result in a 20-percent expansion

of the regional highway system by 2030; this would represent a moderate increae in the potential for

construction and operation impacts on water quality from the key highwas within the region during the
analysis period. Relative to the pollutants produced from all roadways and parking lots within the region,

the Preferred Alternatve would be unlikely. to reslt in a significant increase to the existing level of metals

and hydrocarbon poßuton in the region's waters. That conclusion notwithstanding, there wil be an

ongoing need for project-specific environmental reiew and incorporation of state-of-the-art mitigation
measures to limit pollutant contributions to stormwater from the new trnsportation facilties.

Dispersed Vehicle Emissions. In addition to the pollutants deposited along roadways and other facilities,

transportation equipment generates airborne pollutants that can precipitate out of the atmosphere and
be carried by stormwater runoff into natural wateroodies. Over a given period of time, and controllng

for variations in technology and vehicle mix, the volume of this pollution will generally be a function

of the amount of vehicle miles traveled within a give area. The Prefered Alternative can contribute to

this type of water quality impact through their influence on the extent of the regional transportation

system and the level of vehicle miles that its users wil generate.

The m~deJ output for the Preferred Alternative provides several quantiative measures that are indicative

of the level of potential change in vehicle emissions. By 2030, total \lT would be about 93.5 millon (see

Table 3). Although total VMT within the region wil increase substntially under the Preferred Alternative,

airborne emissions from vehicles are not among the major sources of water qualit impacts This source

of pollutants is likely to be a minor contributor to long-term water quality impacts in the region.

Indirect Effects Through land Use Influences. The Preferred Alternatie would have indireCt effects on

water quality characteristics through influence on land use patterns and the Mure rate of conversion of
undeveloped land to uman uses. The variable and processes through which these impacts would ocur

follow directly fr'om the previous discussion for water quantity as doeS the limited specific information

of the land use pattern and land consumpûon raio.

~
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Stormwater runoff would again be the primary impact pathway through which promotion of low-
density development and conversion of undeveloped land would lead to increased water quàlity

impacts. In addition to the pollutants typically associated with runoff from streets and other paved
areas (primanly hydrocarbons and some metalsl, low-density urban development contributes fertilizers,

pesticides and other chemical constituents from lawns and gardens. Because much of the low-density

development would likely be served by septic systems rather than sewers, effuent from failing septic

tanks would be an additional indirect water quality consideration. The specific pollutants associated
with the latter sources primarily include nutrients and fecal coliform bacteria, which are already

identified as impairmentsourcés for many of the waterbodies on the current 303(d) list.

The Preferred Alternative follows a strategy of increasing density and concentrating new development

in existing urban centers, thereby relieving pressure for land use conversion near the edge of the

urban growth area. If most of the expanded highway capacity were located between existing or
planned concentrations or urban development higher-intensity development would be promoted along

these corridors.

j

r

i
i
ì

i

The indirect (land-use related) water quality effects would likely result in additional degradation of

many of the creeks, rivers and lakes in the urbanized area that are already impaired. However, existing

urban development has already significantly altered hydrologic conditions throughout the urbanized

portion of the region. There wil be substantial new development from the present to 2030. For
'example, the Puget Sound Regional Council forecast indicates that the population of the region will

increase by nearly 1.6 millon new residents during that time, a relative increase of nearly 50 percent

of the 1998 base leveL.

Mitigation Measures: The potential water quality impacts identified for the Preferred Alternative

all relate to increased stormwater runoff from transportation facilities and other urban development,

and the pollutants carried in that runoff. Consequently, mitigation me~ures intended to address the
identified water quality impacts involve stormwater management actions, particularly those designed to

provide source control of runoff pollution and water qùality treatment of stormwater.

Primarily as a result of the recent listing of Puget Sound chinook salmon as a threatened species

under the federal Endangered Species Act, stringent mitigation measures intended to address potential

water quality impacts will no doubt be required for construction and operation of all transportation

infrastructure projects implemented under Ddtiniition 2030. As discussed previousy, an update of

the 1999 WOOf draft stormwater manual ~ expected to provide the basis for technical standards for

storniwater management applicable to both trnsportation projects (direct water quality impacts) and
future land use and development actions (indirect impacts). Water quality provisions in the 1999 WOOE

draft manual include application of BMPs sucf as grass-lined swales; ponds, wetlands and vaults that

remove polliitants through settling action, Other provisions apply equipment that can skim floating

pollutants from the runoff. Based on the design standards and performance effciencies, the water
quality treatment BMPs would likely capture about 75 percent of the total suspended solids, less than

50 percent of the nutñents and metals in particulate form, and. less than 33 percent of the dissolved

27



J

1
i

j

nutrients and metak Consequently, the water quality impacts of the alternatives can be limited

through updated stormwater management measures, but then~ will be some unavoidaole residual

impacts even with mitigation.

In addition to the updated technical standards discussed above, the 14-point lri-County stormwater

management proposal includes elements addressing the stormwater impacts of local land use decisions,

inspection and enforcement of the stormwater requirements, improved maintenance standards and

programs for both public and private stormwater facilities, source control standards to reduce the

amount of pollutants contained in urban runoff, programs for preventing and removing illcit discharges

of pollutants to runoff, monitoring, and public education and outreach., Implementation of these pro-

gram elements wil provide additional mitigation, beyond the contributions of the updated stormwater

technical standards, for the direct and indirect water quality impacts.

~

VEGETATION AND WETLANDS

Impacts: Implementation of the Preferred Alternative would have a variety of direct and indirect

potential impacts on vegetation and wetlands within the central Puget Sound region. These potential
impacts can be summarized as follows:

· Direct impacts through removal of existing vegetation for construction of transportation system

projects, including new or exanded road, rail and air transportation facilities;

· Corresponding direct impacts on wetlands;

· Indirect loss of vegetation and wetland areas through promotion of additional low-density urban
development and conversion of undeveloped land to urban uses; and

· Indirect impacts on remaining wetland areas through water quantity and quality changes result-

ing from transportation system projects and promotion of additional urban development

Based on the information on existing conditions, some general conclusions about potential vegetation

and wetland impacts are possible. For example, most of the individual transportation projects are likely

to be expansions of existing facilities. such as constructing new lanes on highways. Consequently, clear-

ing and removal of vegetation for these projects is fikely to occr primarily in areas that have already

been disturbed through construction of transportation facilities and adjacent úrban development. rather

than in areas of remaining natural vegetation. In" addition. fol/owing the reasoning presented in th

previous discussion of water"quantity impacts, there would likely be a relatively small incremental

increase in the development-related loss of vegetation within the region_ Direct impacts on existing

vegetation from expansion of the regional transportation sytem wil be evaluated on' a project-specific

basis as individual action are implemented in the future.

Similarly, direct impacts to wetlands would primarily occur within the urbanized portion of the region,

where transportation facilities and other urban development häve already displaced some wetland area

and disrupted wetland functions. Mandatory wetland mitigation provisions, including replacemet

. ~
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ratios for lost wetland area, would also reduce the significance of wetland impacts from these projects

and could even result in a new numerical increase in wetland area. Nevertheless, a number of

individual transportation projects would no doubt occur within drainages where significant wetland

concentrations strl remain, and where careful evaluation of project-specific impacts would be required~

For a variety of reasons, the indirect impacts to vegetation and wetlands are likely to be of greater

concern than the direct impacts. To the extent that the Preferred Alternative would promote additional

land conversion and urban development within the region. the extent of that vegetation and wetland
loss (measured in acres) would likely exceed the direct effects of specific transportation projects.

Furthermore, the induced development would contribute to the potential for hydrologic and water

quality impacts to remaining wetland areas not displaced by the'developmenl

Since the Preferred Altemative promotes concentration of urban development and minimizes consump-

tion of rural and open space. it minimizes indirect impacts.

Mitigation Measures: To a considerable extent. the impacts of regional transportation projects on

,:egetation wil be unavoidable, as some dearing of existing vegetation is necessary to construct new

facilities and is usually required to expand right-of-way areas to accommodate additional capacity.

Applicable mitigation typically includes measures such as limiting the extent of right-of-way expansion,

leaving existing vegetation within the right-of-way where possible, and salvage of native vegetation
that must be removed for transplanting to other sites. In some cases it can be feasble to relocate
facility alignments to avoid existing vegetative communities that are relatively rare or considered to

be of high value. Certain types of properties that can include publicly-owned open space or refuge

areas, for example, are given a degree of protection under Section 4(f) of the federal Department of
Transportation Act (49 use 303); implementing federal agencies must show that there are no feasible

alternatives to disruption of such properties, and that mitigation has been identified where design

alternatives would not avoid impacts.

The wetland impacts identified above would be subject to mitigation through existing government

programs. FederaL. state and local laws and regulations provide an extensive, fonnal framework for

mitigation of impacts to wetlands. Under Section 404 of the federal Oean Water Act (32 USC 1344),

a practicable project alternative that would create less wetland impact must be implemented unless .

that alternative would create other significant impacts. In adpition. it múst be demonsated that all

practicable step to minimize potential impacts to wetlands and aquatic systems have been taken. Where

wetland impacts area unavoidable, requirements for compensatory mitigation based on wetland value and

area are employed. Consequently. any regional transportation projects implemented under the Preferred

Alternative wil be subject to mitigation requirements involving avoidance. reduction and/or compensation

of wetland impacts. Indirect impacts to wetlands associated with changes in land use patterns wil be

subject to similar mitigation provisions administered by the respective local land use juñsdictions.

¡
i

ì
i

29



WILDLIFE

Impacts: The. potential direct and indirect impacts on wildlife would generally parallel the vegetation'

. and wetland impacts discussed previously. Removal of vegetation and loss of wetland area through

construction of transportation system projects would also result in loss of existing wildlife habitat.

Expanded road. rail and air transportation capacity would also increase the extent of the disturbance

effects from human development on wildlife populations and their habitats. The Preferred Alternative's

influence on land use patterns and the promotion of land conversion to urban uses would also result

in indirect impacts on wildlife, through additional loss of habitat and disturbance of animals using

the remaining habitat

Habitatloss and disturbance effects would likely be concentrated within the urbanized portion of

the regioO- Consequently, it is expected that relatively low-value habitat. typically used by generalist

species adapted to urbanized settings and more tolernt of human disturbance. would be pñmarily

affected. Nevertheless, there is some potential for individual projects to threaten or disturb some of

the remaining pockets of high-quality habitat in the urban area. Furthermore, projects that would

direct transportation system improvements to the less-developed portions of the region would have a.

greater potential to affect natural vegetation and higher-quality wildlife habitat Careful project review

would be required to address these site-specific isues, and habitat replacement measures might be
appropriate for projects that would affect habitat valued by native species

As with the other natural resource topic areas, the potential indirect impacts on wildrife are likely to

be of greater concern than the direct effects. Habitat loss and disturbance effects from the spread
of urban development are likely to be more widely distributed and more extensive in area than the

corresponding effects from regional transportation projects. However, the Preferred Alternative follows

a strategy of increasing density and concentrating new' development in existing urban centers, thereby

relieving pressure for land use èonversion near the edge ofthe Urban Growth Area. As a result,-direct

impacts on vegetation and native wildlife species related to larid use would be minimized_

Mitigation Measures: Mitigation of wildlife impacts represents a close parallel to the previous discus-

sion of vegetation. To the extent that deañng of existing vegetation wil be necesary to accommodate
regional transportation projects, some loss of wildlife habitat associated with that vegetation would

be unavoidable. Typica mitigation for vegetation impacts, such as limiting the. extçnt of nght-of-way

expansion and leaving existing vegetation within the nght-of-way where possible. W9uld also serve to

minimize impacts on wildlife habitat It may be feasible to relocate facility alignments to avoid high

qU31ityor relatively rare wildlife habitats, particularly in site-specific caes such as bald eagle nests

or great blue heron rookeries. Propeies protected under Section 4(t) of the federl Departent of
Transortation (Act 49 use 303), for which feasible alternative and mitigation must be identified, can

include wildlife refuges or publicly-owned open space that provides valuable wildlife habitat Transrta-

tion projects can also incorporate desgn features such as berms. w.alls and vegetative screening that

reduce the disurbance effects on remaining habitat and the wildlife populations that use them
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Other types of mitigation in addition to these standard measures based on avoidance and minimization

of impacts could, and likely will, be used to address direct impacts on wildlife. Recovery planning

efforts for protected species now typically include habitat acquisition and enhancement measures

to compensate for past impacts and/or unavoidable future impacts. Agencies undertaking future
transportation projects could allocate mitigation funding to acquire off-site lands that provide quality

wildlife habitat, and to enhance the habitat on those lands or existing protected lands, as compensatory

mitigation for the wildlife impacts of the projects. local governments with land use jurisdictions could

adopt similar measures to help mitigate the wildlife impacts of their land use decisions.

fiSH

Impacts: The sensitivity to potential adverse impacts to fish from any development action within the

region has been heightened by the recent listing of Puget Sound Chinook salmon as a threatened

species under the federal Endangered Species Act. Consequently, environmental review for regional

transportation system projects wil include careful scrutiny of project impacts on listed fish, and

stringent design and mitigation standards wil be applied to these projects.

The assessment of the potential impacts of the Preferred Alternative on fish and fish habitat follows a

very dose parallel to the discussions of water resource, vegetation and wetlands, and wildlife impacts.
In general. the direct impacts on fish are likely to consist of many diffuse, small incremental impacts

in the form of water quantity and quality changes and the loss or physical degradation of fish habitat.

These impacts would likely be exceeded in significance by indirect impacts of the same types occurring

on a more widespread basis through expanded urban development, particularly into the rural areas of

the region. Overall. the combined effects on fish can be summarized as a combination of worsening
habitat conditions in some areas that have already been degraded by transportation and other urban

development. plus new threats to some aquatic systems that are currently in relatively good condition.

The Preferred Alternative follows a strategy of increasing density and concentrating new development

in existing urban centers, therby relieving presure for land use conversion near the edge of the Urban

Growth Area. As a result, indirect impacts on fish related to land use would be minimized.

Mitigation Measures: All construction projects for transportation system improvements will be

subject to careful review for compliance with the "4(dl rule- isued by the NMFS in July 2000 to protect

listed fish and their habitats, (Endangered and threatened speåes; salmon and steelhead; final rules,

65 Fed. Reg. 132 424-22 (2000) (to be codified at 50 CfR 3223)). Measures to mitigate fisherie impacts

of construction activities typically incude seasonal restrictions on in-channel work. requirements for

temporary erosion and sedimentation control plans, spil prevention and control plans, and inspection

and enforcement provisions. Many proposed projects will likely need to be modified to incorporate

special desgn and construction features in some locations, or additional mitigation measures that are

sufficiently protective of fish.

Similarly. maintenance of transportation facilities within the region wil need to be modified to comply

with specific requirements promulgate-d under ESA The final 4(d) rule references as an acceptable
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standard the road maintenance program recently adopted by the Oregon Department of Transportation

(OOOT), and requires jurisdictions within the Puget Sound ESU to apply road maintenance Best
Management Practices (OBMPO) equivalent to or better (more protective) than the oom program.

The Tri-County ESA Response entity created by King, Pierce and Snohomih Counties (Kitsap County

is also working on these issues as part of their ESA response) has proposd a roa'd maintenance BMP

program similar to the OOOT manual that is currently pending evaluation by NMFS. The Tri-County

road maintenance proposal includes 10 specific program elements; one element addresses the actual

BMPs and desired conseNation outcomes from their application, while the other nine are programmatic

elements addressing items such as training, program review and approvl, monitoring and enforcement,

and scientific research. The recommended BMPsand desired outcomes are presented in a matrix that

provides direction for the following categories of maintenance activities:
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· roadway'surface maintenance

· maintaining drainage systems (open and closed)

· work involving watercourses, streams and stream crossings

· maintaining gravel shoulders

· street surface cleaning

· bridge maintenance

· snow and ice control

· concrete work

· sewer and water system maintenance

;'

t.
Examples of specific features incorporated in the ODOT manual and/or the Tri-County road maintenance

proposal include measures to prevent soil from becoming water- or airborne, establish perimeter filter
protection for work sites, remove and properly recycle all waste materials, use environmentally sensitive

cleaning and releasing agents, carry spil kits, vacuum solids deposited in drainage systems. maintain
presciibed vegetative buffers, use water spray sytems in street cleaning, avoid use of de-ieers near

sensitive aquatic habitats, and restore disturbed areas. Thes tyes of specific'mitigation measures
. are expected to be applied in the near fuure to the regional transportation projects associated with

D~tiTlatÙJn 2030. and wm thereby address the direct fiheries impacts discussed above. Other elemets

of the Tn-County recovry proposal. including the stormwater managemerit, land management and

habitat funding programs, are expected to incorporate mitigation measures that are responsive to the

broad-based indirect fishery impacts associated with increase urban development.

CUlTURAL ResOURCES

The foUowing discussion identies issues of importance for subsequent project-level evaluation. Cultural

resources would be thoroughly evaluated as individual projects that comprise the Preferred Alternative.
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Impacts: Potential impacts to historic and/or cultural resources during construction of specific projects

included in all alternatives may include the following:

· Physical destruction, damage, or alteration.

· Isolation from historic setting or changing the setting's character.

i
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· Restriction of access.

· Out-of-character visual or noise disruptions.

· Detenoratioii of property through settlement and erosion.

Construction impacts would be evaluated on a project-by-project basis as the Preferred Alternative is

implemented. Unknown archeologital resources and traditional cultural properties may be disrupted

during field investigations carried out during construction. In that event. constructiori would be

suspended until appropriate mitigation decisions are made.

Afer construction of projects and duríng operation. projects and programs could intrude on historic
districts or disturb the setting of individual sites. Impacts to historic or cultural properties are defined

as those that would result in the following:

· Isolation of the resurce or alteration of the historic setting.

· Restriction of access to the resource.

· Economic deterioration of historic commercial districts or the deterioration of livability of historic

residential districts through traffic pattern changes.

· Out-of-character visual or noise disruptions.

· Deterioration of property through, settlement, erosion, etc.

The impacts listed above could occur, depending on place and type of improvement Adverse impacts

would be minimized or avoided where projects would occur within existing transportation rights-of-

way. Impacts would be the greatest in urban areas where the highest concentrations of historic

resources are located. However. the increased emphasis 011 transt may provide the opportunity for

reuse of some historic transportation facilities. lncreased ferr service isoot expected to result in

significant impacts to cultural resources.

Adverse impacts may also include diminishing the integrity of a property's location. design, setting,

materials, quality, feeling, or assocation. Generally, preservation programs and regulations for historic

and cultural resources are in place to help maintain the integrity of the characteristic that qualify a

resource for historic or preservation status.
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Mitigation Measures: Specific mitigation measures wil depend on specific impacts to identified
resources determined during project-level-planning. Mitigation measures could include the following:

· locate facilities to avoid historic property destruction or alteration.

· Provide landscape elements to lessen noise and visual impacts.

· Assure design compatibility of facilities near historic districts sites.

· Monitor construction to identify and mitigate unforeseen adverse impacts.

· Relocate historic properties if necessary.

· Make an appropriate record of historic properties if no alternative to demolition exists.

While federal and state governments provide guidelines and incentives for preservation, local govern-

ments make the final decisions. local governments should evaluate the following strategies to preserve

historic, archeological and cultural resources:

. local policies should be developed to identify and protect resources.

· A review board or commission should provide review and comment on proposed projects.

· Property taxes on histonc properties can be assessed on their current us rather than highest'

and best use or market value.
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Governments or public interest groups could consider purchase of historic propertes to ensure against

their destruction through development.

VISUAL QUAlIT

The following discussion identifies issues of importance for subsequent project-level evaluation. Visual

quality would be thoroughly evaluated as individual projects that comprise the Preferred Alternative.

Impacts: Temporary constuction dust, signage, and heavy equipment would be visible on and near

construction sites. Mature vegetation would be removed from some sites. The need to construct

retaining walls or cut-and-fill slopes also would result in vegetation loss. Construction impacts could

temporarily degrade or block views or vistas. Although congestion would improve in some areas,, ,
more land would be developed for transportation facilities. As a result, the potential for visual'qu~lity

impacts would increase.

New transit and rail stations would affect the appearance and character of local areas. Impacts from

transit stations would be minimal where stations would be located on freeways, at existing park-and-

'ride lots, or in urban area. Visual impacts of new rail stations could be minimized by locting stations

on arterials and designing aesthetically compatible facilities that would blend well with commercial and

residential neighborhoods.
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In urban centers, large commercial areas, office parks, or mixed-use areas, new transit and rail stations

could strengthen visual character by providing a focal point and encouraging infill development and

pedestrian circulation. However, structured parking garages could conflct with the scale and character

of surrounding areas without site sensitive design. Attractive transit facilities with good pedestrian

connections may enhance visual quality.

The viual impact of HOV facilties should be minor except where streets and highways are widened or

views blocked. Widening arterials or highways to accommodate HOV faculties could increase the visual

impact of the roadway and reduce visual buffers between roadways and adjacent uses. Other road

improvements and bridge construction could affect visual quality by creating a visually dorrnant or

contrasting form that could degrade or block views.

Mitigation Measures: Specific mitigation measures would be developed during project-level planning.

Visual impacts during operation could be mitigated through proper design of facilities. including

landscaping, special signage, lighting, and compatible scale and building materials. landscaping would

replace lost vegetation and reduce the scale of parking facilities and stations. Night illumination should

be designed to minimize spilover into residential areas.

Park-and-ride lots should be located and designed to be compatible with adjacent land uses. Structures

should complement the architectural character of the surrounding area. Proper location and design

of transit and rail facilities could minimize negative aesthetic effects and enhance urban and suburban

character. Alignments for all transportation facilities should avoid or minimize impact to viewpoints,

parks, view corridors, and scenic routes. Support facilities such as stations and park-and-ride lots

should fit into neighborhood service and retail areas adjacent to, rather than within, residential

development. Height, scale, landscaping, built form, materials, paving, and street furniture should relate

to preexisting architectural features. Landscaping and vegetative screening could reduce the visual
impacts and enhance views.

NOISE
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The following discusion identifies issues of importance for subsequent project-level evaluation. Noise

would be thoroughly evaluated as individual projects that comprise the Preferred Alttrnative are

implemented.

Impacts: Construction noise impacts are likely to be significant in some areas due to the character,

magnitude, and duration of construction. However, these impacts would be short-term. local and state

regulations would limit/control hours of construction. Construction equipment noise varies, depending

on the types, size, and age of equipment and the types of operations. Most construction-equipment

produces noise levels from 72 to 94 dBA at 50 feet, with heavier equipment tending toward the

high end of this range. Some operations, such as concrete breaking and pile driving, generate more

noise. including peaks above 100 dBA The levels of construction noise reaching abutting buildings

or residences would be even higher than levels where construction would occur closer than 50 feet

from the affected structures.
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Noise impacts from operation of the regional airport system can be divided into two categories: (1)

commercial airport noise impacts (Sea-Tac International Airport); and (2) general aviation airport noise

impacts (aU other sytem airports).

The noise impacts associated with operation and planned expansion at Sea-Tac Airport have been

well documented, in the Port of Seattle's Final Supplemental Environmental Impact Statement for the

Proposed Master Plan Update Development Actions at Seattle-Tacoma International Airport (May 1997)

and in the Port's Part"50 Noise Compatibility Study Update that was completed in October 2000.

These reports document the existing and forecast future noise environment, outline the effects of that

noise on surrounding communities, and document and evaluate a range of actions that can be taken to

.reduce the impacts of airport noise. Many of these actions are already being taken, either as part of the

Port's ongoing noise remedy program or in response to the Regional Council's 1996 MTP amendment,

which included recommendations and steps seeking to mitigate noise impacts These were adopted in

1996 as the Regional Councirs Resolution A-96-02.

Additional actions to address the noise impacts at Sea-Tac Airport were adopted in October 2000

as part of the Sea-Tac Part 150 Study Update. At Sea-Tac International Airport, passenger traffic is

forecast to increase from 27.05,488 annual passengers in 1999 to 44.600,000 in the year 2020. Total

aircraft take-offs and landings are forecat to increase. from 434,425 in 1999 to 532,000 in the year
2020. Totål population affected by the 65 ldn noise contour at Sea-Tac Airport is forecast to decrease
from 31,800 in 1994 to 15,060 in 2020~ This reduction in nois impact is largely due to the continued

introduction of newer, quieter aircraft along with retirement of the older, noisier jet aircraft (source:

Fina Supplementa EIS jõr the Propofed Maser Plan Update Development Actions IU Seattle- Taco7f

IntertionalAirport, May 1997).

At the rC9ion's general aviation airport total aircraft take-offs and landings are forecast to increase

from 1,678,354 in 1998 to 1,872,996 in the year 2020, while total general aviation aircraft based in

the region are predicted to increase from 3,620 to 4,439 in the same time frame. The potential future

noise impacts at the region's smaller general aviation airports have not been studied in the same level

of detail as at Sea-Tac Airprt. Several larger general aviation airports, such as Boeing Field (which is

currently preparing an FAR Part 150 Noise Study). Paine Field, Renton, Arlington, and Tacoma Narrows,

have evaluated existing and future noise associated with airport activity as part of their periodic airport

master planning process. The results of these studies show that many larger airports will see slow

increases in noise impact as the number of aircraft take-offs and landings increase over time. This

noise analyis is done to inform neighboring communities of the airport's future plans, and to assist

local jurisdictions plan for airport compatible land uses. The overall affect of the aviation system

actions envisioned wil be lower aircraft-related noise, and noise-related community impacts, than those

previously forecat in the 1988 Regional Air System Plan. Under the Preferred Alternative, some future

changes in planned land use and local zoning adjoining system airports can be anticipated as a result of

more effective planning for compatible land use.

f
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In 1996 the Growth Management Act (GMA) was amended to protect public use general aviation

airports from encroachment by incompatible land uses, and to reduce the impacts of airport noise on

neighboring communities. The new law requires cities and counties planning under GMA through their
local comprehensive plans and development regulations. to discourage the siting of incompatible land

uses adjacent to such airports. Formal consultation With the aviation community is required, and all

plans and regulations must be filed with the WSDOT Aviation Division. The Regional Council is working

with the WSDOT Aviation Division and other state agencies in developing guidelines for implementing

the law, Using authority under 558-6422 (1995 session), relevant sections of the Planning Enabling Act

(Chapter 36.70 RCW). the Growth Management Act (Chapter 36.70A RCW), and RTPO legislation, the
Regional Council has developed new critena for review and certification of local comprehensive plans.

In late 1998 the Regional Council began implementing its mandated GMA provisions by incorporating

the review of compatible.land use around airports into its comprehensive plan review and certification
criteria. In 1999, the Regional Council began using these èriteria in its review and certification of all

local comprehensive plans. The goal of this program is to improve land use compatibility around the

region's airports and reduce potential impacts associated with airport operations. Specific impacts at a

given airport are to be analyzed at the project-level by the lead agency for a given airport.

Many roadways would experience a modest increase in noise from increased traffic volumes and longer

peak traffc periods. Many roadways may also experience periods of reduced traffc nois due to incrased

congestion and slower vehicle speeds as traffc volumes exceed road capacities. local changes in traffc

noise levels may also occur as drivers use alternate routes when confronted with severe congestion.

Changes of this tye could contribute to increased traffic noise on local and minor arterial streets.

Noise from transit operations will depend on the types of vehicles and equipment used, the character

and locations of the alignments and the impacts of the new facílitiesand transit operations on

background traffc patterns. New transit centers and increased intensity of park-and-ride lot use may

contribute to local increases in traffic volumes and noise that could affect nearby residential areas or

other noise sensitive land uses. locally increased noise may occur due to changed traffic patterns,

increased bus operations~ rail trallit or commuter fail operatioll, or bus or fail operations at transit

stations and park-and-ride lots. .

The character and level of local noise impacts will depend on their proximity to noise sensitive land

uses, local noise levels. and the location and desgn of facilities. Most bus transt facilities would be

located within existing freeway, highway, and arterial rightsot-way, where noise levels are relatively

high. However, some of the facilities would be developed in outlying areas where noise levels are lower

than on principal roadway corridors.

New HOV lane acces points may contribute to local increaseS in traffic volumes and noise that could

affect nearby residential area or other noise sensitive land uses. Additional HOV lanes or access points

would likely contribute to increased vehicle speeds, which could slightly increase traffic noise in some

areas. New HOV facilitíes may also reslt ín traffic lanes being moved closer to abutting land uses, ,

although in most instances the change in noise levels would be slight.

~
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Increased ferry service is not expected to result in significant noise impacts_

Mitigation Measures: Specific mitigation measures would be developed during project-level plannin9_
Possible measures to mitigate construction noise include the following:

· Strictly enforce noise ordinance resrictions, including nighttme restrictions_

· Restrict the noisiest construction operations to the least noise sensitive periods of the day.

· Require contractors to muffe noise from equipment.

· Mandate temporary noise barriers between work zones and noise sensitive uses.

Ir

· Notify nearby landowner prior to periods of unusally loud construction noise.

· Require contractors to prepare approved noise control plans where noise impacts are likely to

exceed allowable limi.ts.

· Institute a construction "hot line" to handle noise complaints on a timely basis.

· Use construction techniques where possible (such as pile auguring instead of pile driving) to
reduce noise impacts.

The most effective way to reduce operating noise impacts is to select and desgn sites and facilities

to avoid major noise impacts Where possible, avoiding residential areas would reduce impacts. Using

major existing transportation corridors for development of new facilities also can reduce impacts.

Noise mitigation measures during operation could include:

· Compliance with federal, state, and local noise reduction polides, standards, and land use strategies.

· Adjustment to the alignment of transportation corridors to allow greater distances from noise

sensitive land uses; depressed alignmentS are effective in reducing noise levels; elevated transpor-

tation corridors reslt in increased noise Ievels_

· Zoning or development regulations can be implemented to assure that future development is

compatible with transportation facilities. .

· Earth berms and sound barrier walls can be created between noise soUrces and sensitive receptors.

Noise can also be reduce by usng the best available technology and maintenance techniques for a

given program or project Appropriate engineering and design can contribute to smoother and quieter
vehicle propulsion, braking, and steering equipment for transit vehicles.

Barriers blading the direct line of sight between a noise and senstive receptor can reduce noise by

8 to 10 dBA_ This would bring most noise levels within applicable standards for receptor SO feet

or more from a given source. The need for such measures wil be determined. in the project-level

planning. If noise impacts would be unacceptable after mitigation.. affected properties may be acquired

or redeveloped with less noise-sensitive uses.
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EARTH AND SEISMIC ISSUES

Steep slopes in the region are condudve to landslides. Unconsolidated lakebed deposits and pleats
are prone to settlement. Historically, the region has had relatively frequent earthquakes of low to

moderate intensities. Potential earthquake effects include ground shaking, loss of soil strength leading

to ground failure (liquefaction) lateral spreading, and landslides. liquefaction occur primarìly in dean,

loose, saturated sands, and can cause",substantial settlement. The distribution and thickness of glacially-

consolidated sediments, unconsolidated stream and lake deposits, and fil can substantially affect

earthquake motions and ground failures.

Developed areas in the region are built largely on glacial deposits. Many of the industrial areas are built

in river valleys or esuaries. consisting of recent stream deposit: and fill materials. Many areas in the

region have been modified by excavation and fil. As a result. geologic conditions include soft saturated
clay to very dense til, as well as artificial fill and sedimentary rock.

Impacts: The magnitude of construction impacts would vary by project. Projects that would indude

excavation have a greater potential for adverse impacts Strong lateral stresses in hard silt and clay can

adversely affect construction of retaining walls and subsurface facilities. Subsurface facilities could also

be adversely affected by water-bearing sand and gravel. Construction vibration may affect structures,

depending on construction techniques, soil types, method of excavation, and distance to structures.

Surface settlement would likdy be localized. Settlement would be of particular concern near large

structures and in sand and gravel, fill, and lake and stream deposits. Subsurface settlement is more

likely over deposits of soft Clays and silts, peat, and fill.

Existing urban development has already significantly altered surficial geologic conditions throughout

the urbanized portion of the region and these effects will persist in the future. In addition, substantial
new trnsportation development would occur under the Preferred Alternative. Since new transporta-

tion projects would be geographically distributed throughout the region rather than concentrated in

several fimited areas, the Preferred Alternative would result in a relatively small incremental increase

in the potential for eart impacts.

EarthquakeS can affect operation of transportation facilities induding transit. roadways, ferries, and

airports. Most soils in the region are glacially overconsolidated and therefore are not susceptible

to vibration-induced settement. However, some areas include soils that are prone to liquefaction,

particularly fi soils, tidal flats, and other unconsolidated deposits. Ground vibration could cause settle-

ment in unconsolidated soils. Earthquakes can cause temporary road closres and/or disruption of transit

service. Transit systems and vehicles can play an important role in the aftermath of an earthquake

Although the nature of the future additions to the transportation system could influence land con-

sumption rates in the future, the Preferred Alternative would not reslt in an impact on the total

increase in urbnized land use or regional geologic conditionS. Although direct phyica,l changes in

surficial geologic conditions would result from the Preferred Alternative, new roadways and other types

of transportation facilities are not likely to result in signifcant adverse impacts on a regional basi.
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Mitigation Measures: Geologic concerns may be avoided by adjusting the location or alignm~nt of

new transportation facilities and improvements. Where the location-or alignment cannot be changed, .
potential problem areas should be identified and mitigated in desgn and construction. Facilities will need

to meet applicable state and local earthquake safety codes. In addition, facilities should be designed to

avoid worsening potential seismic effe.cts on adjacent property or structures and to counteract potential

liquefaction through ground densification, dewatering, or alternate means of support.

RELATIONSHIP OF THE PREFERRED AUERNATIVE TO PLANS AND POlIES

The Growth Management Act (Planning requirements (ReW 36.70A-040-070) and Statutory Goals (RCW

36.70A.0201l (GMA) provides a comprehensive framework for managing growth and coordinating land

use wit transportation and other infrastructure- Jurisictions subject to the Act which indudes
King, Kitsap, Pierce and Snohomis Counties, and all cities within these counties must prepare focal

comprehensive plans containing specified elements (such as land use and transportation) and embodying

state-wide goals; capital facilities plans for utilities and transportation sysems; and development regula-

tions that are consistent with and implement the comprehensive plan. Each county must also prepare

countywide planning policies that wil guide jurisdictions in preparing their comprehensive plans.

The GMA's planning goals include directing growth to urban areas; reducing sprawl; providing efficient

transportation systems; prooioting a range of resdential densities and housing types and encouraging
affordable housing; promoting economic development throughout the_state; protecting private prop-

. erty rights; ensuring timely and fair processing of applications; maintaining and enhancing resource-

based industries; encouraging retention of open space and habitat areas; protecting the environment;
involving citizens in the planning process; ensuring that public facilities are provided at adequate levels

concurrent with planned development; and preserving lands with hisonc and archaeological significance-

Counties are required to designate urban growth areas. These areas must be appropriate in size, intensity

and character to accommodate growth projected for the 2a-year planning period, based on population

projections prepared by Washington State Offce of Financial Management (OFM). Services and facilities

must be suffcient (currently or planned) to accommodate planned growth. Al cities must be located.

within an urban growth area. Growth in rural areas is to be limited to an amount and type that is

consistent with rural character. The countyide planning polices for each of the region's counties define

a process for allocating the OFM countyide population projection among individual jurisdictions.

Local plans must require that adequate transportation improvements be provided concurrent with

development concurrency is defined to mean that facilities or a financial commitment must be in

place at the time of. or within six years of, development. Development must be denied if facilities

are not adequate. local capital facilities and transportation plans mus coordinate land use, facilities

needs and financing. The land use plan (Le., the' location, type. density and/or timing of growth) must

be reassessed if funding faUs short of meeting identied needs. The GMA also outlines procedures

for reviewing, updating and amending local comprehensive plans, development regulations and urban

growth area boundaries.
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Discussion. De.tinatio1Z 2030 functions as the transportation element of VISION 2020. which describes

a regional land use pattern that is consistent with and supports the GMA's policies. The Preferred

Nternative would provide the regional transportation system to support planned growth. local compre-
hensive plans are developed within the framework of VISION 2020. The Preferred Alternative would be

consistent with GMA to the degree that it supports and implements the regional land use pattern.

The Preferred Alternative is intended to provide sufficient funding and transportation system capacity

to support local plans consistent with GMA. Dmiriation 2030 forecasts population and employment to
2030, which is beyond the time horizon addressed in currently adopted Comprehensive Plans (typically

20121. As noted above, the GMA and countywide planning policies for each county establish a process

for determining countywide growth and allocating population targets, based on Wêlshington State

Office of Financial Management county population forecasts. to individual jurisdictions. In general, the

local allocations are negotiated among jurisdictions within the region after using information provided

by the Regional CounciL. local jurisdictions make land use decisions using appropriate processes. This

process provides a basis for the Regional Council's decision-making regarding regional planning options

and implementation strategies that are transportation supportive.

Multicounty Planning Policies. The Growth Management Act requires preparation of multicounty
planning policies where contiguous urban counties satisfy a specified population threshold (RCW

36.70A.21O (7)). King, Pierce and Snohomish Counties meet the criteria of the statute. Although Kitap

County is R'Ot required to adopt Multicounty Planning Policies under the GMA, it has opted to do so by

joining the other three counties of the Central Puget Sound Region.

The Regional Council's General Assembly initially adopted Multicounty Planning Policies for King, Kitsp,

Pierce and Snohomish Counties in March 1993, and updated them in 1995. The Multicounty Policies

articulate an integrated vision for the region that promotes diverse, economically healthy and environ-

mentally sensitive communities that provide affordable housing for all segments of the population, and

are connected by a high quality, efficient transportation system. Framework policies include:

· Concentrating development in urb;m areas and, within urban growth areas, promoting growth in
centers connected by an effcient, transit-oriented, multi-modal transportation system (RF-l);

· Protecting critical areas and conserving resource/ands (RF-2l;

· Phasing development of public facilities and services (RF-3l;

· Developing a transprtation system that emphaSizes accessibility, indudes a variety of mobility

options, and enables the efficient movement of people, goods and freight (RF-4);

· Provides diversity and choice in housing and employment options (RF-5);

· Maintaining economic opportunities while managing gròwth(RF-6); and

· Mitigating potential adverse effects of concentrating development by early action (RF-7).
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Policy direction is also provided for (1) designation of Llban growth areas, (2) contiguous and orderly

development and the provision of services (3) transportation facilities_and strategies (4) siting regional

capital facilities (5) inter-jurisdictional planning (6) economic developmet (7 affordable housing, and

(8) open space, resource protection and critical areaS.

The policies are intended to provide guidance for local governments in preparing comprehensive plans

and countyide planning policies complying with the GMA.

Discussion. Destination 2030-is focused on implementation options and is intended to be consistent

with the Multicounty Planning Policies. The Preferred Alternative would support the Multicounty

Planning Policies and would be consistent with those policies.

i
f

DrSCUSSION OF SUPPORT FOR GROWTH MANGEMENT

Through the adoptin of the Growth Management Act and VISION 2020, both the State of Washington

and the central Puget Sound region have recognized the beneficial impacts of managing the location

and phasing of growth. The DEIS analyzed and compared the altematives for consistency with GMA

and VISION 2020. Reflecting the growth vision, Destinatin 2030 improves mo~i\ty _and accessibility

through stategic investments, and respondš to growth policies by encouraging development in patterns

and locations that make the most effcient us of the regional transportation system.

Supporting Regional Growth Patterns. The region wil see a shift in housing types over the next

thirt years. Multi-family units wil increase from 33 percent of all housing in 1999 to 40 percent

in 2030, reflecting changing demographics. Destinan 2030 provides a dear focus on supporting

development in centers through transportation investments aimed at increasing transit ridership, focus-

ing new transportation infrastruture in already-urbanized areas, and providing additional information

and tools to help implement the growth strategy. If centers do not develop as planned, the result will

be increased urban sprawl, which is costly, less efficient, and contributes to loss of habitat and resurce

lands. Destiruon 2030 promotes tols and development approaches that may assist centers and station

areas to be more attractive. thereby fostering housing growth in non-auto dependent environments, and

helping the region to meet its goals for housing development in centers, and for housing afford abifty.

Promoting Efficiency. Destnation 2030 calls for focused transit and non-motorized transportation

improvements which wil further enhance the functioning of centers and improve overall effciency of

the region's transportation system.

Suppo_rting Regional Economy_ During the early 1990s regional public and private sector leaders

participated in what came to be known as the Central Puget Sound Economic Development Strategy

project. The result of this effort was a two-volume report titled Foundions For the Future: An,

Economú Strategy for the Central Puget Sound Retjoii Volume 2 of this report Strategic Opportniti
and Imtitutional Capabilities, outlined a broad strategic framework fU-r guiding economic policy in the

region as i_t prepared for the 21st Century. The following three central themes emerged from this

strategic planning exercise:
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. Pay attention to basic strategic issues like education and training of the workforce and the quality
of our infrastructure and institutions.

· Think about the region's economy as dusters of related enterprises, not bound by jurisdictional

boundaries. Develop an understanding of the dusters in which the region has advantages and

work to strengthen those dusters.

. When evaluating public policies, business strategies and public-private actions, ask 'Will this

policy, strategy, or action contribute to innovation and improvement, wil it strengthen Qur

community, and will it increase our advantage as world dass competitors?'

Adequate and well-maintained transportation infrastructure was recognized as playing an important

economic role, by supportng the movement of people and goods in an efficient and cost effective

manner. Strategic transporation investments will realize regional economic benefits. Freight invest-

ments can improve the positioning of the region compared to major port competitors, especially if
the regional economy significantly adds value to traded goods. Investments lhat improve mobility
for a large num~er of high value uses will realize the greatest economic benefits for the region.

Individual transportation projects can have significant economic benefits relative to costs while only

having a small effect on the regional 'economy. These projects are investments that realize high benefit

returns, even though regional analysis may not directly register their influence. DeJtination 2030 makes '

strategic transportation investments that wil rearlZe regional economic benefits as improved travel
times are capitalized in the broader economy.

Implementation of Destination 2030: Consistency of the Preferred
Alternative with Federal and Regional Transportation Policies

Technical and policy analysis performed during the development of Destination 2030 indicate that

successful implementation of the plan will place the region well on its way to achieving its long-term
growth vision. DestZnaÛon 2030 builds upon the 1995 Metropolitan Transportation Plan by advancing

more complete and effective strategies to implement adopted multi-county policies. DeJtination 2030

contains strategies and programs to help implement regional policies relating to maintenance. preserva-

tion, and oeeration of existing transportation infrastructure and services, transportation accessibility

and mobilty. growth management, and the regional economy. These are key regional policy areas

that were utilized to select plan alternaties for environment~1 analysis and ultimately guíded the

development of Destination 2030. In addition, the policy areas consider the planning factors set

forth in the federal transportation legislation, the Transportation Equity Act for the 21st Century

(TfA-21), as well as Regional Transportation Planning Organization guidelines spelled out in state growth

management legislation. The following sections eValuate how Destination 2030 addresses these key

plan poficy areas.

Maintaining and Preserving. Destination 2030 identifies an investment strategyand funding
options. If secured, the result wil be more stable funding to ensure adequate levels of maintenance
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, and preservatin for transportation facilities and services. However, a shortfaU to meet all currently

identified needs remains. If, on the other hand, the revenues assumed by the investment strategy are

not secured, the result wil be an increased defiCit in meeting local and regional transportation needs.

Managing Transportation Systems. Destination 2030's call for application of the latest available

technologies and programs designed to optimize use of transportation systems. That represents a

financially prudent course in light of the high cost of adding additional capacity through infrastructure

investment. Destination 2030 calls for aggressive implementation of a coordinated regional Intelligent

Transportation System (ITS) system architecture which will result in using existing and planned new

infratructure as effciently as possble.

By supporting and expanding vehicle trip reduction servces and incentives to influence travel. imple-

menting DeJtination 2030 wil result in significant vehicle-travel reductions for the region over the

thirty year planning horizon (as compared to the trend), allowing transportation systems to function

more effciently. For example, the state's Commute Trip Reduction law has proven that trip reduction
programs can have a significant impact on the populations they s~rve. Between 1993 arid 1999, the

region reduced its single-occupant vehicle rate for work commutes of CTR-covered employees by 5.5

percent However, only 22 percent of the region's jobs are covered by the law, and only 20 percent

of the region's trips are work trips. ExPanding eTR, and other trip reduction services and incentives,

to other work commutes and to non-worl trips could potentially result in significant vehicle-travel

reductions for the region but would require significantly greater investment in these services and

incentives to provide viable alternatives for more dispersed trip-making patterns.

Promoting Enhanced Transportation Accessibility and Mobilty. Transportation plans often focus
on the issue of mobilty, and improving mobilty through investment in transportation infrastructure.

Measures of mobilty, such as facility levels-of-servce, travel time and measures of travel delay provide

information about how well, transportation systems are functioning. These measures are induded in

Append 8 of Desination 2030. It is also important to understand the degree to which residents
of the region have access to vital activities through a broad array of travel options. This is especially

important for populatins who are unable to rely upon the flexibility of the personal automobile.

Accessibilit and mobility are also important considerations for freight movement

Investing in Increased Transportation Capacity. New capacity in Destination 2030 comes

balanced in the form of new roads, expanded local transit service, and better bicycle and pedestrian

facilities connecting and within urban centers, transit stations and activity areas., This multi-modal,

strategic approach wil help achieve the regional goal of creating more multi-modal. mixed-use

environments. While the 1995 Metropolitan Transportation Plan included major increases in transpor-

tation capacity,DestÏnation 2030 significantly adds to what was previously calleó for. In addition,

Destination 2030 embraces a strategic investment program which will result in new capacity being
focused in areas where. the need is greatest
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While addressing regional transportation needs, the plan will also address specific problems and

bottlenecks within major travel corridors. The preferred plan wil impr()ve travel (in real terms) in several

corridors by 2010, increasing travel speeds on the following facilities:

· SR 16 HOVand transit lanes from 1-5 to ß'remerton (Tacoma Narrows Bridge)

· 1-405 general purpose lanes from Tukwila to 1-90

· SR 167 general purpoe and HOV lanes from 1-5 to 1-405

· SR 520 HOVand transit lanes from Redmond to 1-5

· SR 522 general purpose, HOV. and transit lanes from 1-405 to SR 2

· SR 18 general purpose, HOV. and transit lanes from 1-5 to 1-90

· SR 525 geiieral purpose, HOV. and transit lanes from 1-405 to Mukilteo

· 1-5 HOV lanes from Thurston County to SR 16

Improving Overall Accessibilty and Mobility. DestInatio.n 2030 promotes further development

of a comprehensive region-wide multi-modal transportation system to provide more transportation

options, improved mobility and accessibility, and greater transit utilization.

· D;tinion 2030 indudes improvements for general purpose travel. car pools, transit: bicyclists
and pedestrians. Of the over 2,000 new freeway and arterial lane miles induded in the plan. 79

percent wil be for general purpose travel and 21 percent will serve car pools and transit If the

region were constrained by current revenues, we could build only 10 percent of the new lane

miles shown in Destination 2030.
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· If the region is limited to current revenue sources, by 2030 average daily vehicle delay wiU have

increased fourfold, to nearly 30 minutes of delay per household. With the investments identified

in Desination 2030, however. average daily vehicle delay per household wil only increase slightly

from 6.4 to 7.2 minutes.
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· If planned improvements are not made, average afternoon peak freeway travel speeds wil decline

to approximately 20 mph. If Destition 2030 is implemented, however, average PM peak travel

speeds on the roadway network within the region wil nearly hold consant decreasing slightly

from 34 mph in 1998 to 32 mph in 2030.

Providing Transportation Choices. Increasing transit use resulting from implementation of Destina-

ticn 2030 demonstrates the plan's ability to be responsive to the basic mobilty needs of many of

the region's citizens as well as transit-dependent populations. Implementation of Destination 2030's

investment strtegy and programs would result in greater non-motorized travel opportunities than

would otherwise be possible. DestÍ1t1tion 2030 recognizes that different parts of the region require

different tyes of transportation improvements.
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· Alt~ough very few general purpose roadway capacity improvements are planned in the Northwest

King County subregion (which includes the city of Seatte). De,tiruition 2030. will provide

significant HOVand transit facility and service. improvements. This part of the region is forecast

to double its current transit mode share, from 9 percent in 1998 to 18 percent in 2030. In the

same time period this part of the region wil reduce per capita VMT by 16 percent and average
vehicle delay per household by 27 percent between 1998 and 2030.
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· Dmirution 2030 calls for 80 percent more local transit service and significant investment in

regional high capacity transit services, over the next thirty years. Under Dmination 2030, transit
would increase its mode share from 3 percent in 1998 to 5 percent and would carry trple the

current number of daily .rders, from 285,000 in 1998 to 840,000 in 2030.

· De,tirution 2030 identifies and makes significant investment in a range of regional non-
motorized systems. induding multi-use off-road trails, designated on-road bicycle facilities and

pedestrian infratructure_ These investments wil provide residents of the region with-greater

opportunities to make non-motorized transportation choices and provide greater access to transit

services.

· Datirution 2030 guarantees continued invesment in both auto and passenger ferry services.
Ferry service provides an important alternative to using congested roadways to move between

communities otherise divided by Puget Sound For example, if ferry service is discontinued

and no improvements are made t() the Narrows Bridge, delays in Pierce County would become

intolerable, reaching over 95 minutes per day per household by 2030. Completion of the bridge
and continuing ferr service avoids these signifcant negative impacts.
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Appendix I-A: Final Environmental Impact Statement Distnbutïon list

Regional Council Boards and Committees
Executive Board

Growth Management Policy Board

Transportation Policy Board

Regional Staff Committee

Regional Project Evaluations Committee

Counties
King County

Kitsap County
. Pierce County

Snohomish County

Cities and Towns/Statutory Members
City of Algona

City of Arington
City of Auburn

City of Bainbndge Isand
Town of Beaux Arts Village

City of Bellevue

City of Bonney Lake

City of Bothell

City of Bremerton
City of Buckley

City of Burien

City of Qyde Hil
City of CoVington

City.of Dupont
City of Duvall

Town of Eatonville

City of Edgewood
City of Edmonds

City of Enumclaw

City of Everett

Port of Everett

City of Federal Way

City of Fife.

City of Fircrest

City of Gig Harbor

Town of Hunts Point

Ciy of Issquah
City of Kenmore

City of Kent

City of Kirkland

City of Lake Forest Park

City of Lake Stevens

City of lakewood
City of Lynnwood

City of Maple Valley

City of Maryville
City of Medina

City of Mercer Island

Ciy of Mill Creek

City of Milton
City of Monroe

City of Mountlake Terace

City of Mukilteo
City of Newcastle
City of North Bend
Ciy of Orting
City of Pacific

City of Port Orchard
City of Poulsbo
City of Puyallup
City of Redmond
City of Renton
Town of Ruston

City of Sammamish
City of SeaTac

City of Seattle
Port of Seattle
City of Shoreline
Town of Skykomish.

City of Snohomish

City of Snoqualmie
City of Stanwood
Town of Steilacoom

City of Sùltan
City of Sumner
City of Tacoma

Port ofTacoma

City ofTukwila
City of University Place

Washington State Department of Transportation

Washington State Transportation Commission

Ci of Woodinville

Town of Wooway .
Town of Yarrow Point
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May 24, 2007 Board Meeting

Introduction

Voters in the central Puget Sound region
are being asked to make a major financial
investment in transportation improvements
proposed in the Sound Transit 2 Plan. This
æport provides the region's citizens with an
assessment of various benefits the region
can expect from the fully implemented ST2
plan.

Transportation improvements are clearly,
linked to the growth, development, quality
oflife and economic vitality of a region.
S1' proposes a range of transit
improvements building on the investments
Sound Transit has already made, with major
extensions of Link light rail to serve more of
the central Puget Sound region's urban
centers, along with improvements in
Sounder commuter rail and enancements of
ST Express bus. These improvements add

major new capacity in the region's most
congested corrdors, to help serVe the
transportation demands ofthe people and
businesses already here, as well as
anticipated growth.

Since improved transportation is such an
important part of maintaining the livability
and vitality of the region - and because the
ST2 plan provides such a major extension of
'rail services throughout the region - this
analysis goe a step beyond an ordinary
approach to analyzing benefits.

In addition to looking at the travt;1 beefits
that can be thoroughly documented or
conservatively projected, this report
provides a broader discussion of the
community and regional benefits that can be
expeted from the S1' investment.

As with road and highway constrction,

trasit investments create value within a

community that goes beyond where projects
are built and how much concæte is poured.
Personal mobility, regional connections, the

availability of transportation alternatives,
and impacts on growth patterns, quality of
life and the economic well-being of the
region are aU tangible outcomes that must be
considered in deciding on transit
investments, as they typically are in
decisions on road investments.

Table i shows a set of broad pedormance
measures, some of which can be projected
and measuæd, and others that are more
diffcult to quantify but which are important
benefits of investing in transit infrastructure_

When the citizens of our region total both
the direct and quantifiable benefits of transit
investments, along with the indirect and
qualitative benefits, arid compare them to
the costs of the plan, they will have the
information necessary to make an informed
decision. Already, the region is reaping the
early benefits of the transit investments
made as a part of Sound Move, Sound
Transits initial plan. Many benefits,
however, such as the region's ability to
achieve its land use vision, and the shifting
travel patterns that support dense, mixed-use
development in walkable regional centers,
will only be fully realized over the decades
to come. Meanwhile the direct and
quantifiable benefits, such as more nders on
trasit, savings in trvel time and travel

costs, will continue to grow as more
investments come on line and more people
arrnge where they live, work and shop, and
how they travel, to tae advantage of greatly
expanded high-cpacity transit options.

Data and methodology used to analyze
direct benefits of the transporttion
improvements in ST2 have been prepared in
accordance with nationally accepted
stanrds and procedes, and have been

subject to review by an independent Expert
Review Panel apinted by and accountable

to the state of Washington.
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Table 1: Measures of Penormance by Type

Transit Measures Other Measures

Transit ndership Achievement of Vision Vehicle miles reduced
2020, the region's land.
use plan

Additional transit Development of dense, Vehicle ownership and 

passenger tnps walkable urban centers operating cost savings

Time savings to transit New busines Reduced parking demand
nder in hours attcted to the region and cost savings

Value of travel time Increased economic Improved connections
savings to trasit nders activity between regional centers
in dollars

Subsidy perpassenger Reduction in highway Avoiding sprawl outside
tnp and per passenger delay for pnvate and the urban growth
mile commercial vehicles boundar

Farebox recovery ratios Constrction and Preserving rural and
(operating revenue! related employment natural land
operating expense)

Transit system Peranent employment Improved human health
productivity in operations and from increaed walking

maint.çnance and cycling

Transit system Incresed rail fright Transportation benefits
reliability mobility dunng special events

(sport, fairs, etc.)

Attaining Commute Tounst spending
Tnp Reduction Act
Goals
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Benefits of ST2 investments in the regional
transit system

Background

According to the Puget Sound Regional
Council, between i 999 and 2005, transit
ndership in the region grew over one and a
halftimes as fast as daily vehicle miles
traveled. Thes numbers cap a slow reversal
oftrends that started in the I 980s, when
transit ndership could not keep pace witli
the explosive growth of travel by personal
vehicle.

For a few years in the i 980s, as women
entered the workforce in unprecedented
numbers, employment in the region grew
about twice as fast as population. At the
same time, nsing family incomes, the travel
demands of two-worker families, and the
continued patterns of suburban sprawl in the
region, fueled a growth in travel by personal
vehicle that outpaced by four times the
growth in population.

This imbalance, though somewhat less
pronounced as the years passed, continued
through the i 990s and became deeply
embedded in people's expectations about
traffic and gndlock, present and future, At
the same time, even though transit ridership
continued to grow, it did not keep pace with
the overaJl increase in traffic.

Looking at the new century, transit
ndership grew slightly in 2000 and 2001 but
then, dunng the worst of the economic
slowdown, actually declined in 2002 and

2003. As the economy picked up, however,

peple chose trasit in increasing numbers

and ndership rebounded sharply. At the
same time, the trends of the previous
decades reversed as more people decided to
nde transit instead of dnve.

In i 996, the year Sound Transit's Sound
Move plan was approved by the voters,
about 75 million individual tnps were made
on buses and trains in the Sound Transit
servce area. By 2006 that number had

grown to 98 million tnps.

By 2030, the completed projects in Sound
Move and ST2, along with continued growth
in people nding local buse, means that
public transit in the Sound Transit distnct
will be carryng about i 67 milion tnps a
year, more than twice as many as in 1996.
Over 100 mil-lion of these tnps will be on
Sound Transit. Most importantly, these new
transit tnps will be concentrated in the
region's most congested corridors on bus
routes and rail lines serving the region's
densest downtown and urban centers,
adding cntical capacity where it is most
needed to support the region's economy and
presrve its'quality of life.

This section details the benefits to transit
nders of S12's major expansion in high-
capacity transit throughout the region.
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Transit passenger trips

The most important measure of any Iransit
investment is whether it attracts nders and
serves them welt The most direct way to
measure this factor is the numbers of people
ñding transit. With the ST2 plan, transit

, ndership in the region is projected to grow
by 70% over today.

Table 2 compares regional transit
ñdership today with ñdership projections for
2030, with and without the ST2 investments_

Table 2: Region.at Transit Ridership and Transfer Rate

Existing in 2006 2030 without ST2 2030 with ST2

Daily
Transit Tñps 329,000 482,000 556,000
Transit Boardings 424,000 661,000 8 I 8,000

Annual
Trait Tnps 98 million 145 million l 67 millon
Transit Boardings 127 million 199 million 247 million

Percent Using ST 12% 40% 65%

Transfer Rate 1.9 1.7 1.47

Defiòitions

Transit passengertñps are counted with
regards to boardings, trips, transfers and
passenger miles. These terms are defined
hère.

Boardings: Transit boardings are the
numbr of times a pasenger steps into
any trsit vehicle.

Passenger trps (or transit tnps) - Trips
represent a completed journey made by
a person from an ongin to a destination
(such as home to work). Becuse
people may trsfer from one route to

another to complete such a journey, trips
can consist of more than one transit
boarding.

. . Transfer - A transjèr is when a

passger changes from one trnsit
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vehicle to another (bus-to-bus, or bus-
to-train for example) to complete their
trip. Transfers explain why the average
transit trip consists of more than one
boarding, and are a good measure of the
effective integrtion of the individual

routes that make up the overall traiit

system.

Transfer rates are an indication of how
the individual elements of a transit
system complement each other, that is
how complete the coverage is, and the
range of trips that can be made on the
network. Nationwide and worldwide,

higher transfer rates are strongly and
positively correlated with higher transit
ridership.

Passenger miles - Passenger miles are a
measure of service that a transit line,
route or system is providing to its riders.
For example, i 00 passengers traveling
ten miles each, results in 1,000
passenger miles of travel.

Transit ridership on ST by service
type

Table 3 summarizes the annual boardings
and passenger miles projected for Link light
rail, Sounder commuter rail and ST Express
bus in 2030 with the ST2 Plan.

Table 3: Summary of Projected Sound Transit Ridership by Mode in 2030

Annual Riders Annual Passenqer miles
:,

Lînk light rail 95 miIion 856 millon

Sounder commuter rail 4 million 99 milion

ST Express bus 9 million 70 millon

Total 108 milion 1,025 millon
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Forecast Methods

Sound Transit's ridership forecasts that
fonn the basis for this report were prepared
for the year 2030. The forecasts are based
on:

The Puget Sound Regional Council's
adopted population and employment
forecasts.

A well-documented modelingl
forecsting methodology reviewed by

local and national exper and approved
by the Federal Transit Administration,
specifically designed to avoid over-
forecasts of transit ridership.

Sound Transit wants to ensure that its
forecasts are appropriate and do not
overstate system benefits. Accordingly,
Sound Transit's forecasts do not consider
other factors that have been shown to affect
rail and overall transit ridership positively
but which are not easily quantified. ,These
include:

Rail bias: Rail bias is the demonstrated
willingness of people to make urban
transit trps on trains that they would not
make on equally fast buse. Researchers
have documented this preference, and
link it to passengers' perCeptions of
ral's speed and reliability, as well as a
confidence factor related to the ease of
understanding inherent in rail routes -
passengers know trains ca take them
only where the tracks are laid and that if
they go in the wrong direction
backtcking is easy. Sound Transit's
modeling, does not take ral bias into
account, and assumes buses and trains
with the same service charcteristics

would have the same ridersrup.
Land use changes resulting from trsit

investments:. Sound Trait's moeling

also does not assume that land use will
change because of improvements in
high-capacity transit. However, the
experience of other cities confirms that
rail, in particular, has the potential to
shape land use both because of its ability
to bring large numbers of people into
dense urban centers without taking up
the space required for freways, streets
and parking lots, and because
developers have confidence in rail's
permanence and so are willing to build
their projects around rail stations.

-re 2030 transit ridership forecast
includes the effects of population and
employment growth, and the transportation
and transit projects included in the Puget
Sound Regional Council's Metropolitan
Transportation Plan. The S1' projects

assumed to be implemented by 2030
include:

Light rail nort from the University of
Washington to 164thlAsh Way, south
from SeaTac to Tacoma, and east to
Overlake Transit Center on the
Microsoft campus.

Expanded parking and improved
Sounder stations at Puyallup, Sumner,
Auburn, Tukwila, Edmonds and
Mukilteo.

Redeployment ofST Express bus
service as the rail system expands, new
ST Express facilities in Bothell and
Renton, and an ST Express servce
enhancement fund to add service on the
most heavily used routes.

.,
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Travel Time Savings

Table 4 and Table 5 ilIustrate the
expected travel time savings for the region's
dnvers and transit nders, achieved by the
investments included in the ST2 plan.

Looking ahead to 2030, after ST2
investments are completed, the region's
transit riders are projected to save over 20
million hours a year. For theregular transit
nder, this means a travel time savings of
about 72 hours a year.

This analysis is based on two scenarios for
traffic in 2030: one with ST2 projects and
one without ST2 projects. Accordingly, the
numbers are estimates based on best
practices. In the simplest terms, every car
not dnven beause the dnver chooses to

Table 4:

Projected Travel Time Savings for
Drivers and Freight

Drivers & Freight
2030 with ST2

Reduction in
Annual Vehicle
Miles Traveled
(Switched to
Transit)

339 million

Annual highway
delay ..educed

40 milion hours

travel by transit either reduces congestion or
leaves space for another vehicle.

Table 5:

p..ojected Travel Time Savings fo..
Transit Riders

Transit Riders
2030 with ST2

Daily Hours
Saved

71,000

Total Annual
Hours Saved

22 million
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Travel times and number of transfers
between selected centers

Looking at specific trips between the
region's centers is one way to understand
how ST2 will benefit riders who are taking
the bus today, as well as future riders who
will be attracted to transit because of the
improved speed and reliability they will
experience on STI services.

Buses get slower every year: Within the

Sound Transit district, bus travel times slow
by about i % per year, mostly due to more
congestion on roads and increased
pedestran activity in centers (vehicles
making right and left turns at intersections
block other traffic while they wait for people
crossing the street). Without improvements
in trait, therefore, existing bus travel times

would be expected to be about 23% slower
by 2030.

For example, the Bellevue-to~ Airprt

existing bus travel time is 53 minutes for ST
Expres route 560 via 1-405 and 1-5..
Without the light rail investment the bus
trvel time using Route 560 would be

expected to increase from 53 minutes today

to about 65 minutes by 2030. After light rail
is extended across Lae Washington,
however, the same trip is expected to take
55 minutes, with a transfer in Seattle. While
that's two minutes longer than it takes today,
it's a savings often minutes over the time it
would otherwse take to make the trip by bus
in 2030.

Table" compares existing transit travel
times to future transit travel times after
implementation ofST2. The existing times
are actual measured travel times, not the
travel times shown on the bus schedules,
which cannot be relied on from hour to hour
and day to day because of traffic congestion
on the roads.

Shorter wait times are not included in
travel time estimates. These trvel times do
not include the effect of higher frequencies

for rail systems. Typical train frequencies
on all branches in 2030 will be at least every
10 minutes. Shorter wait times and transfer
times also reduce total trip times for riders.

Table 6: Projected Transit Travel Times & Transfers Between Selected
Centers

Existing Expected 2030 2030 ST2 Expected
Transit Time time w/out ST2'" Plan Time Time Savings

Lynnwood - UW 39min 49min 21 min 28min
Lynnwood - Seattle 42 min 45 min 28min 17min
Bellevue - Airport 53min 65 miD 55 min (I) 10 min
BeUevue - Seattle 3 i min 34 min 20min 14 min
UW - Bellevue 32min 37 mm 3 i min 6 min
Overlake - Airport 80 min (i) 96 min (I) 66 min. (i) 30 min
Capitol HiI- Overlake 55 min (I) 63 min (I) 38min 25 min
Tacoma - Airpo 55 min 66 min 37min 29min

;,

( ) = number of transfers
* Bus tratJl times ca vary greatly. The tims shown for 1030 are erpected averages. after accounting for continuation
of historic ttends in bus speed degradation. as reflected in PSRC 2030 traffc jòrecasts:
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Transit trips to selected centers

Table 7 presents the percentage of work
and college trips made by transit riders to a
selected set of regional centers.

The existing transit share data is from the
2000 U.S. Census Journey-to-Work survey
as compiled by the Puget Sound Regional
Council (PSRC).

Percentages include ridership on fixed
route, fixed schedule transit service.
Excluded are paratransit, dial-a-ride,
carpools and vanpools, etc.

Table 7: Projected Activity Center Mode Splits

Existing Transit Percent Change
Share of Work & ST2 2030 Share of Work from Existing to
College Trips & Coiie~e Trips ST22030

lynnwood 3% 4% +33%

Northgate 6% 9% +50%

University Distict 20% 33% +65%

Bellevue CBD 8% 12% +50%

Seattle caD 40% 50% +25%

Federal Way 2% 4% + 100 %

Tacoma CBD 4% 5% +25%

Average 15% 21 % +40%
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Other benefits of ST2
Cost savings to.- transit riders

According to the U-S. Census Bureau, in
2003 the average family in our region spent
i 8% of its disposable income on
transportation, more than any other
expenditure except housing. The average
household has 23 people, owns 2.4 cars,
and spends $9,350 a year on transportation.

Th !T0st expensive cost of drving is the
cost of owning and insuring a vehicle. A
family that can own one less car because of
better transit service can save thousads of
dollars a year on transportation. Even a
family that owns the same number of cars,
but drives less, stands to save on vehicle
operating costs - gas, oil, parking, tires and
maintence.

For those commuting by transit to plac.es
with high parking costs, the savings in
parking alone are substantiaL. For example,
a monthly Puget Pass good for unlimited
$2.00 rides (the two-zone pek hour fare on
King County Metro) costs $72. According
to the PSRC, the average cost of parking in
the region's downtowns in 2006 was $138 a
month - $66 more than bus fare. For the
average transit commuter to downtown
Seattle, savings in parking alone would be
approximately $800 a year, on top of the
savings on gas and other vehicle operating
costs.

..
~::
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O&M costs, fare revenue and
operating subsidies

Operating Revenue / Operating Expense Ratio (ORlOE)

Table 8 shows the forecast ratio of
operating revenue to operatIng expense by
service in 2030. ThIs ratio is the operating
revenue (pnmary fares) divided by the
costs of operating Sound Transit's servces.

Table 8: Sound Transit's Total Forecasted Operating Revenue/Operating
Expense Ratio in 2030

Transit
Operations

Cost
(2006

$milions

Operating
Revenue

(2006
$millons

Link light rail
Sounder commuter rail
ST express bus
Sound Transit Total

95
4
9

108

$183
$ 39

$ 67

$289

$ 87

$ 9
$ 11

$106

47%
23%
16%
37%

Operating Costs and Ridership on each ST2 light Rail Extension

Map I ilustrates the annual trnsit
ndersmp volumes in 2030 on each of the
three light rail extensions proposed in ST2.
The anrual system operating costs allocated
to each ofthese ST2 extensions is also
shown.
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Cost effectiveness

Table 9 reflects the annual O&M cost of
the STI plan per additional rider over the
cost of the existing system.

Table 9: Annual Projected Cost Per ST2 System Rider & New Rider (all in
2006$)

With ST2
in 2030

ST2 transit operations cost (milions) $96

ST2 capital cost (miRions)* $468

ST2 riders (milions) 51.0

New transit riders (milions) 22.2

ST2 transit operations cost per ST2 system rider $1.88

ST2 capital cost perST2 system rider $9 -i 8

ST2 transit operations cost per new transit rider $4.32

ST2 capital cost per new transit rider $21.08

* Note for Table 9: Anualized ST2 capital cost is the $10.84 bilIion total capital cost
discounted at 3 percent over 40 years.

Possible Extension to Downtowi Redmond

Table 9 costs do not include a possible extension from Overlake to Redmond. If an extension
into downtown Redmond were to be completed within the time frame of this plan, the anual
ridership in Tables 2 and 3 would increase by about one milIion and annual transit oPerations
costs would increase by about $7 million. The measures shown in the remaiiúng Tables 4
through 9 would notsigiúficantly change,
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Comparing the capacity of rail systems
and highways

Highway capacity

The capacity of a single highway lane is
defined as the highest number of vehicles
that can pass a single point in an hour in a
lane experiencing a stable flow of traffc.

The Washington State Departent of

Transporttion calculates that maximum
freeway capacity -about 2,000 vehicles per
hour per lane - is achieved at speeds of
about 40-45 mph. When the speed falls to
30 mph, capacity can be reduced to as few
as 700 vehicles per lane per houL

Becaus the number of people per car is
generally lower during commute hour than
at other times, averaging about 1.1 people,

, the theoretical capacity of a single lane in
the peak hour is 2,200 people. However this
assumes traffic moves at about 40-45 mph
with perfect free flow conditions. At higher
speds the longer distances between vehicles
reuce the capacity of the freeway, and at
slower speeds the conflcts between vehicles

- that is stop-and-go trffc - also reduce
capacity.

Other factors affecting capacity include
collisions, disabled vehicles, spills and other
events that impede the nonnal flow of
traffc, as well as poor weather conditions
that reduce visibility.

WSDOT trcks peak period highway
performance in centrl Puget Sound for 35

different city-to-city commutes. Betwee
2003 and 2005 trvel times worsened for 33

of these 35 commutes. Ironically, the
slower the trvel speeds due to congestion

the lower the capacity of the freeway lins
on which the congestion occurs; that is, the
greater the demand for travel, the more

likely it is that fewer vehicles will be able to
use the roadway. According to WSDOT
annual system perfonnance reports,
particularly bad locations include:

1-5 at 1-90 which operates at less than
40% capacity for over i 0 hours a day

1-5 near Nortgate which operates at
about 70% capacity for almost i 0 hours
a day

1-405 at SR 169 in Renton which
, operates between about 50% to 60%
capacity for i 4 hours a day

Bellevue-based commutes are the worst

The worst congestion problems in 2005
were for people commuting to and from
Bellevue for work. During the average
evening, the Bellevue to Tukwila commute
experienced congestion and loss of capacity
for five hours and 35 minutes, and the
Bellevue to Seattle SR-520 commute
experienced congestion and loss of capacity
for four hours and 50 minutes.

C-16



May 24, 2007 Board Meeting

link light Rail Capacity

The capacity of rail transit is a
combination ofthe size of the vehicles, how
frequently they run, and a practical
consideration of how many people choose to
nde.

As with highway capacity, when speaking
of rail capacity the important measure is the
number of passengers that can be carred
dunng the peak penod, when the serce is

most in demand. This is usually referred to
as "peak passengers per hour in the peak
directioIL" Looking at projected ndership
for Link light rail in 2030, three years after
STI system build-out, we see that it will
have the capacity to continue to meet
growing demand well into the future.

The per-hour and all--ay passenger
moving capacity of the ST2 light rail system
is quite large, esecially in comparson to a
roadway of similar width with mixed traffc

While no rail transit system runs fully
loaded 24-hours a day, the difference
between the ultimate system capacity and
the ridership forecast shortly after opening
represents the a reserve of capacity for
acconuodating a large amount of future
nderhip demand in the decades after the
system is built. Table to below presents the
hourly passenger capacity ofthe STI light
rail system at points in the system with
varyng frequencies of train service, at three
different loading standards: all passengers
seated, a comfortable level of standing
passengers and a "crowded" load that might
only be accommodated during peak times
for short segments such as 1l major event
situation.

Table 10: light Rail System Capacity (passengers per
hour per direction

Peak 4-Car
Frequency Trains per
Minutes Hour2 604 306 208 15

8,880
4,440
2,960
2,220
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As Link is extended to Northgate, and
then to 164th/Ash Way, the number of riders
adding to peak ridership will increase with
each additional station served.

Leaving downtown Seattle going south,
half the trains will be routed east across
Lake Washington to Bellevue and Redmond,
and half the trains will be routed south to

SeaTac, Federal Way and Tacoma. The
downtown tunnel can support train
headways as low as two minutes, but the
2030 ridership would only require headways
in the 3 to 4 minute range. Table io shows
the capacity of the system, but riderhip is

not expected to reach that level until well
beyond 2030.
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System reliability

Reliability means arrving at the same
time every time, regardless of gridlock on
the roads or snow on the ground. Reliability
is a cntical factor in how people plan their
trvel and budget their time. Transportation

system reliability has continued to decline in
the Puget Sound Region for several decades,
both for car drivers and for transit riders.
This is primarily related to increases in the
severity of traffic congestion, and in the
greater likelihood of congestion occumng at
any time of day or on any day of the week.

When a person needs to amve somewhere
by a specified time, whether to be on time
for work, or to catch a plane or to watch a
childs socer game, they know that ifthe
trp involves one of the region's most
congested coirdors at peak hours they
should allow a great deal of extra time to get
there.

Increasingly, the problem of congested
pek hours has spread to all hours of the day
and even to the weekends. Buses are caught
in the same traffic as cars and trcks.
Freeway HOV facilities speed buses, but
even these ramps and lanes often break
down in the crush of peak period traffc and
bad weather. Sounder commuter rail and
Link light rail, however, although they share
some grade crossings wIth vehicleS, operate
on their own rights-of-way free from
conflicts with other traffic.

Highway reliabilty

Reliability On streets and highways is
affected by many things including crashes,

stalled vehicles and weather conditions, but
the most important factor in the centrl

Puget Sound region is the volume of traffic
and delays caused by congestion.

WS DOT tracks reliability on the freeways
for major commutes between pairs of cities,
and calculates "95% reliable travel times,"
that is the amount of time a driver needs to
plan for to be sure of arving on time 19
times out of20.

WSDOT data, compiled annually in major
coirdors, shows reliability on the regions
highways to be steadily declining.
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Transit reliability

Transit reliability is related to a number of
factors, but most significantly to the portion
of the trnsit tnp that occurs on a transit-

only facility, that is rail or bus operating in
its oWn nght-of-way, away from
interference with other trffc. Chart i

illustrates the change in reliability that will
be expenenced by the region's transit riders
with STI.

Sound Transit's Link light rail operates
entirely on exclusive right-of-way. In
addition, most of the right-of-way is grade
separated with no interference from traffc.

Even where there is no grade separation,
Link light rail operates in exclusive right-of-
way with signal preeption. This allows the

Chart 1: ST2 Transit Reliabilit

service to maintain a very high level of
reliability, at all times of the day.

Prior to Sound Move, 100 percent of the
region's transit travel occurred on buses
operating in mixed traffc. When the Sound
Move investments are completed, 25 percent
ofthe region's transit travel will occur on
high reliability rail lines.

Looking ahead to the completion of ST2,
the share of all transit riders in the region
who are on Sound Trasit services grows
from i 2 percent today to 65 percent in 2030.
This means that over five times as many of
the riders will trvel on vehicles that don't
get stuck in traffic, regardless of the time of
day, day of the week, weather conditions, Or
other factors.

Reliabilit - Arriving on Time Every Time
Pen:enmge Shams of Transit Servce in Mixed Traffc vs. Exclusive ROW
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Sound Transit 2
The Regional Transit System Plan
For tbe Central Puget Sound Region

Appendix D: Social, Economic and
. Environmental Impacts; Performance

Characteristics by Mode; and
Integration with Regional Land Use

Sound Transit 2
The Regional Transit

, System Plan
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Environmental, social and economic impacts

Environmental Impacts 

In June 2005 Sound Transit issued a
supplemental final environmental impact
statement (SElS) on the Regional Transit
Long-Range Plan. The 2005 SEIS
builds on and supplements the 1993 ElS
prepared for the Regional Transit
System Plan. It addresses newly
available information on existing
environmental conditions, and it
evaluates the environmental impacts of
and potential mitigation measures for
adopting and implementing an updated
Regional Transit Long-Range Plan,
including specifically the development
of the ST2 Plan investments.

The ST2 Plan investments will have a
positive impact on the region's
environment, including reduced energy
consumption and air pollution and
improved water quality. Sound Transits
Supplemental Environmental Impact
Statement (SElS) for the Long-Range
Plan details these impacts for different
ranges of long-term investments; the
ST2 Plan represents the aggressive end
of thes investment ranges. An
overview of the impacts for air quality,
water quality and energy use are
presented here. In addition, the SEiS
details impacts in the areas of
transportation (see Appendix C of this
plan), environmental health, ecosystem,
aesthetic quality, parks and recreation,
histonc and cultural resurces, and other
area.

The transportation sector represnts
over 50% of the regional carbon .
footpnnt, significantly more than the

national average. Overall, the ST2 Plan
represents an importnt step towards
addressing the challenge of global
waring by offenng a re!iable
alternative to motor vehicle traveL The
ST2 Plan will reduce vehicle miles
traveled on ouc cegion's roadways which
in tu reduces greenhouse gas

emissions such as cMbon dioxide.
Internal estimates pcedict that
implementation of the Sound Transit
System Plan wil result in a 1.0%
reduction in Vehicle Miles Traveled
(VMT) in 2030, or about 330 millon
vehicle miles per year from baseline, i by
providing an alternative to single
occupancy vehicle use.

In addition, the ST2 plan fosters
transit-onented development around
stations, helping provide for compact,
urban, sustainable communities that
have celatively smaller cain footprits.

Furhermore, the Sound Transit Board
is committed to explonng ways to
reduce to the maximum extent
practicable the greenhouse gas emissions
dunng construction and operation of the
ST2 Plan.

i This is not the total savings due to all

transit, just the net difference between
the 2030 Plan and the 2030 Baseline

(where Baseline = Sound Move with the
UW-Airprt line and the 2 Sounder
lines).
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Air Quality

Forecasts for increased 2030 ridership
, and resulting changes in travel by all
modes indicate that ST2 Plan

. improvements would reduce total
regional vehicle miles trveled and
vehicle hours traveled in 2030 with a
corresponding reduction of motor
vehicle emissions. With the ST2 Plan,
both the number of vehicle miles
traveled and the level of congestion, as
measured by hours of vehicle delay,
would be reduced. As a result, overall
mobile source pollutant emissions,
including carbon monoxide; nitrogen
oxides, volatile organic compounds,
hazardous air pollutants, and greenhouse
gases, within the plan area are expected
to be lower compared to the No Action
Alternative that was evaluated.

Sound Transit's light rail is electrc
powered and the use of electric vehicles
will reduce transit vehicle emissions.

Sound Transit's regional trnsit
providers are rètrofitting their older bus
fleets with pariculate filters that remove
approximately 90 percent of the diesel
particulate that the buses previously
released.

Sound Transit uses modem diesel
commuter rail ,locomotives that produce
substantially less air pollution than the
majority of locomotives in use today.
Sounder trains would produce
approximately 30 percent less aggregate
air pollutants per rider than thre person
carpools.

When compared to taking no action to
improve the trnsit system, the ST2 Plan
will result in reductions of carbon
monoxide, volatile organic compounds,

and nitrogen oxides compared to the no
action alternative that was evaluated.'

Water Quality
Potential water quality impacts

mclude: (i) new impervious sudaces, (2)
new pollutant-generating impervious
surfaces, (3) flood plaiD fill, and (4)
culvert extensions. The overall impact
of ST2 projects on increasing the amount
of pollutant-generating impervious
surfaces will be relatively minor
compared to the curent amount of
pollutant-generating imperious surfaces
in the region, as well as compared to
possible alternate investments in road
capacity to cart the same number of
trps.

t:

Energy Use

When compared to takmg no action to
improve the trsit system, the ST2 Plan

will result in a reduction in regional
energy use for transporttion.

Mitigating Local Impacts
In developing the projects for the STI

Plan, the costs of enviromnental impact
mitigation were included in the cost
estimates for each project. For example,
the Link extension from Seattle to
Bellevue ci tes potential parkland,
historic and wetland impacts and the
need for environmental mitigation. For
those projects in the early stages of
development, detailed analysis of
impacts and potential mitigation
measures wil be finalized in project
environmental documents.

. In addition to mitigating specific

project impacts, ST2 projects also have
the potential to mitigate some of the
major impacts of other anticipated
regional trnsporttion projects. In the
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North Link corrdor, for example, there
is a major resurfacing (and possibly lane
reconfiguration) project planned for 1-5.
Depending on the schedules of the two
projects, Link to Northgate could
provide an alternate route for travelers
who might otherwise be caught in the
additional congestion associated with
this constrction.

Environmental Management System
Sound Transit adopted a

comprehensive Environmental

Management System (EMS) in April,
2004. The EMS consists of proactive
management processes and procedures
to document, assess and improve
environmental compliance and
performance. Itincorporates
environmental ethics into business
operations and identifies environmental
stewardship as a responsibility of all
employees. Sound Transit's
Environmental Policy, which serves as
the foundation of the EMS, commits the
agency to being an environmental leader
in the State ofWashingtoD and to "the
protection of the environment for present
and future generations as we provide
high-capacity transit to the Puget Sound
region."

Social Impacts 

The ST2 Plan wil reduce our reliance
on automobiles by improving average
citizen's ability to use mass transit to
travel through the most congesed
conidors durig rush hours.

Mobilty aDd Accessibility
Mobility and accessibility is a

challenge for everyone, and partcularly

so for people who do not own cas or for
whom the daily costs of driving are a
financial hardship. The addition of 49

miles of light rail, plus enhanced
Sounder and ST Expre~s systems, will
expand opportnities for low income
workers to commute to their jobs, and
for those who aTe umible or who prefer
not to drive to travel to and from a
variety of destinations throughout the
region. Workers living along or near
Link, Sounder, or ST Express routes and
stations and traveling to jobs in the off-
peak direction, for example at SeaTac
Airport, Northgate Mal~ or other
locations, will have the same frequent
reliable service as travelers to downtown
Seattle or downtown Bellevue.

For low income households, ST2
investments may make it possible to
reduce the number of cars per
household, and/or to reduce the anual
miles dnven and costs of operations and
maintenance. For those who are unable
to drive or cannot afford an automobile,
ST2 investments will greatly expand
their ability to travel quickly and reliably
throughout the region, whether they live
along a Sound Transit route, or connect
via local transit or demand-response
services.2 Mobility and accessibility can
be a particular challenge for elderly
people and people with physical
disabilities or limitations. For many'
senior citizens and persons with
disabilities, transit often offers the only

2 About 9 percent of the region's households
are classified as low income; and of these
households 26 percent do not have acces to a
car. (Of all households in the region only 7
percent do not own or have access to a car.)
About 17 percent of the population is disabled,
and by 2040 almost 17 percent wil be senÎors_

Compared to other, all of these individuals tend
to have lower auto ownership rates, lower
incomes, and be les likely to have a car
available to them for their trips.
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North Link corrdor, for example, thece

is a major resurfacing (and possibly lane
i-configuration) project planned foe 1-5.
Depending on the schedules of the two
pmjects, Link to Northgate could
pmvide an alternate route for travelers
who might otherwise be caught in the
additional congestion associated with
this construction.

Environmental Management System
Sound Tcansit adopted a

comprehensive Environmental

Management System (EMS) in ApriL,
200. The EMS consists of proactive
management processes and proceduces
to document, assess and improve
environmental compliance and
performance. It Incocporates
envimnmental ethics into business
operations and identifies environmental
stewardship as a responsibility of all
employees. Sound Transits

.EnvironmentaIPolicý, which serves as
the foundation of the EMS, commits the
agency to being an environmental leader
in the State of Washington and to "the
pmtection of the enviconment foe pcesent

and futuce generations as we provide
high-capacity transit to the Puget Sound'
region. r.

Social Impacts 

The ST2 Plan will ceduce our celIance
on automobiles by improving average
citizen's ability to use mass trnsit to

. trvel through the most congested

corrdocs during rush hours.

Mobilty and Acceibilty

Mobility and accessibility is a
challenge foe everyone, and particulary

so foe people who do not own cars oc for
whom the daily costs of dciving are a
financial hardship. The addition of 49

miles of light rail, plus enhanced
Soundec and ST Express systems, will
expand opportnities for low income
workers to commute to their jobs, and
for those who ace unable or who prefer
not to drive to travel to and from a
variety of destinations thoughout the
region. Workers living along or neac
Link, Sounder, or ST Express mutes and
stations and traveling to jobs in the off-
pea direction, foe example at SeaTac
Aicport, Northgate MalL, or other .
loctions, will have the same frequent
reliable service as travelers to downtown
Seattle or downtown Bellevue.

For low income housholds, ST2
investments may make it possible to
reduce the numbec of cars per
household, and/or to reduce the anual
miles driven and costs of operntions and
maintenance. For those who are unable
to drive or cannot afford an automobile,
ST2 investments will greatly expand
their ability to travel quickly and celiably
throughut the region, whether they live
along a Sound Transit route, or connect
via local transit or demand-response
services.2 Mobility and accssibility can

be a particular challenge foe elderly
people and people with physical
disabilities or limitations. Formany
senior citizens anØ persons with
disabilities, transit often offers the only

1
- About 9 percet of the region's households

are classified as low income, and of these
households 26 percent do not have access to a
car. (Of all houholds in the region only 7
pecent do not own or have acce to a ca.)
About 17 percent of the population is disabled,
and by 2040 almost 17 percent will be seniors_
Compared. to others, an of these inviduals tend
to have lower auto ownerhip rates, lower '
incomes, and be les likely to have a ca
availallle to them for their trips.
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option for getting around. Increasing the
extent of the light rail system can
significantly improve mobility for these
citizens.

Other social impacts of ST2 include
support for the urban centers developed
in Vision 2020 and now contained in
county and local governent
comprehensive land use plans and
policies in the region. While the urban
centers concept was developed primarily
to reduce trffic congestion and air

pollution growth, it also has potentially
beneficial social impacts in promoting
pedestran-oriented neighborhoods
thoughout the region, which in turn wil
increase social contacts within
communities and strengthen community
spirit.

Economic Impacts

The central Puget Sound region is not
unique in its dependence on
trnsporttion to fuel its economic

engine. What sets the centrl Puget
Sound region apart from many other
urbanized areas, however, are the
extreme constraints that geography and
topography place on the development of
transporttion corrdors. For example,

about a quarter of a millon people cross
Lake Washington every day using the
only two routes available, 1-90 and SR-
520. Here, as elsewhere, the most
congested sections of the freeway
system experience gridlock for hours
every day.

The investments planned as part of
ST2 will not end congestion on the
freeways. However, they will provide
an alternative for drivers caught in
traffic, free up road space for those with

no other alternatives (including freight),
and providt new high capacity
alternatives for those who are unable,
unwill ing or who can't afford to drive.

ST2 will provide major new ruh hour
capacity to and from the region's most
congested destinatìons, as well as all-
day, two-way reliable connections for
commuters, shoppers, and other
travelers.

The economic benefits of the ST2 plan
will be realized in many ways, some of
which can be quantified and others of
which are more difficult to measure.
Taking into account the full costs of the
ST2 Plan, Sound Transit estimates that
the readily quantifiable benefits will be
about 2.7 times the costs;

Quantifiable benefits

ST2 Plan quantifiable economic'
benefits include:

Travel time savings for transit riders;
Mobility benefits for non-trnsit
users including commercial vehicles;
Reductions in vehicle operating
costs, including parking costs; and
Reductions in accident costs and in
pollution, noise and energy use.
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Travel time savings

Travel time savings are shown in
Appendix C (see page C-9) for both
transit nders and non-transit users.
These benefits constitute the largest
share of the benefits of the ST2 Plan.

Vehicle cost savings

In addition .to saving time, the region
will save in vehicle ownership,
operating, and parking costs.

Savings in environmental costs

The STI investments can create
environmental benefits by reducing air,
noise, and water pollution asociated
with auto travel. In addition, trnsit

travel is more energy effcient than auto
travel, creating economic benefits
associated with energy conseivatIon.

Benefits Diffcult to Quantify

Job Creaton and Retention

Improvig the capacity and reliability
of the trnsporttion system directly

supports the region's economy. It gives
employers acces to a broader bas of

workers, and gives individuals greater
choice in where to live, work, recreate,

shop and conduct pei-sonal business. It
gives businesses bettei- access to goods
and seivices, and increases the ability of
people to connect with each othei- and
conduct business.

A i 999 study done for the Amencan
Public Tmnsit Association concluded
that business gains in sales are 3 t.imes
the investment in transit capital- a $10
million investment yields $30 million in
sales.

In Portland, Oiegon, Tn-Met estimates
that ovei- $6 billion in development has
occurred within walking distance of the
MAX light rail stations since 1980.

In Dallas, property values near light
rail stations are 13% higher than
elsewhere, and in San Diego they are
17% higher.

While these.tyes of calçulations are
difficult to replicate for a project that is
not yet built, in city after city across the
United States, the economic benefits of
past investments in transit infrastructure
are clear.

ST2 projects will create thousands of
jobs in project management, design and
constrction, as well as ongoing jobs in

operations and maintenance. If the
dollars invested in ST2 were spnt .

elsewhere it would also create jobs, but
the portion of the project costs that will
be covered by federal grants would not
otherwse come to the region. In 2006,
USDOT estimated that 47,500 jobs are
created for every one billon dollar

invested in trnsprttion.

Sound Tmnsits Guiding Pnnciples

provide for: workforce diversity
æflectIve of the region; maximum use of
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local businesses; maximum use of small
businesses; and maximum use of
minority, women and disadvantaged
businesses. There is also a requirement
that a minimum percentage of labor on
Sound Transit projects to be performed
by apprentices, with requirements for
minority and female workers.

Transportation System Reliability

Recent research on travel reliability
shows an increased awareness of the
importance of the reliability of
trnsportation systems in large
metropolitan areas. That awareness is
heightened as existing transportation
syste!ls suffer increasing frequency of
breakdowns when operating at capacity.
As the importance of reliability grows,
so does transit ridership, yielding even
greater travel time savings to even more
people.

Added capacity for travel

Whether going to work, school or
shopping, or simply to visit frends, the
ability to trvel has economic benefits.
ST2 adds major new travel capacity in
some of the region's most congested
corrdors in all three counties. The
added capacity for trps throughout the
region will benefit individual travelers
and the region as a whole. Additional

information on transit capacity is shown
in Appendix C.

Mobility for all

Improvements in transit provide broad
benefits to those who cannot afford to
own and operate a car, or who cannot or
do not wish to drive, expanding
opportnities for work, education,

medical care, shopping, and other
opportnities that require traveL These
benefits also accrue to other taxpayers.
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Performance characteristics by mode

System and service philosophy
and impacts

\,

Sound Transit's role is to provide the
central Puget Sound with a regional
network of high-capacity transit
services. As defined by Sound Transits
enabling legislation, high-capacity
transit means service operating
principally on exclusive rights-or-way
and providing a substantially higher
level of passenger capacity, speed and
service frequency than public transit
operating on highways and city streets in
mixed traffic.

This role is further defined by the
Puget Sound Regional Council's land
us plan, Vision 2020, and the

Metropolitan Transportation Plan, which
together define a goal to establish a
region-wide transit system that connects
regional growth centers, provides
sealess corIections with local transit
and ferres, and supports concentrated
development at and around stations.

-,

Within this framework, the ST2 Plan
proposes to continue and expand the
reional high-capacity network

established in Sound Move. The Link '
light rail will add 49.5 miles extending
to Snohomish and Pierce counties and
aq:oss Lake Washington to King
County's eatside. The ST2 plan will
add new or improved Sounder commuter
råil stations and parking facilities. The
ST2 plan also includes new or expanded
ST Expres bus facilities in Bothell,
Renton and Burien. Consistent with' the
major expansion in rail services, some
exsting express bus routes will be

replaced with raiL.

Service characteristics for Sound
Transits three modes are consistent with

the mandate to operate high-cl,pacity
transit with frequent, rast service.

ST Express Bus

ST Express operates frequent, all-day
bus service on major corridors between
centers, with half-hour headways or
better, from about 6:00 in the morning or
earlier until about 10:00 at iight ST
Express buses operate on freeway HOV
facilities where they are available,
including a series of freeway direct
access ramps built as part of Sound
Move, which improve spee and help
ensure reliability.

ST Expi:ess buses serve major urban
centers as well as outlying park-and-ride
lots and transit centers, and they connect
to Sounder and existing and futUTe Link
stations. All buses carr bicycles; some
serve mixed-use transit centers with
commercial and residential development
integrated into the center.

Sounder Commuter Rail

Sounder commuter rail currently
operates between Everett and Tacoma
and, when the Sound Move investments
are completed wil extend to South
Tacoma and Lakewood.

By the end of 2007, Sounder
commuter rail will operate six daily
roun trips between Tacoma and Seattle
and three daily round trps between
Seattle and Everett. Eventually, trains
will operate approximately every half
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hour during the morning and afternoon
weekday. peaks. Special service also
serves Mariners baseball and Seahawks
football Sunday home games.

Fifty-eight bi-level passenger cars se.at
140 passengers each, with room for
bikes and wheelchairs. Amenities
include work tables, power outlets, cup
holders and overhead storage.
Maximum speed is 79 mph, and the
trvel time from Everett to Seattle or

Seattle to Tacoma is about an hour.
There are currently 9 stations in service;
when Sound Move is completed there
will be i 2 stations in service. ST2
investments will improve some stations
and add parkng.

Link Liqht Rail

Tacoma Link currently operates
electrcally-powered single-car trains
between the Tacoma Dome station and
downtown Tacoma. At the Tacoma
Dome station it connects with Sounder,
ST Express, Greyhound and Amtrak,
and in downtown it connects with Pierce
Transit's local bus service. Tacoma
Link serves the University of
Washington, the Washington State
History Museum, the Museum of Glass,
the Convention Center, the downtown
busines district and the Broadway
Theater DistrcL Trains operate every
ten minutes.

Central Link now undei construction
between downtown Seattle and Sea-Tac
International Airort, is a l 5-mile
electric light -rail line with i 3 stations,
predominatly on exclusive right-of-
way. Iintial service wil be with two-car
trains, but the station platforms can
accommodate up to 4-car trins tor

future service expansion as demand
grows.

When service begms operating in 2009
it is expected that trains wil run
approximately every 6 minutes during
pea hours and every i 0 to 15 minutes
off-peak and at night. The trip between
downtown Seattle and Tukwila will take
about 30 minutes. A planed extension
to the University of Washington is
expected to begin operating in 20 i 6. By
2030 the ridership on Central Link is .

expected to exceed i 10,000 riders a day.

As part ofST2, Link will be extended
north to Snohomish County, south to
Pierce County, and east across Lake
Washington into'East King County.
The technology will be the same as
Central Link, with exclusive and largely
grade-separated rights-of-way.
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Integration with regional land use planning and
transit oriented development

Reuionalland Use Planninl'

ST2 investments are consistent with
the vision and goals in the region's land
use, growth management, and
transportation plans. Light rail,
commuter rail and express bus services
will can thousands of people in the

region's most dense, most highly
congested corrdors, and these transit
services will deliver people to and from
the hearts ~fthe region's downtowns and
other activity centers.

Achieving Vision 2020

VISION 2020, adopted by the PSRC in
1990 and updated in 1995 to meet the
requirements of the State's Growth
Management Act, establishes a regional
growth management strategy for central
Puget Sound based on defining urban
growth boundaries, containing growth
within those boundares, and
concentrating new development in
multiple centers linked by a high quality
trnsportation network including high-
capacity transit in major corrdors.

ST2 will provide an importnt piece of

the trnsportation components necessry
to implement Vision 2020. ST2
support the Vision's strtegy of

concentrating growth withn urban
growt boundaries and supporting that
growth with robust mass trortation

alternatives such as light-rail, express
bus, and commuter rail services. For
example, the urbanized portions of

, Pierce, King; and Snohomish Counties

are witln a defined urban growth

boundary whose population is expected
to increase by one milion people by
2030. The employment withi that
boundary is expected to increase by
about 600,000 jobs. ST2 includes high-
capacity transit service that will serve
over 75 percent of the employment in
PSRC desi~nated urban centers in 2030.

Looking ahead to 2030, by which time
the region will need to accommodate
more than one million new residents,
successfully confining growth within
urban growt boundaries will depend on
the region's ability to develop adequate
infrastructure to support more dense
development. High-Capacity Transit
(HCf) is central to this effort.

Since the initial adoption of Vision
2020, the region has repeatedly affirmed
its growth management strtegy in
adopted regional, county, and city
comprehensive plans. The most recnt

Metropolitan Transporttion Plan,

Destination 2030 (PSRC 200 I), calls for
the i:egion' s HCf system to continue to
develop and expand to help meet
, growing demand, together with the
expansion of all forms of
transportation-Iocal trnsit, carpools

and vanpools, femes, airplanes,
automobiles, freight, bicycling, and
walking.

Sound Mqve, Sound Transits initial
phase of regional HCf investments, is '
already addressing many regional
mobility needs, The investments of
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Sound Move will continue to provide
benefits for decades to come. However,
Sound Move was intended to be the frrst
phase of a more extensive regional high-
capacity transit investment. Growth has
worsened the region's transportation
problems and there is a continued need
to address HCT planning and
investment

Between now and 2030, population is
expected to grow approximately 30
percent, with a projected 35 percent
growth in employment and a 30 percent
increase in vehicle miles traveled. In
recent decades, miles traveled has grown
twice as fast as population and four
times as fast as employment.
Fortnately, future projeCtions show the

relative growth in travel moderating
compared to the recent past, largely
because of the leveling off of certain
demographic trends such as the increase
in numbers of,workers per household.

The region's trnsportation capacity
for all modes has not kept pace with
growth, and new growth means that
transporttion conditions will worsen
even further. Many of the region's roads
and freeways are already operating at
capacity for many hours during the day.

o With more velùcles on the road,

congestion and delay will be more
severe and trps will be slower and more
unpredictable.

The expanded HCT system in the ST2
P~an will provide an effective and
reliable alternative to dnving and an
effcient way for people to move
thoughout the region. The expanded
HCT system implements an integral
transporttion component of Vision 2020
and Destination 2030.

Reducing Land Area Devoted to Parking

Extending the regional mass transit
system to more of the region's
employment centers will enable many
more employees to travel to jobs in those
centers by high quality transit instead of
by car. This will, in turn, reduce the
demand for parking in those
employment centers. Parking cars in
structures requires 300 to 400 square feet
per car, which means that a single
worker with a ca requires about twice as
much space as a worker without a car.
By reducing demand for parking in
urban centers, more land can be devoted

. to productive economic activity and less
to storing vehicles.

Transit Oriented Development

Durig Sound Move implementation

Sound Transit has had a transit-oriented
development program. The purose of

this program has been to encourage easy
access to high-capacity transit and easy'
transfers between commute modes,
including walking, bicycling, other
transit service and, where appropriate,
driving. Sound Transit has worked with
public and private parters to promote
such connections. Sound Transit expects
to contin!-e its trnsit-oriented
development program in the ST2 Plan.

Sound Transit and its partners have
effectively located transit stations to
support and generate transit-oriented
development during Sound Move
implementation. Notable examples are
,the Sumner Town Center, the Tacoma
Dome District, the Newberr Square
Project at the Ash Way Pa(k and Ride
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lot, the Othello Station development in
Seattle, and new development and
redevelopment around Sounder stations
in Kent and Aubmn. Virtally every
city with Sound Transit projects worked
with Sound Transit to develop station
area plans. These plans intend that
development in and around stations
maximize the value of the trnsit

investment to the communities it is
designed to serve.

The purpose of Sound Transit's Transit
Oriented Development (TOO) program
is to promote pedestran-friendly
development around transit stations in
order to increase transit riderhip,
enhance com~unities, and facilitate
complementary development

The ST2 plan includes25 new light
rail stations and six new or improved
Sounder stations. Sound Transit will
work with local jurisdictions, partner
agencies and private interests to
encourage mixed-used, pedestnan
oriented development a.round stations.

Sound Tranit wil prioritize effort in
communities that are already
encouraging increase density though
locally-developed zoning and
comprehensive plans.

Sound Transit wil encourage public-
private parterships on a volunta basis.
Where a partnership cannot be achieved,
Sound Transit wil, to the extent
practicable, incorprate TOO into station
planning.

Properly ïmplemented, TOO ca
reduce auto use, trffic congestion,

energy consumptiòn and pollution and
reduces the emission of greenhouse
gase. TOO can help promote a

sustainable envIroruent while
diversifYing a community's economic
base.

Sound Transit TOO program goals are
intended to calm trffic, manage parkig
demand, and include streets designed to
promote a sense of community within
the station area. Project design emphasis
will be focus on facilitating station
access for pedestrians, bus riders,
bicyclists, station drop-ffs, and where
appropriate, parking.

Sound Trasit typically begins the.
TOO process early in the project
development proces, usually durig the

planning and environmental phases.

Sound Transit has a variety of tools it
can use to encourage TOO. One is
facility design and location.. Another is
through real estate trnsctions. A third

is through service planing. All of thes
tools necessitate active cooperation with
staeholders and partner agencies.

In the case of real estate transactions, it
is importnt to note that Sound Transit
does not have authority to purchase
propert and engage in speclative
development. All propert trnsactions

involving Sound Transit must follow a
rigid set of procedures designed to
protect the rights of propert owners.

Where a willing seller Îs presnt, Sound
Transit may acquire additional propert
in order to facilitate TOO opportnities
consistent with local land use plans and
reglations.
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